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I the months since Pearl Harbor the railroads of 
the United States have carried three times as many 


soldiers as in the same months of the last war. 


Of the 6.800 Pullman sleeping cars and 17,500 pas- 


senger coaches on the railroads 
today, a great part are assigned 
to military movements—and 
the armed forces have first 
call on all the rest. 


Besides troop movements, 
there are those who must 
travel on essential war busi- 
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DON’T WASTE TRANSPORTATION. Plan early- 
Make reservations and buy tickets as far in advance 
as possible. Avoid week ends—Do your travel- 
ing in the middle of the week whenever possible. 
Travel light— Limit your hand baggage to actual 
requirements. Other baggage can be checked. 
Plans changed?— Cancel your reservation 
promptly if your trip is deferred or called off. It 
will help the other fellow. 
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ness. There are service men on furlough. There is the 
shortage of tires and the rationing of gasoline 
adding to the demand for space on the trains. 


all 





That demand must be met with the cars we have—other 


war needs make it impossible 
to get any more. 


So please help the other fellow 
who must travel—and help 
yourself — and help us to 
get the best use out of what 
we have. 
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Not long ago a well-known fruit broker 
was searching for a source of supply for 
a particular variety of sweet grapes. 

Orders were coming in fast...offering 
prices that meant important additions 
to the profit column of his ledger. But 
there was a shortage of this particular 
type of grapes. Though he spent many 
hours and many dollars in searching, he 
couldn’t lay his hands on a single carload. 

But then he thought of the Illinois 
Central, and got in touch with one of 
our men. And, thanks to our man’s 
intimate knowledge of his territory, 
within 48 hours he was able to locate 
20 carloads of No. 1 Grade...in a 
grape-growing region the broker had 
never even heard of. 

We don’t claim to be able to do the 
impossible. But, given the opportunity, 
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Teamwor 
—— 


our representatives throughout the 
country can solve many of your prob- 
lems, be what they may. 


We are always ready and eager to 
give you the kind of cooperation that 
will help you do your job more effi- 
ciently. So please don’t hesitate to call 
on us. All we ask is the chance to prove 
to you that, in wartime as in peace, 
Illinois Central teamwork really does 
pay off! 
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The Illinois Central operates over these routes, 
connects with more than 150 other American a 
railroads. Maintains offices all over America. d 
Is manned by more than 38,000 trained and 8! 
experienced workers, equipped to serve ship- p 
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So far as any definite proposals or recommenda- 

tions in the report of the National Resources Plan- 
ning Board are concerned, it amounts to little. It is 
merely a collection of essays by a lot of men who have 
ideas and theories and who know more or less about 
the subjects with which they deal. It weighs four 
pounds and so contributes appreciably to the waste 
of paper and the clogging of the mails, as well as to 
the expense of “government.” The advisory committee 
that made the report to the Planning Board recom- 
mends nothing specific, the Planning Board itself, in 
transmitting the report to the President, recommends 
nothing specific, and the President, in transmitting the 
report to Congress, recommends nothing. It is true 
that the Uncle Delano board says it is in accord with 
the view of the director of the study that was made 
that “the building of a superior and more effective 
transport system is a basic essential to the fuller de- 
velopment of our national economy” and that “great 
emphasis must be placed on the recommendation that 
a permanent national transportation agency be estab- 
lished to coordinate all federal development activities 
in transportation in relation to a general and progres- 
sive plan.” So there we have the essence of the volume, 
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Transportation After the War 


so far as it has any. It is a suggestion that govern- 
ment itself take charge of putting the transportation 
machine into the desired condition—another job for 
the New Deal planners. 

We would be the last to suggest that the machine 
does not need overhauling or that there are not many 
things that should be done to improve it. We have for 
years been pointing out a lot of such things. What we 
object to is the assumption that government planners 
must do the job, taking it out of the hands of free, 
private enterprise—as is the endeavor of the New 
Deal with all things. Now, if ever, private enterprise, 
if it is to retain control of its business while the New 
Deal is in power, or even have firm ground on which 
to stand in resisting the attacks of the planners when 
the war is over and they have more time to work out 
these “domestic reforms’’, must give its serious atten- 
tion to accomplishing some reforms itself. 

There is no reason, in our opinion, why everything 
necessary cannot be done without turning the trans- 
portation business over to the government, so to speak. 
All that is required is that transportation people, their 
customers, their labor, and their government realize 
the situation and go about their task in the spirit of 





OUR PLATFORM™M 


(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to mew transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification ef Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescri by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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cooperation to justify and maintain the system of 
private ownership and operation. 

Government, for its part, should take the attitude 
that it is present only to regulate—not to operate. 
The agencies of regulation that we have should be 
strengthened and made uniform. Subsidies, direct or 
indirect, to any form of transportation, should be 
withdrawn and thereafter avoided. The government 
itself should get out of the transportation business 
to the extent that it is already in it. Its own graft in 
land grant rates should be forfeited. It should be a 
monitor only—not a competitor or a manager. 

Labor should stop flirting, for political or other 
reasons, with government ownership. Its interests lie 
in private operation of the transportation properties. 
It should, further, forego the graft it enjoys under 
the feather bed rules giving it pay for work not done. 

The transportation agencies—all of them—should 
realize that their business is in danger. They should 
forget their animosities and their petty differences 
and work on the theory that all are in the same line 
of work, though in different phases of it, preserving 
only legitimate competition that does not rest on un- 
fair legislation or obstinate refusals to make legitimate 
cooperative arrangements. We have in mind, for in- 
stance, the matter of joint rates and routes between 
motor transport and railroads. The object should be 
to serve the public in the most economical and efficient 
manner possible. We realize that such a suggestion 
will be met with sneers from the reactionaries. Well, 
let them sneer—and lose their properties or the man- 
agement of them. We have in power a cult anxious 
to run all business; the only successful opposition, we 
believe, can come from removal of all ground for their 
ideas. 

The customers of the transportation companies— 
the shippers—should do everything possible to cooper- 
ate in and make workable such a program, realizing 
that they are and will continue to be better served by 
private industry operating itself than by government 
theorists and politicians. 

Perhaps the plan of the Transportation Associa- 
tion of America furnishes the basis for a successful 
solution of the problem. 

What we suggest is entirely possible and practi- 
cable, but we have little hope that it will be accom- 
plished. The reasons for our doubt are many. We have 
no faith in the good intentions or economic sanity of 
the people now in control of government. We know the 
obstinate and stupid selfishness of labor. Shippers are 
smug and disinclined for action. And we have dealt 
for many years with the transportation industry 
and never found it or any of its parts sympathetic 
with any change. Such change as there has been has 
been forced. There is coming a time, we emphatically 
believe, when its recalcitrancy, if persisted in, will 
not only lose it the management of its properties, but 
put the shippers of the country at the mercy of the 
starry-eyed planners. 

There was a man once who refused to bathe in 
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Jordan. He wasn’t asked to do anything that required 
any heroism or sacrifice or even any brains. But most 
people chodse to be damned because they will not take 
the trouble to save themselves. 


Travel for Recreation 


Director Eastman, of the O. D. T., and President 
e Pelley, of the A. A. R., in statements about the 
shortage of railroad passenger facilities, have included 
in essential travel that “necessary to recreation and 
relaxation.” Much of the necessary travel, said Mr, 
Pelley, was “part of the proper recreation and relaxa- 
tion which the people of the nation must have if the 
war effort is to progress as it should.” 

No one, of course, would deny that recreation 
and relaxation are desirable. An old saw says “all 
work and no play makes Jack a dull boy,” but it ought 
to be remembered that the proverb had its origin in 
a time when Jack worked more than 40 hours a week. 
The head of the administration under which Mr. East- 
man works seems to think 40 hours are sufficient. 
That leaves a lot of time for rest and recreation—an 
opinion supported by what we read about the increas- 
ing business in the entertainment and amusement 
fields. 


We have admitted before that our thinking was 
not of the “advanced” kind that sees a fortnight’s 
annual vacation with pay as the “right” of every 
worker. Even if we could see that, however, it would 
be hard to understand why railroad travel was “neces- 
sary” to such recreation and relaxation. In times of 
peace, workers, perhaps, ought to be encouraged to 
travel to places distant from their homes for vaca- 
tions. Such travel leads to a greater appreciation of 
the country in which they live and to business for the 
railroads when they need it. But recreation and relaxa- 
tion do not necessarily mean travel to distant places. 
Each of us has had the experience of entertaining a 
visitor from afar whose chief desire was to see some- 
thing in our own town the location of which we did 
not know. And all of us have heard the vacationer 
complain, after his return from a long trip, that he is 
more weary than he was before he left. 


Maybe we ought to rediscover that recreation and 
relaxation lie nearer home. Maybe, instead of in- 
cluding travel for recreation and relaxation in the 
category of “necessary” use of railroads, we ought to 
start a campaign with the slogan: “Spend your vaca- 
tion at home.” 


Anyhow, there is a lot of “bunk” in the plea, at a 
time when transportation facilities are being strained 
to the utmost, that railroad travel is necessary for 
recreation. It is the same kind of “bunk” that prevails 
with respect to the continuance of free transportation 
in these times—even though it be curtailed; it is an 
abuse that the railroads do not voluntarily stop and 
from which the O. D. T., for some unexplained reason, 
does not order them to desist. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Fertilizers in the South 


The Commission, by division 2, in Fourth Section Appli- 
cation No. 17913, Fertilizers from and to Points in Southern 
Territory, and cases joined therewith, has granted relief from 
the long-and-short-haul part of the fourth section to establish 
and maintain rates on fertilizer and fertilizer materials, in car- 
joads, and basic slag, land and phospho plaster, anr fertilizer or 
fertilizer materials in mixed carloads with land or phospho 
plaster, from points in southern territory and certain points 
in official territory, and on imported fertilizer materials, in car- 
loads, from Virginia, south Atlantic and Gulf ports to points 
in southern territory. 

The cases joined with the title proceeding are fourth sec- 
tion applications Nos. 17947, 17954, 17966, 17991, 17993, 18075, 
as amended, 18084, 18127, 18139, 18191, as amended, 18314 and 
19358. Relief to establish the rates on imported fertilizer ma- 
terials was given by sixth supplemental fourth section order 
No. 9540 and on the other commodities by twenty-seventh sup- 
plemental fourth section order No. 9346. Except as other- 
wise indicated in the report, relief to establish and maintain 
the rates was authorized temporarily by fourth section orders 
Nos. 13493 and 13526, as supplemented. The relief is subject 
to conditions including circuity limitations. 

The report said, in dealing with the various applications, 
that waterfront facilities had recently been constructed at the 
port of Richmond, Va., which would permit more efficient han- 
dling of water-borne traffic through that port, and the relief 
prayed was necessary to permit the port of Richmond to be 
accorded rates on “these commodities comparable to those ap- 
plicable from other ports in order that the traffic may readily 
move through the port of Richmond in competition with like 
traffic through other ports.” It also said, among other things, 
that the hauls of fertilizers within southern territory were 
usually less than 480 miles and the rail carriers encountered 
keep competition for such hauls with privately owned motor 
trucks. While competition of motor trucks for import traffic 
was not as severe as that for domestic traffic, it added, the 
movement of imported fertilizer material was being diverted 
from the rail lines. Applicants, the report said, had been in- 
formed that a least 50 per cent of the movement in the future 
from Panama City, Fla., would be by motor truck unless the 
proposed rates were established and maintained. 


Serap Leather Rates 


The Commission, on reconsideration in No. 28712, H. C. 
Godman Co. vs. Pennsylvania Railroad Co., has reversed the 
finding in its prior report, dated May 18, that the rate charged 
on scrap leather, in carloads,-from Newberry, Pa., to Columbus, 
0., was inapplicable, and awarding reparation. On reconsid- 
eration, the rate assailed was found applicable and not shown 
to have been unreasonable. The prior order was vacated and 
complaint dismissed. 


The shipments, said the report, consisted of 14 carloads 
and were billed as leather scrap, with a declared value of not 
exceeding 3.5 cents a pound. Defendant, said the report, argued 
that the rating of column 22.5 was applicable, which rate was 
published as an exception to the governing official classifica- 
tion and applied on fertilizer materials, including a description 
of “Scrap leather (having value for fertilizer purposes only), 
In packages or bulk.” Additional charges, continued the report, 
Were collected, based on the sixth-class rate of 30 cents. Com- 
Plainant manufactured a product known as leatherboard, the 
Teport said, and used the same kind of scrap leather as that 
shipped to fertilizer plants and used in the manufacture of 
fertilizer, and complainant sought to have applied the rate on 
scrap leather “having value for fertilizer purposes only.” In 
this proceeding, the report said, the commodity shipped had 
value for other than fertilizer purposes and this must be recog- 
hized, it added, in determining the applicable rate. 
_._Commissioner Alldredge dissented. He said that, by de- 
Cisions “too numerous to mention,” the principle had been well 
established that it was unlawful by tariff publication to make 
the rate on a commodity dependent on the use to which the 
Commodity was put. He said that, in effect, the majority had 
held that the employment of the phrase “having value for fer- 
tilizer purposes only” in the tariff description of fertilizer mate- 


rial was sufficient to exclude the application of the fertilizer- 
material rate to the shipments going to complainant as a 
leatherboard manufacturer. If this reasoning was carried to its 
logical conclusion, he said, the rate in question would also not 
apply when this scrap was shipped to fertilizer manufacturers, 
because its value would not be limited to “fertilizer purposes 
only.” In interpreting the tariff, he said, he would have forced 
the literal meaning of the phrase in question to yield to a rea- 
sonable and lawful result, and would have held, as he had when 
the proceeding was first before him, that the fertilizer-material 
rate was applicable to the shipments made to complainant. 


FONDA, J. & G. REORGANIZATION 

The Commission, by division 4, in a report in Finance No. 
9954, Fonda, Johnstown & Gloversville Railroad Co. Reorgani- 
zation, has approved a budget of maximum limits of final allow- 
ances of compensation for services rendered and expenses in- 
curred, from April 20, 1933, to May 15, 1942, totaling $69,573.74. 
Claims filed totaled $150,008.62. In its report, the Commission 
said that, with respect to further services and expenses of the 
petitioners and claimants, the Commission would retain juris- 
diction and on further investigation would determine and fix 
the ultimate maximum limits of allowances to the conclusion 
of the reorganization proceedings. 


WATER APPLICATIONS DISMISSED 


The Commission, division 4, by an order, has dismissed 
W-494, E. C. Lindsey, agent for Schooner Lucy Evelyn, Con- 
tract Carrier Application, for a permit to continue operation 
as a contract carrier by water in interstate or foreign com- 
merce. Applicant, according to the Commission, sold his vessel 
and requested cancellation of the application. 


PAPER BOARD TO BALTIMORE 

In MC C-149, Contract Minimum Charges from and to 
Baltimore, Md., the Commission, by division 2, on reconsidera- 
tion, has affirmed findings in prior report, 32 M. C. C. 273, but 
has held the prior report not to preclude establishment of 
minimum weights lower than those prescribed, to be applicable 
in connection with increased minimum rates. The prior report 
prescribed reasonable minimum rates and weights on paper 
board and scrap paper, from and to Baltimore, Md., on the one 
hand, and Washington, D. C., and various points in Pa., N. J., 
N. Y., Va., and N. C., on the other. 

Commissioner Splawn, concurring in part, said he agreed 
with the report to the extent that it authorized minimum 
weights in accordance with the commercial needs of the traffic. 
The rates, he said, in his opinion, were too high, and, as an 
example, cited the authorized rate on a normal truckload of 
scrap paper from Philadelphia to Baltimore, weighing 10.000 
pounds. This rate, he said, would be 16 cents, which was higher 
than the authorized rate of 15 cents, minimum 20,000 pounds, 
on the much more valuable paper board moving in the reverse 
directions. 

The Commission’s order said that respondents might com- 
ply with certain of its provisions by establishing and maintain- 
ing rates on paper board and scrap paper, subject to a mini- 
mum weight of 10,000 pounds, which were not less than 124 per 
cent of the rates, minimum 20,000 pounds, thereinbefore speci- 
fied, and rates on scrap paper which were not less than 112.5 
per cent of the rates, minimum 15,000 pounds, thereinbefore 
specified. 


GENERAL YARDMASTER’S STATUS 

On petition of the Brotherhood of Railroad Trainmen, in 
Ex Parte 72, Sub. 1, In the Matter of Regulations Concern- 
ing the Class of Employes and Subordinate Officials to be In- 
cluded Within the Term “Employe” Under the Railway Labor 
Act—General Yardmaster, Port Terminal Railroad Association 
of Houston, Tex., the Commission, by division 3, found its or- 
ders, defining the work of employes or subordinate officials, 
to include the work of the respondent’s general yardmaster. 
The Commission cited the following paragraph from its order 
of February 5, 1924: 


Yardmasters. This class shall include yard masters and assistant 
yard masters, excepting general yard masters at large and important 












1142 


switching centers where of necessity such general yard masters are 
vested with responsibilities and authority that stamp them as officials. 


In Regulations Concerning Employes Under Ry. Labor 
Act, 232 I. C. C. 44, cited in the instant report, the Commission 
said that, where authority was vested in a general yardmaster 
to employ, dismiss and discipline employes, and where that 
authority was exercised, it sufficed to make him an Official as 
distinguished from one not having such authority, or one who 
exercised only limited authority. 

The facts in the present proceeding, said the report, showed 
that, although the general yardmaster had, from 1924 to 1937, 
employed all yardmen for the respondent, since that time re- 
spondent’s superintendent had chosen to exercise the authority 
of employing and dismissing the yardmen. Although this au- 
thority had never been taken away from him by any specific 
act, the fact that the superintendent, his superior officer, hand 
exercised the authority since 1937, rebutted any presumption 
that the general yardmaster continued to possess that authority. 


COTTON 


I. and S. No. 5113, Cotton Transit at Shelby, N. C. By 
division 2. Extra or back-haul charges on cotton from defined 
origins, warehouscd in transit at Shelby, N. C., and reshipped 
to points in North and South Carolina, proposed by the South- 
ern Railway Co. and certain connecting carriers, found unduly 
prejudicial and preferential, and in violation of section 4 of 
the act. Schedules filed to become effective March 25, were 
suspended until October 25 and further postponed by respon- 
dents until December 25, ordered canceled. The Commission, 
in its report, said the proposed charge was not unreasonable, 
but that it would unduly prejudice protestant and unduly prefer 
its competitors at Greenville. The proceeding was discontinued. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
vill not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained ty prompt application to the Commission.) 


*W-325, E. K. Wood Lumber Co. Contract Carrier Appli- 
cation. By division 4. On finding applicant’s operations to be 
those of a contract carrier, permit granted, effective January 
22, 1943, as to continuance of operation as a contract carrier 
by self-propelled vessels in the transportation of lumber and 
lumber products from Anacortes and Bellingham, Wash., and 
Linnton, Portland, Newport, and Reedsport, Ore., and ports on 
Puget Sound, on Coos Bay, and on the Columbia River from its 
mouth to Vancouver, Wash., to San Francisco, Oakland, and 
San Diego, and ports in Los Angeles Harbor, Calif. The Com- 
mission found applicant to have been engaged in such operation 
on January 1, 1940, and continuously since. Commissioner 
Miller, dissented from the finding. He said that during 1940, 
99 per cent of the transportation performed by applicant was 
for its own account. It was, therefore, he said, essentially a 
private carrier. 

*W-502, Delta Transportation Co., Common Carrier Ap- 
plication. By division 4. Certificate granted as to continuance 
of operation as a common carrier, by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of beer, collar pads, sweat pads, back bands, and hardware, 
from Evansville, Ind., to Memphis, Tenn., and of empty beer 
containers and burlap bags from Memphis to Evansville, by 
way of the Mississippi and Ohio Rivers. 

*W-845, Eddie Erlbacher Application. By division 4. Per- 
mit or certificate denied as to continuance in operation as con- 
tract or common carrier in the transportation of commodities 
generally between points on the Mississippi and Ohio Rivers, 
their tributaries, and the Gulf Intercoastal Waterway, on find- 
ing that applicants’ operations had been intentionally limited 
to exempt transportation not subject to part ITI. 

*W-316, Foster Bros., Common Carrier Application. By di- 
vision 4. Certificate granted, effective January 27, as to con- 
tinuance of operation as a common carrier by self-propelled 
vessels in the transportation of passengers between Cathlamet, 
Wash., on the one hand, and Astoria, Ore., on the other, serv- 
ing all intermediate points on the Columbia River, and in the 
transportation of passengers on excursion cruises to and from 
all ports and points on the Columbia River below and includ- 
ing Longview, Wash. 

*W-317, Grand Trunk Milwaukee Car Ferry Co., Common 
Carrier Application, embracing W-648, Grand Trunk Western 
Railroad Co. Common Carrier Application. Certificate granted 
in W-317, effective January 27, as to continuance of operation 
as common carrier by self-propelled vessels in the transporta- 
tion of passengers between the ports of Milwaukee, Wis., and 
Muskegon, Mich., but that portion of the application which 
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sought authority to transport commodities generally was dis. 
missed, the report stating that applicant had not been engageq 
in such transportation within the exemption of section 
303 (f) (2). Certificate denied and application dismissed jn 
W-648, on finding that applicant had not been engaged in op- 
erations as a common or contract carrier subject to part II] 
of the act. 

W-547, The Great Lakes Towing Co., Common Carrier 
Application, embracing W-545, Dunham Towing and Wrecking 
Co. Common Carrier Application; W-546, The Union Towin 
and Wrecking Co. Common Carrier Application; W-548, Hand 
and Johnson Tug Line Common Carrier Application; and W-549, 
Thompson Towing and Wrecking Co. Common Carrier Appli- 
cation. Certificate granted in W-547, effective January 27, 
as to continuance of operations, in its own right and in the 
capacity of operating owner, as a common carrier by self- 
propelled vessels in the performance of general towage between 
points on the Great Lakes and connecting and tributary waters, 
including the Illinois Waterway, but excluding the St. Law- 
rence River and New York State Barge Canal System. On 
finding that the applicants in W-545, W-546, W-548 and W-549 
were not performing separate bona fide operations on Jan- 
uary 1, 1940, and that the operations of applicants’ vessels had 
been performed by the Great Lakes Towing Co. in its capacity 
as operating owner, applications in Nos. W-545, W-546, W-548 
and W-549 were dismissed. 

W-723, Patton-Tully Transportation Co., Contract Carrier 
Application. Amended permit granted, on reconsideration, ef- 
fective January 27, authorizing continuance of operation as a 
contract carrier by non-self-propelled vessels with the use of 
separate towing vessels, in the transportation of forest prod- 
ucts between ports and points along the Mississippi River from 
St. Louis, Mo., to Vidalia, La., and Natchez, Miss., inclusive. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


MC 60387, Bonner Hauling Co., Philadelphia, Pa., common 
carrier. On finding that applicant’s operations entitled it to 
both certificate and permit authorizing continuance of operation 
as common and contract carrier, the Commission said it would 
withhold, for 90 days after service of its report, the issuance 
of any operating authority. Within that time applicant would 
be expected, the report said, to divest itself, either by with- 
drawal or transfer of one or the other of the rights to which 
it was found entitled. The Commission found that holding by 
the applicant of both permit and certificate would not be con- 
sistent with the public interest. Permit and certificate, said the 
report, should be issued, one to the applicant and the other to 
a successor in interest if any, upon compliance with the condi- 
tion, authorizing continuance of operations. 


MC 40823, T. Roberts & Sons, Inc., Pittsfield, Mass., com- 
mon carrier. Certificate granted. Continuance in operation as 
to household goods, between a specified part of Mass., and 
points in a specified part of N. Y., over described route, on the 
one hand, and, on the other, all points in Mass., Maine, N. H., 
Vt., R. I, Conn., N. Y., N. J., Pa., Ohio, Del., Md., and D. C,; 
heavy machinery, equipment, and other articles, which by rea- 
son of size or weight require the use of special devices for the 
handling thereof, between Pittsfield and points within 25 miles 
thereof, on the one hand, and, on the other, all points in Mass. 
R. I., Conn., and N. Y.; packing house products, from Pittsfield 
to all points within 25 miles thereof. 

MC 20415, George A. Shute, Gloucester, N. J., common Cal- 
rier. Certificate granted. On reconsideration, findings in prior 
report 26 M. C. C. 806, reversed. Applicant found entitled to 
continue operations, as to paper, paper products, chemicals, in- 
secticides, rayon, rags, and felt, between Gloucester City, N. J., 
and New York, N. Y.; chemicals and insecticides from Camden 
to places located within 100 miles thereof in Del., Pa., and that 
part of Maryland east of Chesapeake Bay and the Susquehanna 
River, and empty chemical containers in the reverse direction. 

MC 1414, Sub. 2, Herrin Transfer & Warehouse Co., Inc. 
Shreveport, La., extension. Certificate denied. Household goods. 
between points in La., Ala. Ark., Fla. Ga., Miss., Okla., and 
Tex., over irregular routes. 

*MC 36361, Sub. 2, Hoffler and Boney Transfer Co., Inc, 
Wallace, N. C., extension. Certificate denied. Lumber, from 
points in North Carolina to points in Va., Md., Pa., Del., N. J. 
and D. C., over irregular routes. The report said that temp0- 
rary authority for such. operations was granted applicant In 
MC 36361, Sub. 2, March 18, for a period not to exceed 180 
days. It said also that the combined facilities of other motor 
carriers were shown clearly to be inadequate and that, in its 
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November 14, 1942 


opinion, the evidence established a need for the proposed serv- 
ice for the period of the present national emergency. The Com- 
mission said that, on its own motion, under section 210(a) of 
the act, consideration would be given to the issuance of author- 
ity to perform the service temporarily. 

*MC 71189, Huber & Huber Motor Express, Inc., Louisville, 


_ Ky., common carrier, embracing MC-71189, Sub. 2, N. F. Huber, 


L. H. Huber and W. C. Huber, extension, and MC 71189, Sub. 
3, Huber & Huber Motor Express, Inc., extension. Certificate 
granted. Continuance of operation as to general commodities, 
with exceptions, between Chicago, Ill., and Louisville, Ky., be- 
tween Louisville and Lexington, Ky., and between Lawrence- 
purg, Ky., and Knoxville, Tenn., over specified routes, serving 
certain off-route points. In MC 71189, Sub. 3, authority granted 
as common carrier of general commodities over specified routes 
between Cumberland Gap, Tenn., and Middlesboro, Ky., be- 
tween Lexington and Danville, Ky., and between Knoxville, 
Tenn., and Atlanta, Ga., serving all intermediate points. In MC 
71189, Sub. 2, authority granted for such operation, over a speci- 
fied route, between Knoxville, Tenn., and Cartersville, Ga., serv- 
ing = intermediate points. Commissioner Patterson dissented, 
in part. 

*MC 84732, Christian C. Dietrich and Ernest J. Dietrich, 
Philadelphia, Pa., contract carrier. Certificate granted. Con- 
tinuance in operation as to steel furniture, steel equipment, and 
steel fixtures, with exceptions for offices, hotels, stores, hos- 
pitals, schools, museums and institutions, from Philadelphia, 
Pa., to points in N. Y., N. J., Mass., N. H., R. I., Conn., Del., 
and D. C., within 350 miles of Philadelphia; to points in speci- 
fied areas in Va. and Md. 

*MC 103529, Frank T. Lemmon, Marion, Va., common car- 
rier. Certificate granted. Petroleum products, in bulk, in tank 
trucks, from the Greensboro Pipeline Terminal near Greens- 
boro, N. C., to Marion and Wytheville, Va., over irregular 
routes. 

*MC 1171, Sub. 6, Hall Motor Freight Co., Denver, Colo., 
extension. Certificate granted. General commodities, with 
exceptions, from and to the Kansas City, Mo.- Kan., commer- 
cial zone, as intermediate and off-route points in connection 


- with authorized operations between Denver, Colo., and Kansas 


City, Mo. 

MC 2191, Sub. 1, William A. Burdge and Dalton Burdge, 
Red Bank, N. J., extension. Certificate granted. On reconsid- 
eration, authority granted as to live stock other than ordinary 
live stock, and in connection therewith, personal effects of 
attendants and supplies and equipment, including mascots, used 
in the care and/or exhibition of such animals, between points 
in New Jersey, on the one hand, and, on the other, points in 
Mass., Me., Conn., R. L., N. C., S. C., W. Va., and Va., through 
Md., Pa., Del., and D. C., when necessary, over irregular routes. 

MC 5716, Fall River & New York Transportation Co., New 
York, N. Y., common carrier (Hyman Copins, Trustee). Cer- 
tificate denied. Continuance of operation as to general com- 
modities, with exceptions, between Fall River, Mass., and New 
York, N. Y., over a regular route, serving specified intermediate 
and off-route points, under the “grandfather” clause. 


MC 12218, National Trailways System, Chicago, III., broker 
application, embracing MC 12203, Sub. 1, Highway Tours, Inc.. 
broker application. Licenses granted, as to arranging trans- 
portation of passengers and their baggage in all-expense tours 
between points in the United States. : 


*MC 30564, H. L. Goble & Co., Inc., Great Meadows, N. J., 
common carrier. Findings in prior report, decided June 4, au- 
thorizing operation as a common carrier of general commodi- 
ties, with exceptions, between New York, N. Y., and points in 
northern New Jersey and northern Pa., over regular and irreg- 
ular routes, modified to delete therefrom authority over reg- 
war routes between Wilkes-Barre and Williamsport, Pa., and 
between Ashland and Williamsport, Pa. 

*MC 38464, Sub. 4, Fruit Delivery Co., Seattle, Wash., ex- 
tension. Certificate granted. General commodities, with excep- 
tions, between Seattle, Wash., and junction of U. S. highways 
97 and Alternate 10, near Dryden, Wash., and return, over 
specified route, with no service at any intermediate points. 

*MC 50799, Archie Edward Wicklein, St. Louis, Mo., com- 
mon carrier. Certificate granted. General commodities, be- 
tween points in the commercial zone of St. Louis, Mo., and East 
St. Louis, Ill., over irregular routes. 


*MC 69946, Sub. 1, J. E. Barefoot, John V. Barefoot and 
J. T. Barefoot, extension. Certificate denied. Lumber, from 
points in North Carolina and South Carolina to points in Va., 
Md., and D. C., and from points in Va., to points in Md. and 
J.C. On its own motion, the Commission will give considera- 
ion to issuance of authority to perform, temporarily, the trans- 
portation service which, it said, applicants had failed to show 
Was required by public convenience and necessity. 

MC F-1728, Bigge Drayage Co., Oakland, Calif.—purchase 
—Louis L. Fitinghoff, San Jose, Calif. Purchase by Bigge 
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Drayage Co. of operating rights of Louis L. Fitinghoff approved 
and authorized, subject to condition. 

*MC F-1921, O. H. McAlister, Big Spring, Tex.—purchase— 
Henry Wilde and R. E. Gustafson, a partnership doing as Wilde 
& Co., Trucks, Perry, Okla. Purchase by O. H. McAlister of 
certain operating rights of Henry Wilde and R. E. Gustafson 
approved and authorized, subject to condition. 

*MC 94563, John R. and George F. Miller, Adams, Mass., 
common carrier. Certificate granted. Lime and limestone 
products from all points in Berkshire county, Mass., to specified 
points in N. Y. and N. J., and to all points in Conn., R. IL. 
and Vt., over irregular routes; from Canaan, Conn., to speci- 
fied points in N. Y. and N. J., and to all points in Mass., 
R. I. and Vt., over irregular routes. 

*MC 2226, Sub. 20, Red Arrow Freight Lines, Inc., Hous- 
ton, Tex., extension. Certificate denied. General commodi- 
ties, with exceptions, between Kenedy and Beeville, Tex., as an 
alternate route, serving no intermediate points. Commissioner 
Rogers dissented. He said evidence showed that approximately 
7,000 truck miles would be saved a month, and that operation 
over the short-cut route would not adversely affect applicant’s 
competitors. In his opinion, he said, the application should not 
be denied. 

*MC 52380, Oliver C. Keller and Gertrude Keller, Grand 
Rapids, Mich., contract carrier. Continuance of operation as 
contract carrier as to fresh meats, packing house products, 
packing house supplies, packing house equipment; also the ad- 
vertising matter furnished by packing houses for use in the 
sale of such commodities, from Grand Rapids to all points 
in the lower peninsula of Michigan, except points within 8 
miles of Grand Rapids, over irregular routes. 

*MC 73165, Sullivan, Long & Hagerty, Inc., Bessemer, Ala. 

(Successor in Interest to Jack Skewes), common carrier. Em- 
bracing MC 73165, Sub. 1, Same, extension. Certificate granted 
in 73165, authorizing continuance in operation as a common car- 
rier of structural iron and steel articles, steel and cast iron pipe 
and fittings, and culvert pipe, in quantities of 6,600 pounds or 
more, between Birmingham, Ala., and points within 10 miles 
thereof, on the one hand, and all points in La., Fla., Ga., 
Miss. and Tenn., on the other; and to Birmingham and points 
within 10 miles thereof, canned goods and tires from all points 
in Tenn.; and textile products from all points in Mississippi, 
over irregular routes. Certificate denied in MC 73165, Sub. 
1, specified products, between Bessemer, Ala., and points within 
100 miles thereof, on the one hand, and points in Ala., Fla., Ga., 
La., Miss. and Tenn., on the other, over irregular routes. 

*MC 89913, Sub. 11, Frisco Transportation Co., St. Louis, 
Mo., common carrier. Embracing MC 13880, MC 37905, and 
MC 70463, applications of C. F. Reddish, dba Reddish Truck 
Service, which were assigned No. 89913, Sub. 11, after purchase 
by Frisco of the operating rights covered thereby pursuant to 
Frisco Trans. Co.—Purchase—Reddish, 35 M. C. C. 132. Cer- 
tificate granted, authorizing continuance of operation as to 
general commodities, with exceptions, between East St. Louis, 
Ill., and Cabool, Mo., over specified routes and return over 
the same routes, with St. Louis, Mo., as an intermediate point; 
and between Springfield, Mo., and Hoxie, Ark., over specified 
route, and return over same route, with service at all in- 
termediate points, and with Black Rock, Ark., as an off-route 
point, subject to conditions: Applicant shall not serve any point 
not a station on she rail lines of the St. Louis-San Francisco 
Railway Co. (J. M. Kurn and John G. Lonsdale, Trustees) if 
such point is more than 10 miles by highway from such a sta- 
tion; no shipments shall be transported by applicant between 
St. Louis, Mo., and Memphis, Tenn., or to or through or from 
more than one of said points over the routes authorized. 

*MC F-1841, Enid Transfer and Storage Co., Inc., Enid, 
Okla., purchase, G. C. Kimball, Seiling, Okla. Purchase by 
Enid Transfer and Storage Co., Inc., of operating rights of G. C. 
Kimball, doing business as G. C. Kimball Truck Line, approved 
and authorized, subject to condition. 


Railroad Abandonments 


Director Eastman, of the O. D. T., submitted recommenda- 
tions to the War Production Board, November 12, that certain 
tracks of two railroads be certified to the W. P. B. as non- 
essential to war transportation, the Office of War Information 
announced. It said the recommendations were made in reports 
to Director Eastman by Ralph H. Jewell, special advisor to the 
O. D. T. on railroad abandonments under the procedure estab- 
lished recently as a preliminary to W. P. B. action (see Traffic 
World, October 24, p. 951). 

Before Director Eastman would send his certification to the 
W. P. B. with respect to the lines here involved, interested per- 
sons would have at least two weeks in which to protest or 
comment on Mr. Jewell’s reports, the O. W. I. said. 
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Mr. Jewell’s report, it said, involved segments of Atchison, 
Topeka & Santa Fe lines from Emporia, Kan., to Benedict Junc- 
tion, Kan., and from Madison Junction, Kan., to Moline, Kan., 
and the entire line of the St. Joseph, South Bend & Southern, 
under lease to the New York Central, between Baroda, Mich., 
and South Bend, Ind. 

In the case of the Santa Fe lines in Kansas, Mr. Jewell rec- 
ommended that only certain parts of the branches proposed to be 
requisitioned be certified as non essential. These were the part of 
the Emporia-Benedict Junction segment extending from Benedict 
Junction to Madison Junction, and the part of the Madison 
Junction-Moline segment extending from a point 3 miles south 
of Eureko, Kan., to Moline. Mr. Jewell’s recommendations as 
to essentiality of the remaining parts of the lines coincided 
largely with the recommendations by Examiner Jerome K. 
Lyle in his proposed report in abandonment proceedings before 
the Commission, involving those lines (see Traffic World, Oc- 
tober 24, p. 952). 

Mr. Jewell recommended that the O. D. T. certify as non- 
essential the entire line of the St. Joseph, South Bend & South- 
ern from Baroda to South Bend, excluding the terminal at 
South Bend, and found that of the 25.04 miles of line only a 
section 4.28 miles long, between Glendora, Mich., and Baroda 
was in operation, the service on the other parts of it having 
been discontinued between 1924 and 1929. 

On the Glendora-Baroda section only 11 carloads of freight 
had moved in the first six months of this year, Mr. Jewell re- 
ported. He said there had been no passenger service, and that 
abandonment of the line would leave only two communities 
(Snow, with a population of 30, and Glendora, with a popula- 
tion of 100) without a railroad service. 

As to the Santa Fe branch lines in Kansas, Mr. Jewell rec- 
ommended that 74 miles of the total of 123 miles involved be 
certified to the W. P. B. by Mr. Eastman as non-essential. If 
service over all the segments were discontinued, Mr. Jewell 
said, about 225 square miles of territory would be over 10 miles, 
but not more than 15 miles distant from a railroad. He said 
passenger traffic on the lines was inconsequential. 

Mr. Jewell said, according to the O. W. I., that any person 
desiring to criticize or comment on his report or recommenda- 
tions should send such criticisms or comments to him in writ- 
ing or present them in person not later than November 30, in 
the case of the St. Joseph, South Bend & Southern, and not 
later than December 9, in the case of the Santa Fe lines. The 
O. W. I. said that interested persons might obtain copies of Mr. 
Jewell’s report and recommendations by writing to Mr. Jewell, 
Office of Defense Transportation, Washington, D. C. 


Wabash 


A proposed report in Finance No. 13888, Wabash Railroad 
Co. Abandonment, Examiner Lucian Jordan, has recommended 
that division 4 permit abandonment by the Wabash of a branch 
line of railroad, extending from Helmer northwesterly to 
Stroh, in Steuben and La Grange counties, Ind., approximately 
4.83 miles. The report noted that the principal source of busi- 
ness was a cement plant which was not in position to furnish 
revenue business, and other freight which might be anticipated 
would not produce revenue sufficient to warrant continued 
operation of the branch. 


P. M. Ry. Co. 


By a report and certificate in Finance No. 13791, Pere Mar- 
quette Railway Abandonment, the Commission, by division 4, 
has permitted abandonment of a branch line of railroad by the 
Pere Marquette, extending northwesterly from North Green- 
ville to Howard City, in Montcalm county, Mich., approximately 
17.64 miles. The report noted applicant’s statement that the 
net salvage value of the recoverable material would be $47,501. 
The report said, also, that there had been substantial losses 
incurred from operating the line in recent years, and continued 
operation of the line would impose an undue burden on the 
applicant and on interstate commerce. 


Long Island R. R. Co. 


The Long Island Railroad Co. has filed an application, 
docketed as Finance No. 14010, for permission to abandon a 
line of railroad, called the Bethpage branch, extending from 
a connection with the main line at Bethpage Junction, west of 
Farmingdale, to its terminus in the vicinity of Bethpage, a 
total distance of 1.56 miles, all located in Nassau county, N. Y. 
Applicant said there had been no operations on the branch since 
1934. 


Rock Island 


In Finance No. 13769, Chicago, Rock Island & Pacific Rail- 
way Co. Trustees Abandonment, the Commission, by division 4, 
has issued a certificate permitting abandonment of a branch line 
extending from a connection with a line of the applicants at 
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Lawton to the end of the track at Grandfield, approximately 
33.96 miles, in Comanche and Tillman counties, Okla. The 
application was opposed principally by grain elevator and cot. 
ton gin operators in the tributary territory. The Commission 
said the branch had been operated at a substantial loss for the 
last two years and added that the present or prospective traffic 
was insufficient to warrant continued operation. It said the 
seriousness of the tire shortage was generally recognized, but 
that it could not conclude from the evidence that the com. 
munities affected by the abandonment would eventually be de. 
prived entirely of motor transportation facilities. The Commis. 
sion reserved jurisdiction in the proceeding to consider the ques- 
tion whether conditions should be imposed for the protection of 
employes adversely affected by anything done pursuant to the 
permission to abandon the branch. 


Oregon Short Line 


While abandonment would doubtless result in some incon- 
venience, said Examiner Paul C. Albus, he has recommended, 
in a proposed report in Finance No. 13751, Oregon Short Line 
Railroad et al. Abandonment, that the Oregon Short Line be 
permitted to abandon, and the Union Pacific, lessee, be per- 
mitted to abandon operation of, a branch line of railroad in 
Bear Lake County, Idaho. The branch line, the report said, 
extended southwesterly from a connection with the main line 
of the Union Pacific at Montpelier to the end of the branch 
at Paris, in Bear Lake county, Idaho, approximately 9.495 miles, 
The report said that the branch had been operated at con- 
tinuing losses since 1932, and that the possibilities of future 
traffic increases, particularly with respect to the shipment of 
phosphate from deposits in the county, were too conjectural 
to require the further maintenance and operation of the branch. 
Among the protestants were the state of Idaho, and the Idaho 
Public Utilities Commission, both represented by the attorney 
general of the state, who challenged the jurisdiction of the 
Commission. The challenge was based on the act of Congress 
approved July 3, 1890, by which the constitution of Idaho was 
accepted, ratified and confirmed, under which, the the attorney 
general claimed, all railroads within the state were subject to 
the legislative control of the state, and required to file bind- 
ing acceptance of the provisions of the state constitutiton. The 
proposed report cited decision of the Supreme Court of the 
U. S. to refute the alleged lack of jurisdiction in the Com- 
mission. 

Michigan Central 


The Michigan Central Railroad Co., and the New York 
Central Railroad Co., jointly have applied to the Commission, 
in Finance No. 14003, for a certificate permitting abandon- 
ment by the former and abandonment of operation by the lat- 
ter, lessee, of that portion of the Air Line, so-called, of the 
Michigan Central, beginning at a point on the northerly rail 
of the main track, in the city of Three Rivers, St. Joseph 
county, Mich., 3,958 feet westerly measured along said north- 
erly rail from its intersection with the center line of the main 
track of the N. Y. Central’s Kalamazoo branch; thence in a 
westerly direction along said main track of the Air Line and 
the main track of the Barron Lake division of the Air Line, 
to a point 665 feet easterly of the westerly line of Section 9, 
T. 7 S., R. 16 W., Howard township, Cass county, Mich., a 
distance of approximately 29.14 miles. Applicants said that 
the line was part of a proposed line of railroad projected from 
Chicago, Ill., to a point in Michigan, there to connect with a 
projected line to the Atlantic coast, through Canada and 
Buffalo, N. Y. The line was never constructed, said the appli- 
cants, and the part of the Air Line proposed to be abandoned 
has been operated by the lessee “at a distinct loss.” It also 
said that the immediate need for the rail and other track 
metal which can be recovered for the war effort greatly out- 
weighs the need for the line. 


Oregon-Washington 


In a report in Finance No. 13780, Oregon-Washington Rail- 
road & Navigation Co. et al. Abandonment, Examiner J. S. 
Prichard has recommended that the Commission, division 4, 
find that the present and future public convenience and _ neces- 
sity are not shown to permit abandonment by the Oregon- 
Washington, or abandonment of operation by the Union Pacific, 
of a branch line of railroad in Sherman and Wasco counties, 
Oregon, approximately 69.79 miles. The president of an Ol 
ganization of the leading citizens and business interests of 
Sherman county, formed for the purpose of opposing the abat- 
donment, said that the average annual production of wheat In 
that county for the past 20 years had been 2,500,000 bushels. 
An agricultural agent testified that Wasco county produced 
approximately 1,250,000 bushels of wheat in 1942. A member 
of the tire rationing board of Sherman county testified as t0 
the shortage of tires for motor vehicles in that county, a” 
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it was said that it would require the services of two-thirds of 
all the trucks in the state of Oregon to haul the entire harvest 
yield of Sherman county. 
"The proposed report said it was clear that the operation 
of the branch had not been a burden on the Union Pacific 
and cited net system earnings for the years 1937, 1938 and 
1938. The report said that the export grain trade was ruined 
py the advent of the war and most of the wheat normally 
moved had been placed in storage, thus depriving the branch 
of its normal flow of traffic, which contributed to the poor 
showing of the branch in 1940 and 1941, the only years, the re- 
port noted, in which it was operated at a loss. It further said 
that operation for the first six months of 1942 showed earn- 
ings of $946, “indicating that the branch still has sufficient 
traffic to warrant continued operation despite the loss of the 
grain traffic formerly handled.” There could be no doubt, 
the report continued, that the public need for the branch is of 
vital importance to the wheat growers of the tributary terri- 
tory, in which, it said, the preponderance of evidence showed 
that the average annual production of wheat was over 3,000,000 
bushels, Which could not be handled successfully by any other 
means of transportation. 

“There is nothing to indicate that the foreign wheat trade 
will not be restored to normal after the war is over,” said the 
report. “A period of two years of unprofitable operation, un- 
der the circumstances shown, does not afford grounds for a 
conclusion that the branch should be abandoned.” 


Boston & Maine 


By a report and certificate in Finance No. 13876, Boston 
& Maine Railroad Abandonment, the Commission, division 4, 
has permitted abandonment by the Boston & Maine of a por- 
tion of a branch line of railroad, extending from a point north 
of the station at Dover to a point south of the station in Roches- 
ter, both in Strafford county, N. H., 7 miles. 


Pere Marquette 


The Pere Marquette Railway Co. has applied to the Com- 
mission, in Finance No. 14006, for authority to abandon its 
branch line extending from Coleman, Mich., to Beaverton, 
Mich., 10.5 miles. Applicant said present business did not 
justify existence of the branch and there appeared to be no 
prospect of any increase in traffic. 


Cc. C. & O. Et Al. 


The Carolina, Clinchfield & Ohio Railway, lessor, and At- 
lantic Coast Line Railroad Co. and Louisville & Nashville Rail- 
road Co., lessees, operating as Clinchfield Railroad Co., have 
asked the Commission, in Finance No. 14007, for a certificate 
permitting abandonment and removal of that portion of the 
Dumps Creek branch from Clinchfield, Va., to Wilder, Va., 6.05 
miles, including the so-called Hurricane Spur, extending from 
Hurricane Junction, Va., to Shaft, Va., 1.2 miles. Applicants 
said the track proposed to be abandoned and removed was 
constructed mainly to serve coal mines which mines had ceased 
operation and there was no longer any coal traffic over the 
line. Revenues from traffic other than coal, they said, had 


always been very small, and in the last few years had ceased 
entirely. 


New York Central 


In Finance No. 14008, the New York Central Railroad Co. 
has asked the Commission for authority to abandon the remain- 
Ing segment of its Lansing branch extending from Springport 
to Jonesville, Mich., approximately 33.03 miles. Applicant 
pointed out that a segment of its Lansing branch extending 
from Lansing to Springport was abandoned and dismantled pur- 
suant to an order of the Commission and that at the time it 
made application to abandon it also sought authority to 
abandon the segment here in question but it was thought that 
better business conditions, and consequent prospective increase 
In traffic, coupled with the possibility of decreased expenses, 
would enable the operation of the remaining southern segment 
at a profit. However, applicant said, in the last two years, 
traffic had rot increased, but, un the other hand, expenses had 
materially increased, notwithstanding the fact that mainte- 
hance work had been kept at a minimum. It said this portion 
of the branch had been operated at a “distinct” loss for a long 
time. It added that there was an immediate and urgent need 
for the war effort of the rail and other track metal which 
could be recovered through the dismantling of the line, “which 
greatly outweighs the need for the line by the inhabitants of 
the territory which it serves, as is evidenced by the limited 
extent to which they have used the line to meet their trans- 
portation requirements.” 


Northwestern Pacific 


By a report and certificate in Finance No. 13953, North- 
Western Pacific Railroad Co. Abandonment, the Commission, 
Vision 4, has permitted abandonment by the Northwestern 


1145 


Pacific of that part of its branch line in Marin county, Calif., 
extending from “B” Street in San Rafael to Fairfax, 3.87 miles. 
Erie 

The Erie Railroad Co. has filed a petition with the Com- 
mission for rehearing and reconsideration by division 4 of its 
decision in Finance No. 13509, Erie Railroad Co. Abandonment, 
denying the railroad authority to abandon its line of railroad 
extending from Painted Post to Avon, N. Y., approximately 
73.04 miles, and its branch line extending from Conesus Lake 
Junction to Lakeville, N. Y., approximately 1.54 miles. Ap- 
plicant said rehearing should be granted to permit it to present 
evidence in response to Commissioner Miller’s suggestion, in his 
dissenting opinion, for partial abandonment of the line between 
Painted Post and Wayland. Applicant said, in accordance with 
Commissicner Miller’s suggestion, it had made a study of the 
pertinent facts relating to abandonment of this portion of the 
line and the operation of a stub-end line in turn-around serv- 
ice, between Wayland and Avon, and desired further hearing 
to present accounting and statistical data and all other per- 
tinent facts it had obtained as the result of such study. ‘The 
conclusion to be drawn from the facts it would present in 
evidence, applicant said, was that the turn-around operation 
of the stub-end branch on abandonment of the line between 
Painted Post and Wayland, ‘‘would be economically imprac- 
ticable and result in substantial operating losses.” Applicant 
pointed to the necessities of the government for relaying rail 
and of steel mills for scrap metal and said they had become 
more critical since the February, 1942, hearing in this pro- 
ceeding. 

La. and Ark. 


The Louisiana & Arkansas Railway Co. has asked the Com- 
mission, in Finance No. 14005, for authority to abandon and 
dismantle its railroad between St. Francisville and Paloma, 
La., 7.82 miles. This sector is part of applicant’s Angola branch, 
and, according to the application, revenues derived therefrom 
“are wholly inadequate to justify its necessary maintenance.” 
Abandonment, applicant said, would release steel rail and 
fastenings and other metal materials badly needed by it for 
the construction of tracks to serve war industries and for other 
essential improvements on its line. 


COMMISSION ORDERS 

No. 13535 et al., Consolidated Southwestern Cases. Petition filed 
by W. F. Knobeloch, on behalf of southwestern lines defendants, re- 
questing approval under finding 27 and modification of prior findings 
and orders made and entered with respect to rates for transportation 
of light soda ash from Lake Charles, Baton Rouge and North Baton 
Rouge, La., to Waco, Texas, denied. In a second order, order of April 
5, 1927, further amended to permit publication, without reductions 
in rates to or from other points, of a rate of 33 cents a 100 pounds 
on building or roofing slabs, reinforced concrete, without glass inser- 
tions or corkboard insulation, in carloads, minimum weight 60,000 
pounds, from Chicago, Ill., to Lake Charles, La., such rate to be 
observed as maximum at directly intermediate points of origin and 
destination via routes over which rate is established, and provided 
that to such rate there may be added increases authorized in Increased 
Railway Rates, Fares, and Charges, 1942, 248 I. C. C. 545. In a third 
order, order of April 5, 1927, further amended to permit publication, 
without reductions in rates to or from other points, of rates on soda 
ash, designated as ‘‘proposed rates’’ in petition, dated September 11, 
filed by W. F. Knobeloch on behalf of southwestern lines defendants, 
from Baton Rouge, North Baton Rouge and Lake Charles, La., and 
Corpus Christi, Tex., to points in Arkansas, Louisiana, Oklahoma and 
Texas, such rates to be observed as maxima at directly intermediate 
points of origin and destination via routes over which rates are estab- 
lished, and provided that to such rates there may be added increases. 
authorized in Increased Railway Rates, Fares and Charges, 1942, 248 
I. C. C. 545. In a fourth order, order of April 5, 1927, further amended 
to permit publication, without reductions in rates to or from other 
points, of a rate of 42 cents a 100 pounds on light soda ash, in bulk, 
in carloads, or in bulk in bags or barrels (not less than 100 pounds 
each), in carloads, minimum weight 80,000 pounds; except when in 
covered hopper cars loaded to full visible capacity, actual weight but 
not less than 63,000 pounds will apply, from Baton Rouge, North 
Baton Rouge and Lake Charles, La., and Corpus Christi, Texas, to 
Pryor, Okla., such rate to be observed as maximum at directly inter- 
mediate points of origin and destination via routes over which rate 
is established, and provided that to such rate there may be added 
increases authorized in Increased Railway Rates, Fares, and Charges, 
1942, 248 I. C. C. 545. 

MC F-1970, Wesley A. Steffke, purchase, Reliable Transit Co. Ap- 
plication, as amended, under section 210a(b) requesting approval of 
temporary operation by Wesley A. Steffke, dba Steffke Freight Co. 
= —_—— Freight Co., of certain properties of Reliable Transit Co., 

enied. 

MC F-1988, Pierce Freight Lines, Inc., purchase, A. C. Rice Storage 
Corporation. Application under section 210a(b) requesting approval 
of temporary operation by Pierce Freight Lines, Inc., of certain proper- 
ties of A. C. Rice Storage Corporation denied. 

W-40, Southern Transportation Co., contract carrier application. 
Reopened for reconsideration and hearing. Effective date of certificate 
and order issued August 10 further postponed until further order of 
Commission. 


Finance No. 7833, Levisa River construction. Time prescribed in 
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certificate issued November 16, 1929, within which Levisa River shall 
complete construction of line therein authorized further extended to 
December 31, 1944. 

Finance No. 5353, Chesapeake & Ohio construction. Time pre- 
scribed in certificate issued March 31, 1930, within which Chesapeake 
& Ohio shall complete construction of line therein authorized further 
extended to December 31, 1944. 

No. 28572, Rickert Rice Mills, Inc., et al. vs. Abiline & Southern 
et al. Reopened for further hearing. Effective date order of June 
2 postponed until further order of Commission. 

MC 52368, Warren Transfer & Storage Co., Inc., common carrier 
application; and MC 1394, Same, contract carrier application. Re- 
opened for further hearing. In MC 52368 recommended order which 
became effective as order of Commission May 20, 1940; order of May 
20, 1940; and certificate of October 2, 1941, vacated. In MC 1394 order 
of June 5, 1939, vacated. 

Fourth section application No. 19985, potatoes to the south. Re- 
opened and assigned for hearing on December 9, at Washington, D.C., 
before Examiner Job. 

Fourth section application No. 19992, ship parts from Alabama to 
Panama City, Fla. Reopened and assigned for hearing on November 
24, at Washington, D. C., before Examiner Glover. 

No. 28076, State Corporation Commission of Virginia et al. vs. 
A. C. & Y. et al.; and No. 28256, State Corporation Commission of 
Virginia et al. vs. B. & O. et al. Order entered June 8 further modi- 
fied to become effective February 17, 1943, instead of December 17, 1942. 

No. 28738, Pittsburgh Water Heater Corporation vs. C. R. I. & P. 
et al. Complainant’s petition for reopening and reconsideration denied. 

1. & S. No. 4815, wrought pipe to the southwest. Order entered 
April 13 further modified to become effective February 8, 1943, instead 
of December 7, 1942. 

MC 1510, Sub. No. 21, Southwestern Greyhound Lines, Inc., ex- 
tension of operation, Port Arthur, Orange, Tex. Motion by protestant, 
Interurban Transportation Co., to strike from applicant’s brief mat- 
ter contained in appendix A thereto as not a part of record in this 
proceeding and to strike all references thereto and arguments based 
thereon contained in applicant’s brief, granted. 

MC 24668, Sub. No. 2, Fred C. Kinsman, extension of operations. 
Reopened for reconsideration on present record solely for purpose 
of clarifying commodity description of ‘‘emigrant movables’’ appear- 
ing in authority granted by order of June 13, 1938, and in certificate 
issued November 14, 1938. 

MC 35628, Interstate Motor Freight System, common carrier appli- 
cation. Reopened for reconsideration solely to determine issues set 
forth in order. 

MC 43407, B. M. Spackman, broker application; MC 87542, Paul 
Glover, common carrier application; and MC 19366, Eastern Freight 
Line, Inc., common carrier application. MC 19633 reopened for further 
hearing. Order entered May 19 as subsequently modified to become 
effective November 30, insofar as it denied application in MC 19366, 
vacated. 

MC 56541, Sub. No. 1, New England Transportation Co., extension. 
Report and order entered June 17, 1941, insofar as they grant applicant 
authority to engage in seasonal operation in transportation of passen- 
gers and their baggage, and mail in same vehicle with passengers over 
route No. 4 as described in appendix 2 of report, modified to authorize 
issuance to applicant on compliance with sections 215 and 217 of inter- 
state commerce act and rules and regulatons thereunder, of an amended 
certificate authorizing operation as a common carrier of passengers 
and their baggage, and mail in same vehicle with passengers in sea- 
son extending from March 15 to November 30 inclusive over a regular 
route between South Attleboro, Mass., and Narragansett Park, Paw- 
tucket, R. I. This order shall become effective December 14, unless 
prior thereto any party in interest shall show cause, if any there be, 
in a writing verified under oath, why report and order entered herein 
on June 17, 1941, should not be modified in manner and to extent 
described. 

MC 103298, Allen H. Andrews, common carrier application. Report 
and order entered July 31 modified so as to authorize issuance to ap- 
plicant on compliance with sections 215 and 217 of interstate commerce 
act and rules and regulatons thereunder, of an amended certificate 
authorizing operation as a common carrier of coal from points in 
Schuylkill County, Pa., to coal yards in Essex, Sussex, Morris, Union, 
Monmouth, Ocean, Middlesex, and Somerset Counties, N. J., which are 
not located on a railroad over irregular routes. This order shall be- 
come effective December 12 unless prior thereto any party in interest 
shall show cause, if any there be, in a writing verified under oath, 
why report and order entered herein on July 31, should not be modified 
in manner and to extent described herein. 

W-496, Mirene Co. applications. Applicants petition for rehearing 
or reconsideration or to stay effective date of order, now December 1, 
until after present emergency has passed, denied. 

W-542, Providence Steamboat Co., contract carrier application. 
Reopened for reconsideration and hearing. Effective date of certificate 
and order issued September 23, postponed until further order of Com- 
mission. 

W-751, Commercial Barge Lines, Inc., common carrier application. 
Petition of Arrow Transportation Co. and Tennessee Valley Sand and 
Gravel Co., protestants, for reopening for further hearing, reconsidera- 
tion and modification, denied. 

MC 41404, R. D. Argo, C. R. Scates and R. G. Collier, common 
carrier application; and MC 41404 Sub. No. 1, Same, Memphis-Mont- 
gomery extension. MC 41404 Sub. No. 1 reopened for reconsideration. 


PETITIONS FOR REHEARING, ETC. 
No. 28644, W. J. Foye vs. A. T. & S. F. et al. Defendants ask 
entire Commission to vacate majority report of division 2 and to 


affirm original decision of Commissioner Alldredge, issued under date 
of March 4, 1942. 


No. 28076, State Corporation Commission of Virginia et al. vs. A. 





TRAFFIC WORLD 


C. & Y. et al.; and No, 28256, State Corporation Commission of Vir. 
ginia et al. vs. B. & O. et al. Port of New York Authority asks 
that these proceedings be placed on suspense calendar until after the 
war, or as an alternative that they be reopened and reconsidered. 

MC F-1553, Consolidated Freightways, Inc., purchase, Pacific Inter. 
mountain Express. Consolidated Freightways, Inc., asks modification 
of order of September 19. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask approval under finding 27 to permit publication 
of rates in cents a 100 pounds (not subject to Ex Parte 148 increases) 
on aluminum, plate or sheet, carloads, minimum weight 30,000 pounds, 
from Alcoa, Tenn., to points in Texas, Kansas and Oklahoma, without 
at same time changing rates on same commodities from and to other 
points embraced in findings and orders in said proceedings. 

No. 28800, Blytheville Chamber of Commerce et al. vs. Aberdeen 
& Rockfish et al. Southern and Southwestern carriers, defendants, ask 
Commission to review and modify examiner’s ruling in connection with 
Exhibit 273 and to strike from record said exhibit and all testimony 
in connection therewith. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
Lines, defendants, ask approval under finding 27 to permit specific 
publication of a rate of $4.52 a ton of 2,000 pounds (subject to Ex 
Parte 148 increase) on acid, sulphuric (spent) in tank cars, carloads, 
minimum weight 80,000 pounds (tank cars must be loaded to full shell 
capacity but not in excess of weight carrying capacity), from Talla- 
coosa, Ala., to Bastrop, La. 

No. 27983, Adams Lumber Co. et al. vs. A. C. & Y. et al. and No, 
28317, Wisconsin Retail Lumbermen’s Association et al. vs. Ann Arbor 
et al. Defendants ask reargument, reconsideration and postponement 
of effective date of order in No. 27983 and reargument and recon- 
sideration in No. 28317. 

No. 28076, State Corporation Commission of Virginia et al. ys, 
A. C. & Y. et al. Baltimore Steam Packet Co., defendant, asks further 
postponement of sixty days of order dated June 8, as modified by 
order dated August 8. 

No. 28235, Port Commission of City of Beaumont et al. vs. Abilene 
& Southern et al. Southwestern railroads defendants (except Kansas 
City Southern-Louisiana & Arkansas), ask reopening, further hear- 
ing, reconsideration, and modification of decision and order of divi- 
sion 3, dated February 28, as amended August 3. 

No. 28744, Associated Bristol, Tenn., Retail Coal Dealers vs. South- 
ern and Interstate. Complainants ask rehearing and reconsideration. 

W-463, James Hughes, Inc., common carrier application. W. E. 
Hedger Transportation Corporation and C. G. Willis ask formal hearing. 


FINANCE APPLICATIONS 


Finance No. 14004. Missouri Pacific Railroad Corporation (Guy A. 
Thompson, Trustee) asks permission to extend its lines through the 
acquisition and operation of 1.5 miles of the C. & N. W. branch line 
known as its Hastings Branch, in Hastings, Adams County, Neb. The 
reasons given in the application for the proposed acquisition were 
that the applicant’s depot facilities at Hastings were approximately 
one mile from the business section, and this situation would be reme- 
died by the acquisition and operation of the facilities of the C. & N. 
W. proposed to be acquired. An agreement entered into between 
applicant and C. & N. W. for the proposed purchase had been ap- 
proved by the U. S. district court in which the trust estate of the 
applicant was being administered, said the application. 

No. 11970. Supplemental. Texas and New Orleans Railroad Co. 
asks authority to issue all or any part of $23,215,000, aggregate prin- 
cipal amount, first and refunding bonds, Series A, under article two, 
section 2, of applicant’s first and refunding mortgage, in respect of 
the refunding of additional prior lien bonds, and for the exchange or 
sale of said first and refunding bonds to Southern Pacific Co. 

MC F-2019. Consolidated Freightways, Inc., Portland, Ore., asks 
authority to purchase all the operating rights under MC 904 of Jedd 
Jones, Jr., Lawrence Jones and L. G. Tapper, dba Jones Motor Line, 
Malad City, Ida., and temporarily to operate under lease. 

MC F-2020. Arkansas Motor Freight Lines, Inc., Ft. Smith, Ark., 
asks authority to purchase certain property and operating rights of 
L. L. Rhoades, dba P. C. Motor Freight Lines, Ft. Smith, Ark., and 
temporarily to operate under lease. 

MC F-2021. Frisco Transportation Co., St. Louis, Mo., wholly- 
owned subsidiary of the St. Louis-San Francisco Railway Co., asks 
authority to purchase all interstate operating authority under MC 
61418 of Missouri Transportation Co., Springfield, Mo. 

MC F-2022. Frisco Transportation Co., St. Louis, Mo., wholly 
owned subsidiary of the St. Louis-San Francisco Railway Co., asks 
authority to purchase part of the operating rights of William B. Mayers, 
dba Mayers-National Truck Line, Lyon, Miss. 

MC F-2023. Claude A. Jessup, and Samuel A. Jessup, of Char- 
lottesville, Va., and William A. Roberts and Charles B. MclInnis, of 
Washington, D. C., individuals, ask authority to acquire control of 
Safeway Trails, Inc., of Washington, D. C., through ownership of 
capital stock. 

MC F-2024. Sheridan and Duncan, Inc., New York, N. Y., asks 
authority to purchase common carrier operating authority between 
New York, N. Y., on the one hand, and points in New Jersey, on the 
other, of F. J. Martin, Inc., Maplewood, N. J. 


SOUTH BUFFALO RAIL PRACTICES 


The Commission, in Ex Parte No. 128, Investigation of 
South Buffalo Railway Co., has reopened the above-entitled pro- 
ceeding for further hearing at such time and place as the Com- 
mission may designate. The order was issued on representation 
of respondent that changes have occurred in certain situations 
described of record (see Traffic World, Nov. 7, p. 1086). 
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Proposed Reports 


Cement 


No. 28755, Colorado Portland Cement Co. vs. Apache Rail- 
way Co. et al. By Examiner J. Edgar Snider. Dismissal pro- 
posed. Rates, cement in packages or in bulk, carloads, mini- 
mum generally 60,000 pounds, from Portland, Colo., by various 
destinations in Arizona, not unreasonable or otherwise unlaw- 
ful; and failure to make an allowance for grain doors and bulk 
heading, not unreasonable or otherwise unlawful. 


Cottonseed Oil 


No. 28553, National Cottonseed Products Association, Inc., 
ys. Atlanta, Birmingham & Coast Railroad Co., et al. By Ex- 
aminer M. J. Walsh. On rehearing, findings in 248 I. C. C. 
127 that rates on cottonseed oil, in carloads, from all producing 
points to consuming points in the United States, that are on 
higher levels than rates on soybean oil from producing points 
mainly in the northeastern and north-central regions to prin- 
cipal consuming centers in the north, and intrastate rates on 
soybean oil and corn oil between points in Illinois, not shown 
to give shippers of soybean oil and corn oil undue preference, 
subject shippers of cottonseed oil to undue prejudice, or 
cause unjust discrimination against interstate commerce, pro- 
posed to be affirmed. 


Asphalt 


Fourth Section Application No. 18900, Asphalt to Trunk 
Line and Central Territories, embracing fourth section applica- 
tions Nos. 18132, 18263 and 18672. By Examiner Elza Job. 
Recommends grant of authority, on conditions, to establish and 
maintain rates on asphalt, in carloads, from eastern producing 
points to destinations in trunk line and central territories, with- 
out observing the long-and-short-haul provisions of the fourth 
section. Conditional relief was authorized temporarily by F. 
§. O. No. 13670 (corrected), as supplemented, in Nos. 18132, 
18263 and 18672. The report noted that No. 18900, as amended, 
included all the relief asked in the applications joined there- 
with, as well as some additional relief, and was filed for the 


purpose of consolidating all the relief asked into one applica- 
tion. 


Oleomargarine and Canned Goods 


I. and S. M-1990, Oleomargarine and Canned Goods to or 
from Cincinnati and Georgia Points. By Examiner W. T. Can- 
trell. Proposed less-than-truckload rates on oleomargarine be- 
tween Cincinnati, O., and certain points in Georgia and pro- 
posed truckload rates, minimum 36,000 pounds, on canned goods 
from certain Georgia points to Cincinnati, found not unlawful; 
proposed rate on canned goods from Griffin, Ga., to Cincinnati, 
0., found unlawful. Schedules filed by Joseph O. Emmett, of 
Covington, Ky., doing business as B Line Express, suspended 
until October 30 on protest of Southern Motor Carriers Rate 
Conference on behalf of its members, and of the Southern 
Freight Association on behalf of rail carriers in southern terri- 
tory, proposed to be found just and reasonable; rate on canned 
goods from Griffin, Ga., to Cincinnati, proposed to be found 


unjust and unreasonable and to be canceled, and the proceeding 
discontinued. 


Potatoes 


_ MC C-310, Potatoes—To Md., Pa., and W. Va. Points from 
Vineland, N. J. By Examiner W. T. Cantrell. Proposed com- 
modity rates on potatoes, in truckloads, from Vineland, N. J., 
to points in Md., Pa., and W. Va., found not unlawful. Sched- 
ules filed by Monticue Lines, Inc., Uniontown, Pa., to become 
effective October 6, 1941, suspended on protest of the Trunk 
Line Association. In I. and S. No. M-1832, the Commission 
suspended rates proposed from Vineland subject to a minimum 
of 10,000 pounds, but did not suspend the rates proposed from 
the remaining seven origins, or the rates from Vineland sub- 
ject to the proposed minimum of 20,000 pounds. The instant 
proceeding, said the report, was ancillary to the investigation 
and suspension proceeding, which was discontinued after re- 
spondent had canceled the rates under investigation therein. 
The proposed report said that the resulting earnings under the 
Proposed rates were reasonably compensatory. In discussing 
the protest of the rail carriers, the examiner pointed out that 
they maintained somewhat higher rates on shipments of 20,000 
pounds to meet the motor carrier minimum. This minimum, 
said the examiner, was below the capacity of all cars now in 
rail service and the transportation of shipments equal only to 
approximately one-half the usual carload minimum would re- 
sult in wasteful transportation. In view of the emergency, he 
added, in which the country was now placed and of the neces- 
sity to avoid increases in the cost of food products, use of the 
most efficient form of transportation should be encouraged. 
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The report proposed to find the rates not unreasonable or other- 
wise unlawful, and proceeding discontinued. 


Minimum Charges 


I. and S. M-2034, Reid Bros. Express, Inc., Minimum Rates 
and Charges. By Examiner L. E. Masoner. Proposed contract 
carrier minimum charges from La Porte, Ind., to Norwood, 
Mass.; from Watertown, Mass., to Akron, Ohio; and on specified 
commodities from Watertown to Buffalo, Depew, and Niagara 
Falls, N. Y., Cincinnati, and Cleveland, Ohio, Indianapolis and 
Muncie, Ind., and Chicago, Ill., found just and reasonable. 
Proposed contract carrier minimum rates on rubber gasoline 
tank lining from Watertown to Buffalo; and on other specified 
commodities from Watertown to Buffalo, Depew, Niagara Falls, 
Cincinnati, Cleveland, Indianapolis, Muncie, and Chicago, not 
shown to be just and reasonable. Schedules filed by Reid Bros. 
Express, Inc., Akron, Ohio, on books from La Porte, Ind., to 
Norwood, Mass.; on rubber gasoline tank lining from Water- 
town, Mass., to Buffalo, N. Y.; and on articles used for rubber 
manufacturing purposes from Watertown to Akron, Cincinnati, 
and Cleveland, Ohio, Buffalo, Depew, and Niagara Falls, N. Y., 
Indianapolis and Muncie, Ind., and Chicago, Ill., to become 
effective June 17, suspended until January 17, on protests of 
Central Freight Association, Eastern-Central Motor Carriers 
Association, and Middle Atlantic States Motor Carrier Confer- 
ence, Inc., and later voluntarily postponed indefinitely by re- 
spondent. Minimum rates on books proposed to be found just and 
reasonable. Minimum rate on rubber gasoline tank lining pro- 
posed to be found not just and reasonable and to be canceled. 
Minimum rates on articles used for rubber manufacturing; the 
report proposed finding the minimum rate from Watertown to 
Akron just and reasonable, and rates on certain of the items, 
to points other than Akron proposed to be found unlawful, 
ordered canceled, and proceeding discontinued. 


ANTHRACITE RATES ADJUSTMENT 

Examiner F. L. Sharp in a proposed report in No. 27766, 
Alden Coal Co. et al. vs. Central of New Jersey et al., has 
recommended that the Commission find rates on anthracite 
from the Wyoming, Lehigh and Schuylkill regions in north- 
eastern Pennsylvania to tidewater piers in New Jersey for 
transshipment, unjust and unreasonable. He said the Com- 
mission should find that for the future rates of $2.10 a long 
ton on prepared sizes and $1.98 a long ton on pea and smaller 
sizes to the Upper Piers for transshipment and rates of $2.05 
a long ton on prepared sizes and $1.93 a long ton on pea and 
smaller sizes to the Lower Piers for transshipment would be 
maximum reasonable rates. 

The report recited efforts to restore use of anthracite which 
had declined substantially since 1917—the peak year—and 
stated that complainants and mine-region business men believed 
that the decline in use of anthracite was due to its high cost to 
consumers, and ‘“‘that the acceleration in the decline which has 
occurred since 1927 is the result of the introduction of sub- 
stitute fuels during the strike which was begun September 1, 
1925, and continued until February 18, 1926.” 

After dealing with costs in handling the anthracite, the 
examiner said the facts of record indicated that rates that 
would yield approximately 10 mills a net ton mile would be 
maximum reasonable rates for the handling of anthracite from 
the mines to the tidewater piers and the contribution which 
anthracite should make to cover the “deficits herein men- 
tioned.” Such earnings, he said, would be yielded by a rate 
of $2 a long ton on all sizes to all piers. The desired differ- 
ences in rates as between prepared and small sizes and as 
between the respective groups of piers would be accomplished 
and the carriers afforded an average yield of 10 mills a net 
ton mile by the rates recommended by him, said he. 


FRAPS MOTOR RIGHTS PURCHASE 

Examiner Frank A. Clifford, in a proposed report in MC 
F-1879, G. S. Fraps, Jr.—Purchase—Lester Q. Lindley (Rodney 
Parham, Trustee), has recommended denial of the applica- 
tion. On vendee’s testimony that the volume of local traffic 
available over the route in question was negligible, confirmed 
by the testimony of certain protestants, and that under exist- 
ing O. D. T. regulations the operation of the route as an inde- 
pendent line would not be profitable, the examiner said the 
evidence did not warrant the granting of the requested au- 
thority. The examiner added that, in his opinion, vendee at no 
time had any intention of conducting operations over the con- 
sidered route, either under the temporary lease, authority for 
which was granted June 25, 1942, or otherwise. It was his 
opinion, the examiner said, that vendee had _ been interested 
only in obtaining the rights for resale at a profit, and cited the 
elements in the hearing which had, he said, strongly indicated a 
speculative motive in the purchase. 
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Motor Proposed Reports 


‘Recommended orders tn proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has veen stayed or postponed by the Commission. State 
in which applicant has home office ts shown in “black face’ type, 
urth name of town or city following.) 


Missouri (Kansas City)—-MC 3005, Sub. 4, Chicago-Kansas 
City Freight Lines, common carrier. Denial of certificate pro- 
posed, for want of prosecution. General commodities, with ex- 
ceptions, between Kansas City, Mo., and the Sunflower Ord- 
nance Plant between Eudora and DeSoto, Kans., over specified 
route. 

Michigan (Lansing)—-MC 8989, Sub. 5, Howard Sober, Inc., 
extension. Denial of certificate proposed.: Motor vehicles, and 
parts thereof, restricted to initial and secondary or subsequent 
movements, in driveaway and truckaway service, from specified 
points of origin to points in specified states, over irregular 
routes. 

New Jersey (North Bergen)—-MC 39975, Sub. 1, Fannie 
Stern, extension. Certificate proposed. Wearing apparel and 
cut or uncut goods, trimmings, buttons, clips, clasps, and other 
articles, only when such articles are utilized in the manufacture 
of wearing apparel, between Keyport, N. J., and New York, 
N. Y., over irregular routes. 

Wisconsin (Hartford)—-MC 47912, Jones Transfer Line, 
Inc., common carrier, embracing MC 84593, Same, contract 
carrier. Proposed report found holding by applicant of certifi- 
cate authorizing transportation as common carrier of general 
commodities, with exceptions, between Milwaukee, Wis., and 
Mayville, Wis., over a specified route, serving certain inter- 
mediate and off-route points, and of a permit authorizing trans- 
portation as a contract carrier of metal stampings, sheet steel, 
and paper boxes, between Hartford, Wis., and Chicago, IIl., 
over a specified route, including the common-carrier route be- 
tween Milwaukee and Hartford, consistent with the public in- 
terest and with the national transportation policy. 

New Jersey (Ramsey)—MC 53191, Sub. 3, George M. Orth- 
mann, extension. Certificate proposed. Nitrate of soda, from 
New York, N. Y., to points in Passaic, Bergen, Sussex, Essex, 
Warren, Morris and Union counties, N. J., and Rockland 
County, N. Y., over irregular routes. 

New Jersey (Bridgeton)—-MC 83975, Sub. 2, Cumberland 
Automobile & Truck Co., extension. Permit proposed, upon 
surrender by applicant of permit authority held by him in 
No. MC 83975 and MC 83975, Sub. 1. Food products requiring 
refrigeration in transit, between points in Upper Deerfield 
Township and Vineland, N. J., on the one hand, and speci- 
fied points in Conn., Del., Md., Mass., N. Y., Pa., and D. C., 
on the other, over irregular routes. 


New York (Baldwin, L. I—MC 103747, Anthony Burr, 
common carrier. Denial of certificate proposed, for want of 
prosecution. Household goods, office furniture and fixtures, 
and hospital equipment, between New York, N. Y., and points 
in Nassau and Suffolk counties, N. Y., on the one hand, and 
points in New Jersey, on the other, over irregular routes. 

Colorado (Sterling)—-MC 103779, Pat Benson, common 
carrier. Certificate proposed. Passengers and their baggage, 
mail, express, and newspapers, between Sterling, Colo., and 
Cheyenne, Wyo., over a specified route, serving all intermediate 
points. 


Pennsylvania (North East)—-MC 818, Sub. 2, Fred C. Gar- 
field, extension. Certificate proposed. Milk, cream and other 
dairy products, from Arkport, N. Y., to New York, N. Y.; 
fertilizer, from Erie, Pa., to Hamburg, N. Y., and certain in- 
termediate points; frozen fruits and vegetables from Buffalo, 
N. Y., to Hartford and New Haven, Conn., Boston, Mass., Bal- 
timore, Md., Washington, D. C., and points in Ohio, Pa. and 
New York, N. Y., and a specified area in New Jersey; frozen 
fruits from Buffalo, N. Y., to Pittsburgh and Scranton, Pa., 
Cleveland and Columbus, Ohio, Boston, Mass., and New Haven, 
Conn.; and fresh and frozen fruits and vegetables and fruit 
juices from Westfield, N. Y., to New York, N. Y., and grape 
juice from Brocton, N. Y., to New York, N. Y., over irregular 
routes. 

Pennsylvania (Newton)—MC 1143, Bert L. Shontz, Lucie 
Shonts, and John Page, contract carrier, embracing MC 29661. 
Standard Transportation Co. Common Carrier Application. De- 
nial of permit and certificate proposed under “grandfather” 
clauses. In MC 1143, general commodities, with exceptions, 
between points in Buck County, Pa., on the one hand, and 
points in Pa. and Ohio, on the other, over irregular routes; in 
MC 29661, general commodities, with exceptions, over specified 
routes, between Philadelphia and Buffalo, N. Y., via Scranton, 
Pa., and Syracuse and Rochester, N. Y.; between Philadelphia, 
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Pa., and Boston, Mass., via New Haven, Conn., and Springfielg 
Mass., and/or New London, Conn., and Providence, R. L.; be. 
tween Camden, N. J., and Pittsburgh, Pa., via Lancaster 
Harrisburg and Lewiston, Pa.; between Philadelphia, Pa., and 
Richmond, Va., via Baltimore, Md., and Washington, D. Cc. 
and between Philadelphia and Cleveland, Cincinnati anq 
Youngstown, Ohio. 

Indiana (Wheatfield)—-MC 53434, Sub. 1, Joe McFarlanq 
extension. Certificate proposed. Grain and farm products 
from points in Jasper county and points within a ten-mile radiys 
of Medaryville, Pulaski county and points within a 10-mile 
radius of North Judson, Starke county, Ind., on the one hand, 
and Chicago, Ill., on the other; farm tractors, vegetable crates 
and bags or sacks from Chicago to points in Jasper county, 
Ind.; and feeds, fertilizers, farm tractors, farm machinery, vege. 
table crates and bags or sacks from Chicago to points in Pulaski 
and Starke counties, Ind., within a 10-mile radius of Medary.- 
ville and North Judson, Ind., respectively. 

New York (Brooklyn)—-MC 64692, Edward D. Day and 
Stephen A. O’Connell, common carrier. Denial proposed for 
want of prosecution. General commodities, including household 
goods, between points in Ala., Ark., Conn., Del. Fla. Ga, 
Ill., Ind., Ia., Kan., Ky., La., Me., Md., Mass., Mich., Minn, 
Miss., Mo., Neb., N. H., N. J., N. ¥., N. C., Ohio, Okla., Pa, 
R. £, &. ©... S. D., Tenn., Tex. Vt., Va. W. Va. Wis. and 
D. C., over irregular routes. 

Delaware (Delmar)—MC 71831, Sub. 1, J. Lee Phillips, 
extension. Denial of certificate proposed for want of prosecu- 
tion. Lumber from points in Wicomico county, Md., to points 
in Del. and Md., and those in specified area of N. J. 

Missouri (St. Louis)—MC 89913, Sub. 8 (formerly MC 
15911), Ozark Truck Lines, Inc., common carrier. Certificate 
proposed, on further hearing. General commodities, with ex- 
ceptions, serving certain intermediate points not heretofore 
authorized on U. S. highway 66 between St. Louis, Mo., and 
certain off-route points. 

Minnesota (South Minneapolis)--MC 8600, Werner Trans- 
portation Co., common carrier, embracing MC 8600, Sub. 1, same, 
extension. On further hearing, certificate proposed, and find- 
ings and order in original report, decided November 13, 1940, 
modified. Continuance of operations proposed as to general 
commodities, with exceptions, over certain additional specified 
routes and serving additional intermediate and off-route points 
in Minn., Wis. and Ill., and special commodities from points in 
certain additional counties in Minnesota, over irregular routes; 
specified commodities between certain points in the northern 
part of Ill. and the southern half of Minn., over irregular routes. 

Louisiana (Shreveport)—-MC 2130, Herrin Motor Lines, 
Inc., common carrier. Certificate proposed, on further hearing, 
and findings in prior report, 32 M. C. C. 377, modified. Con- 
tinuance of operation as to general commodities, except house- 
hold goods, between Alexandria and Lake Charles, La., over 
U. S. highways 165 and 90, serving all intermediate points. 

Idaho (Boise)—-MC 3249, Sub. 2, R. Mowbray Davidson, ex- 
tension. Certificate proposed. Household goods, between points 
and places in Idaho, on the one hand, and, on the other, points 
and places in California and Nevada, over irregular routes. 


New Jersey (Newark)—MC 48976, Sub. 2, Carlo Trans- 
portation Co., Inc., extension. Certificate proposed. Paperboard 
and paperboard products, from Victory Mills and Thomson, N. 
Y., to Hartford and New Haven, Conn., and to Philadelphia 
and Reading, Pa.; supplies used in the manufacture of paper- 
board and paperboard products from Hartford, New Haven, 
Philadelphia, and Reading to Victory Mills and Thomson; and 
machine parts between Victory Mills and Thomson, N. Y., on 
the one hand, and Philadelphia, Pa., on the other, over irreg- 
ular routes. 

New York (Jamestown)—MC 69400, Sub. 1, Floyd Gates. 
extension. Certificate proposed. General commodities, with 
exceptions, between Warren and Bradford, Pa.; from Kennedy, 
N. Y., to Bradford, Pa.; between Corydon and Sugar Run, Pa.; 
between Kinzua and Kane, Pa., serving all intermediate points 
on specified routes, and the off-route points of Sergeant and 
Westline, Pa. 

Ohio (Akron)—MC 59852, All States Freight, Inc., com- 
mon carrier, embracing MC 59852, Sub. 1, formerly MC 66853, 
Same, and MC 59852, Sub. 2, Same, extension. Certificate 
proposed, as to MC 5982 and MC 5982, Sub. 1. Continuance of 
operation as to general commodities, with exceptions, betwee 
Chicago, Ill., and certain points in Indiana and Ohio, on the 
one hand, and points in New York, Mass., Conn., and R. I. om 
the other hand, serving all intermediate points except in Pa. 
and in New York west of Syracuse; between Mishawaka and 
South Bend, Ind., on the one hand, and Akron, Cleveland, Wal- 
ren, Youngstown, and Canton, O., on the other hand, serving 
intermediate or off-route points, over regular routes; betwee! 
all points in Ohio north of U. S. highway 40, on the one hand, 
and, on the other, all points in specified areas of Mass., Con). 
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R. I. N. Y., and N. J., over irregular routes. The use of irreg- 
ular routes to be confined within the defined territories in 
Ohio and east of the Hudson River, and in New Jersey. 

Michigan (Lansing)—-MC 307, Sub. 7, Ingham Brokerage, 
Inc., extension. Dismissal of application proposed, at applicant's 
request. Sugar, in truckloads only, from Alma, Caro, Croswell 
and Sebewaing, Mich., to ali points in Indiana and Ohio, over 
irregular routes. ; 

Minnesota (Benson)—MC 25825, West Central Operatives, 
Inc, common carrier. Dismissal of application proposed, at 
applicant’s request. General commodities, between certain 
points in Minnesota, over irregular routes. 

Ohio (Springfield)—-MC 30837, Sub. 13, Kenosha Auto 
Transportation Corporation, extension. Certificate proposed. 
Commercial automotive vehicles, by the driveaway method, re- 
stricted to secondary movements (other than that performed 
as a connecting carrier) between points in Me., Vt., N. H 
Mass., Conn., R. L., N. Y., N. J., Pa., Md., Del, W. Va., Ky., 
N. C., S. C., Ga. Ala. Miss., Ark., and D. C., over irregular 
routes, with the restriction that such vehicles shall be manu- 
factured at Springfield, Ohio, or Fort Wayne, Ind., except that 
such restriction shall not apply to buses, moving between points 
in Me., Vt.. N. H., S. C., Ga. Ala., Miss., Ark., and D. C., 
where the secondary movement originates at Lima, Ohio. 

Utah (Salt Lake City)—-MC 37174, Sub. 1, Utah Central 
Truck Line, extension. Certificate proposed. Household goods, 
between Pleasant Grove, Utah, and Provo, Utah, over Utah 
highway 114, serving all intermediate points and the off-route 
points of Geneva and Provo Airport, Utah. 


Mississippi (Jackson)—-Loyd Bond, common carrier, em- 
bracing MC 42145, Same, extension; MC 42145, Sub. 12, Same, 
extension; MC 42145, Sub. 13, Same, carrier registration appli- 
cation; MC 42145, Sub. 1, Same, carrier registration applica- 
tion; MC 42145, Sub. 2, Same, carrier registration application; 
MC 42145, Sub. 3, Same, carrier registration application; MC 
42145, Sub. 4, Same, carrier registration application. In MC 
42145, certificate proposed, granting “grandfather” rights as to 
general commodities, with exceptions, between points in Mis- 
sissippi, over specified routes; in MC 42145, Sub. 12, certificate 
proposed, general commodities, with exceptions, between cer- 
tain points in Mississippi, over specified routes; in MC 42145, 
Sub. 1, Sub. 2, Sub. 3, Sub. 4 and Sub. 13, applicant proposed 
to be found entitled to register as a motor common Carrier 
engaged in certain operations solely in Mississippi, under the 
second proviso of section 205(a) of the act; MC 42145, Sub. 9, 
dismissed at applicant’s request. 

Minnesota (St. Paul) —-MC 17481, Ernest E. Moore, com- 
mon carrier, embracing MC 19693, Same; MC 21231, Same; 
MC 24697, Same, contract carrier application; MC 80532, Same, 
broker application. Denial of certificate and permit proposed, 
under “grandfather” clause, in MC 17481, MC 19693, MC 21231, 
and MC 24697; denial of license in MC 80532 proposed. General 
commodities, between Minneapolis and St. Paul, Minn., on the 
one hand, and Chicago, Ill., on the other, over two regular 
routes; meat, dairy products, canned goods, cleaning compound, 
mill feeds, vegetables, and cereals, between points in Minn.., Ia., 
Wis., and Ill., over specified routes. In MC 17481, Sub. 2, denial 
of certificate proposed. General and special commodities, be- 
tween Minneapolis and St. Paul, Minn., and other points in 
Minnesota, on the one hand, and, on the other points in Wis., 
Ta., Ill., and Ind.; between points in Ill. and Minn. and Wis.; 
between points in Ia., Ill., Minn., and Wis.; between points in 
Minn., on the one hand, and, on the other, points in Neb., 
N. D., and S. D. 

Indiana (Bloomington)—-MC 43177, Sub. 6, Bloomington, 
Bedford & Indianapolis Motor Freight, Inc., extension. Cer- 
tificate proposed. Explosives, and other dangerous commodities, 
between Burns City, Ind., and the United States Naval Ammu- 
nition depot over Indiana highways 45 and 58, serving no inter- 
mediate points; and between points on presently authorized 
routes in MC 43177, 43177, Sub. 1, and MC 43177, Sub. 3. 


New Jersey (Paterson)—-MC 55556, Sub. 1, Joseph Ferraro, 
extension. Denial of certificate proposed. Fresh meats, packing 
house products, butter, cheese, and advertising matter, between 
Clifton, Passaic, and Paterson, and from Clifton, Passaic and 
Paterson to West Paterson, Hawthorn, Haledon, North Hale- 
don, and Prospect Park, N. J., and to points in Bergen county, 
N. J., over irregular routes. 

North Carolina (Shelby)—-MC 60302, Sub. 2, T. Grover 
Howell, extension. Certificate proposed. Cottonseed meal, cot- 
tonseed hulls, seeds, and animal foods, between Shelby, N. C., 
and points in N. C. within 30 miles thereof, on the one hand, 
and, on the other, points in’ South Carolina, over irregular 
Toutes. 

Missouri (Springfield)—-MC 66808, Sub. 17, Powell Bros. 
Truck Lines, Inc., common carrier. Certificate proposed. Gen- 
tral commodities, from and to points in the Kansas City, Mo- 
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Kan. commercial zone, in off-route service in connection with 
operations now conducted under MC 66808, or otherwise. 

Michigan (Grand Rapids)—-MC 73701, Sub. 13, Bert Glup- 
ker, extension. Certificate proposed. Animal and poultry feeds 
from Detroit, Mich., to all points in Indiana on and north of 
U. S. highway 6. 

Oklahoma (Ponca City)—-MC 76590, Sub. 3, L. V. Hopkins, 
extension. Permit proposed. Liquefied petroleum gases and nat- 
ural gasoline, in pressure-tank trucks, from points in Kan., La., 
Okla., and Tex., to points in Ark., Ill., Wis., Minn., S. D., Ia., 
Miss., Mo., Neb., La., and Ind. 

Missouri (St. Louis)—-MC 89913, Sub. 24, Frisco Trans- 
portation Co., extension. Certificate proposed. General com- 
modities, with exceptions, between Licking, Mo., and Salem, 
Mo., over Missouri state highway 32, serving all intermediate 
points. 

Missouri (Kansas City)—MC 103817, Warwick Delivery 
Service, contract carrier. Permit proposed. Commodities dealt 
in by retail mail-order houses, from Kansas City, Kan., to points 
and places within a radius of 25 miles thereof in Cass, Clay, 
Jackson, and Platte counties, in Mo., with return transportation 
for compensation of rejected shipments. 


Michigan (Traverse City)—-MC 103907, Richard A. Cross, 
Jr., common carrier. Application proposed to be dismissed, at 
applicant’s request. Canned goods, canned fruits, vegetables, 
juices; frozen fruits and vegetables; and brine products, from 
Frankfort and Traverse City, Mich., to all points in Del., Il., 
Ind., Ia., Md., Mo., N. Y., N. J., Ohio, and Pa.; returned empty 
containers, and rejected shipments, also empty barrels, cans, 
cartons, and glass bottles, chemicals, filter paper, oils, and gen- 
eral supplies for canning factories, including coal, feed, hay, 


salt, straw, sugar, and tile, in the reverse direction, over irreg- 
ular routes. 


Pennsylvania (Scranton)—-MC 193937, Edward Cressey, 
common carrier. Application proposed to be dismissed, at appli- 
cant’s request. Coal, from Scranton, and points within 20 miles 
thereof, to Newark, Jersey City, and Hoboken, N. J., Bingham- 
ton, Elmira, and Syracuse, N. Y., and points in New York, 
N. Y., commercial zone; sand, stone, lumber, and building ma- 
terials, between Scranton, and points within 20 miles thereof, 
on the one hand, and, on the other, Newark, Jersey City, and 
Elizabeth, N. J., and points in the New York, N. Y., commer- 
cial zone, over irregular routes. 


Forwarder Permit Applications 


Following the Commission’s announcement that November 
12, would be the last day for filing of applications by freight 
forwarders for permits to continue operations, under provisions 
of part IV of the act (see Traffic World, November 7), a marked 


increase in the number of applications received daily became 
apparent. 


Applicants in the final week for filing, assigned docket 
numbers as indicated, were the following: 


FF-11. Jewel Tea Co., Inc., Barrington, Hl. Asks dismissal of 
application because of lack of jurisdiction, explaining that its only rea- 
son for making application is to determine its status under part IV. 
Uses facilities of rail, water or motor carriers in transporting groceries 
and general store supplies between Barrington, Crystal Lake, Elgin, 
Harvard, Woodstock and Chicago, Ill., Columbus, O., Milwaukee, Wis., 
and Richmond, Ind., and points in 28 states and the District of Colum- 
bia. Applicant says it acts as a shipper’s agent in consolidating and 
distributing pool cars, that it cannot and does not hold itself open to 
accept freight from the public generally, and that it will not issue 
bills of lading, but will sign a receipt acknowledging receipt of ship- 
ment subject to specified conditions. Application is signed by E. M. 
Brinckman, traffic manager. 

FF-12. Central Package Car Co., Waco, Tex. Uses rail or motor 
service in transporting general commodities from 21 eastern and mid- 
western states and the District of Columbia to Texas. Says it maintains 
loading stations at Chicago, New York City, Philadelphia and St. Louis. 
Assumes responsibility for transportation of shipments from point of 
origin to point of destination and issues own bills of lading. Applica- 
tion shows that 47 of 50 shares of stock issued by applicant are owned 
by Central Freight Lines, Inc. Officers of applicant are: J. V. Callan, 
Sr., president; Tom P. Scott, vice president, and A. K. Breast, secre- 
tary. 

FF-13. Central Forwarding, Inc., Waco, Tex. Uses rail or motor 
service in transporting general commodities from 21 eastern and mid- 
western states and the District of Columbia to Texas. Says it main- 
tains loading stations at Chicago, New York City, Philadelphia and 
St. Louis. Assumes responsibility for transportation of shipments from 
point of origin to point of destination and issues own bills of lading. 
The application says that applicant is not affiliated with any other 
corporation but that its president, W. W. Callan, and its secretary- 
treasurer, Dorothy P. Callan, own the controlling stock in Central 
Freight Lines, Inc. According to the application, they own 45 and 14 
shares, respectively of applicant’s stock, one share being held by its 
vice president, C. D. Stoune. A copy of a contract attached to the ap- 
plication shows that Central Forwarding, Inc., is applying for a for- 
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warder permit in its name as trustee for Central Package Car Co. and 
that it proposes to sell such permit to Central Package Car Co. for $500. 

FF-15. R. B. Tatman, dba Rogers Package Car Co., El Paso, Tex., 
Uses rail, water or motor carrier service in transporting general com- 
modities, with specified exceptions, from the eastern seaboard territory 
east of a line extended south from Erie, Pa., through Pittsburgh and 
thence south to the Virginia-North Carolina state line and east to the 
Atlantic Ocean, including the New England states, to points in El Paso 
and points within 10 miles thereof. Applicant says it formerly used 
steamship service in transportation of shipments consolidated at the ports 
of Boston, New York, Baltimore and Norfolk and that it now uses over- 
land transportation services. Applicant says it assumes responsibility 
for transportation of property from origin to destination, but does not 
issue its own bill of lading. 

FF-14. General Carloading Co., Inc., Spokane, Wash. Uses rail, 
express, water, air or motor carrier service in transportation of com- 
modities generally, within and to and from Washington, Oregon, Cali- 
fornia, Idaho and Montana, and to and from 30 other states, princi- 
pally in the east, south, and middle west. Assumes responsibility for 
transportation of shipments from point of origin to point of destina- 
tion and issues its own bill of lading. Officers of applicant are: Lee 
L. Reeder, president; Della M. Reeder, secretary, and Lauren Reeder, 
vice president. 

FF-16. Springmeier Shipping Co., Inc., St. Louis, Mo. Uses rail, 
water or motor carrier service in transportation of general commodities 
from points in 18 states, principally in the west and southwest, but 
including also Illinois, Kentucky and Tennessee, to points in 12 states 
in the eastern seaboard area, including the New England states. As- 
sumes responsibility for transportation of shipments from point of ori- 
gin to point of destination and issues its own bill of lading. Applicant 
reports its gross revenue for 1941 as $1,166,455.91. Officers and stock- 
holders of applicant are: L. J. Springmeier, president; T. H. Walrond, 
executive vice president; C. G. Springmeier, treasurer, and Joseph 
Hausotter, secretary. N. P. Laffler is its traffic manager. 

FF-18. G. A. Olson, dba Albuquerque Freight Association and Pa- 
cific Freight Association, Los Angeles, Calif., asks authority to con- 
tinue operation as freight forwarder using rail and motor services 
in transportation of general commodities from the area east of the 
Mississippi River and north of the southern boundaries of Virginia 
and Kentucky to the states of Arizona, California and New Mexico. 
Applicant says he assumes responsibility for the transportation of 
shipments from point of origin to point of destination and that he 
issues his own bill of lading. The application names G. A. Olson 
as owner, W. R. Wylie as general manager and G. H. Matthews 
as traffic manager of applicant. 


FF-19. G. V. Helms, dba Maritime Shippers Service Co., Los An- 
geles, Calif., asks authority to continue forwarder operations using 
the services of common carriers by rail, express, water or motor ve- 
hicle in transportation of general commodities from points in 28 states 
in the east, south and midwest to points in California. The application 
says applicant assumes common carrier responsibility for the through 
shipment from point or origin to point of destination and that it is- 
sues its own bill of lading. It states that applicant is a stockholder in 
and the president of President Tank Lines, Inc., a motor common car- 
rier. 

FF-20. The Warehouse Service Co., Denver, Colo., asks authority 
to continue forwarder operations using motor vehicle services in the 
transportation of general commodities, principally automotive, be- 
tween points in Chicago, Ill., and Denver, Colo. The application says 
applicant is owned solely by Leonard Davis, that it is principally en- 
gaged in automotive replacement parts warehousing, and that about 
20 per cent of the total tonnage moving into appplicant’s warehouse is 
by consolidated or forwarding types of operation. It says merchandise 
moving to Denver is assembled with a warehousing agent in Chicago 
and that this consolidation is moved as oné shipment at regular inter- 
vals to Denver, via contract motor carrier. Merchandise originating 
in Denver, it says, is assembled at applicant’s place of business and is 
moved in consolidated shipment to Chicago, at regular intervals, where 
it is redistributed. Applicant says a standardized motor transport bill 
of lading covers shipments at both warehouse terminals and that no 
special bill of lading form is used by applicant. 


FF-21. Encinat Terminals, Alameda, Calif., asks authority to con- 
tinue forwarder operations using services of rail, water and motor car- 
riers in transportation of canned goods and related commodities from 
points in Alameda to all points in the United States. Applicant says it 
obtains its pool car tonnage from brokers, suppliers and shippers of 
canned goods, that it requires all shippers to deliver their shipments to 
its facilities, and that it does not assume responsibility for transporta- 
tion of shipments from point of receipt to point of destination. Officers 
of applicant are listed as follows: H. E. Van Horn, president; D. L. 
Dullum, vice president; F. L. Heick, treasurer, and S. M. Graham, sec- 
retary. The application says applicant is owned by the Alaska Packers 
Association, of San Francisco. 

FF-25. John W. Williams, dba Atlantic & Gulf Forwarding Co., 
Rosenberg, Tex., asks authority to continue forwarder operations using 
rail, water or motor vehicle services in transportation of general com- 
modities between points in 15 eastern and southern states and the 
District of Columbia and points in Alabama, Arizona, California, 
Florida, Louisiana, Mississippi, New Mexico, Oklahoma, Texas and 
Mexico. The application says applicant has operated as an independent 
freight forwarder since 1932, until services of coastwise steamship lines 
were suspended because of the war. Due to that condition, it says, 
“it was impossible to continue business.’’ It adds that applicant will 
resume service when ship service is resumed, 

FF-22. Norman G. Kleisley, dba C & M Forwarding Co., Rochester, 
N. Y., asks authority to continue forwarder operations using rail or 
motor service in transportation of freight between points in New 
York state to points in New York and New Jersey within 50 miles of 
New York City, between Rochester, N. Y., and Chicago, Ill., and points 
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in its vicinity and Hammond and Gary, Ind. Applicant says it assumes 
full responsibility for all shipments handled in its service, and that it 
issues its own bills of lading. 

FF-24. Portland Freight Consolidators, Inc., of Portland, Ore., asks 
authority to continue forwarder operations using rail, express or motor 
vehicle service in transportation of general commodities from points 
in Minnesota, Iowa, Nebraska, Kansas, Oklahoma, Texas and all states 
east thereof to points in Oregon and in specified counties of Washing. 
ton. The application says applicant proposes to continue to receive 
at Chicago, St. Louis and New York such general commodities as are 
tendered for transportation and to continue use of facilities of the 
Merchant Shippers Association, Inc., jointly with them for assembling 
and consolidating. Applicant assumes responsibility for transportation 
from origin to destination and uses its own bill of lading. Officers of 
applicant as shown in the application are R. B. Makelim, president and 
general manager, and Edward F. Brady, freight traffic manager. It 
says applicant began operation in December, 1937. 

FF-24. Wells Fargo & Co. of Cuba, New York, N. Y., asks author- 
ity to continue operation as forwarder, using services of rail and water 
carriers in transportation of general merchandise, with certain excep- 
tions, from origin points in Massachusetts, Connecticut, New Jersey 
and Pennsylvania to Havana, Cuba. Applicant says shipments are for- 
warded by rail to Tampa, Fla. It says it assumes responsibility for the 
transportation from origin to destination and issues its own bill of 
lading. It states that its capital stock is wholly owned by Wells Fargo- 
Cuban-Mexican Corporation, and that its officers are: Elmer R. Jones 
president; James O. Ellis, vice president; R. T. Reed, vice president: 
Dr. Alfredo Lombard, secretary; and Howard A. Smith, treasurer. - 

FF-26. Wells Fargo & Co. Express S. A., New York, N. Y., by 
J. O. Ellis, vice-president. Use facilities of common carriers by rail- 
road in the transportation of general commodities from New York, 
N. Y., to points in Mexico, via Laredo, Tex. Assumes responsibility 
for the transportation of shipments from the time such shipments 
are delivered to its agents at its receiving stations in New York, 
until delivery into the Mexican custom house at the Mexican port of 
entry, issues bill of lading and assumes liabilities of common carrier 
of the shipment. Applicant said its principal operations were in Mexico, 
but for 22 years it had operated a forwarding service to Mexico. Prior 
to April, 1942, it adds, that service was by steamer to Tampico and 
Vera Cruz, and thence by rail to interior of Mexico. Applicant’s capital 
stock is wholly owned by Wells Fargo Cuban-Mexican Corporation. 

FF-27. Consolidated Freight Forwarding Co., Oakland, Calif., by 
George C. Schaefer, owner. Uses facilities of common carriers by rail- 
road and motor vehicle in the transportation of canned goods from 
Oakland, Calif., to Chicago, Ill., Cincinnati, O., Cleveland, O., Dallas, 
Tex., Denver, Colo., Detroit, Mich., Indianapolis, Ind., Kansas City, 
Mo., Milwaukee, Wis., Omaha, Neb., San Antonio, Tex., St. Louis, 
Mo., and St. Paul-Minneapolis, Minn. Applicant’s services are in con- 
nection with pool cars, assembled cars and truck pick-up. Applicant 
said it did not assume responsibility in connection with assembled 
cars, merely preparing a railroad bill of lading in the name of the 
person for whom the car was being assembled; and did not issue any 
shipping documents in connection with truck pickups and assumed 
no responsibility for the transportation thereof. Applicant does as- 
sume responsibility for the transportation of shipments in pool cars 
from point of origin to point of destination. It issues a negotiable 
bill of lading for each individual lot of goods included in a pool ear. 
Applicant said it believed its services with respect to assembled cars 
and truck pickup fell within section 402(c) and hence were not subject 
to part IV, since in those services its operations were those of a ware- 
houseman or shipper’s agent and its services and responsibilities to 
shippers were confined to the terminal area in which such operations 
were performed, namely, Oakland. Moreover, applicant said it did 
not assume responsibility for the transportation of property in such 
services and consequently was not a freight forwarder in such services 
under section 402(a)(5). Applicant added, however, that it believed its 
services with respect to pool cars were subject to part IV. Applicant 
said if the Commission believed that it was entitled to broader author- 
ity in rendering pool car service by rail than that asked that it be 
given such authority. 


FF-28. Stockton Port District, Stockton, Calif. By Henry Ohm, 
acting director of the Port of Stockton. Asks authority to continue 
operation through use of the facilities of rail, water and motor car- 
riers in the transportation canned goods and dried fruit from Stock- 
ton, Calif., to all points in the United States, but if services found not 
subject to part IV that the application be dismissed. Applicant ren- 
ders pool car services. It contends that its services do not come within 
the provisions of section 402(a)(5) of the act in that it does not trans- 
port nor provide transportation for commodities handled, nor does 
it assume responsibility or liability for the transportation of such com- 
modities ‘‘and that applicant’s responsibility cease on delivery of 
carload to the common carrier transporting the goods.’’ Applicant con- 
tends that its services are within the provisions of section 402(c) (2) of 
the act and are those of a shipper’s agent in the consolidating, and 
distributing of pool cars and its services and responsibilities are con- 
fined to the terminal areas within which such services are performed. 

FF-29, Pan-Atlantic Carloading Dispatch Service, Inc., Mobile, Ala. 
Asks authority to continue operation as a freight forwarder, through 
use of the facilities of common carriers by rail, express, water, and 
motor vehicle, in the transportation of general commodities from points 
in Conn., Del., D. C., Me., Md., Mass., Mich., N. H., N. J., N. Ys 
Ohio, Pa., R. I., Vt., Va., W. Va., and Canada, to points in Ala., Fla., 
Miss., La., and Tenn. Officers and directors are: R. A. Kearney, JI., 
president; H. C. Slaton, secretary-treasurer; L. N. Cotlin, assistant 
secretary-treasurer. 

FF-30, Pan-Atlantic Carloading Dispatch Service of Texas, Inc. 
Mobile, Ala. Asks authority to continue operation as freight for 
warder, through use of the facilities of common carriers by rail, eX 
press, water, and motor vehicle, in the transportation of general com- 
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modities from points in Conn., Del., D. C., Me., Md., Mass., Mich., 
N. H., N. J. N. ¥., Ohio, Pa., R. I., Vt., Va., W. Va., and Canada, to 
points in Ariz., Ark., N. M., Okla., and Texas. Officers are: R. A. 
Kearney, Jr., president; C. R. Hall, vice-president; C. D. Young, vice- 
president; L. N. Cotlin, secretary-treasurer. 

FF-31, A. Meyers, dba Western Transportation Co., Los Angeles, 
Calif. Asks authority to continue operation as a freight forwarder, 
through use of the facilities of common carriers by railroad, water, 
and motor vehicle, of general commodities from points in Mass., N. Y., 
N. J., Pa., Conn., Del, D. C.,. Me., Md., N. H., BR. i... Ve. Va., and 
W. Va., to points in Calif., Ore., and Wash. Application is made by 
A. Meyers as an individual. : 

FF-32, Dan P. White, dba Globe Freight Service, Los Angeles, 
Calif. Asks authority to continue and extend operation as a freight 
forwarder, through use of the facilities of common carriers by rail- 
road, express, water, air, or motor vehicle, in the transportation of 
general commodities between all points in California, and all points 
in continental United States, and possessions of the United States, 
Canada, Mexico, and to Hawaii, Philippines, South America, Australia, 
China and all foreign destinations outside United States. Application is 
made by Dan P. White as an individual. 

FF-33, J. R. Kelly, dba Seaboard Package Car Co., and Texas 
Shippers’ Association. Asks authority to continue operation as a 
freight forwarder, through use of facilities of common carriers by 
railroad, motor vehicle, and water, so far as Texas Shippers’ Associa- 
tion is concerned from points in Conn., Del., D. C., Ill., Ind., Ia., Ky., 
Me., Md., Mass., Mich., Minn., Mo., N. H., N. J., N. Y., Ohio, Pa., 
R. L, Vt., Va., W. Va., and Wis., to points in Texas. As to Seaboard 
Package Car Co., application says this business was terminated due to 
war activity and it is the intention of applicant to result business as 
soon as the war terminates and coastwise shipping is resumed. J. R. 
Kelly is shown as sole owner of each business. 

FF-34, Chain Deliveries Express, Inc., New York, N. Y. Asks 
authority to continue operation as a freight forwarder, through use 
of the facilities of common carriers by railroad and motor vehicle in 
the transportation of general commodities, with exceptions, from points 
in Conn., Del., Ga., Ill., Ind., Me., Md., Mass., Mich., Mo., N. H., 
N..J., N. Y.. MN. C., Ohio, Pa., KR. 1., Tenn., Vt., Va., and Wis., to 
points in Ala., Conn., Del., D. C., Fla., Ga., Ill., Ind., Ia., Kan., Ky., 
Me., Md., Mass., Mich., Minn., Miss., Mo., N. H., N. J., N. Y., N. C., 
N. D., Ohio, Pa., R. I., S C., S. D., Tenn., Vt., Va., Wis. and W. Va. 
Officers are: Robert C. Bennet, president; John F. Hatch, vice-presi- 
dent; Robert G. Steele, vice-president, Janet R. Hatch, secretary and 
treasurer. 

FF-35, System San Diego Express, Los Angeles, Calif. Asks au- 
thority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad and motor vehicles, in 
the transportation of general commodities between points in the Los 
Angeles commercial zone and San Diego, Calif. Officers are: R. W. 
Fewel, vice-president; H. C. Callaway, secretary-treasurer. 

FF-36, D. C. Andrews & Co. of Illinois, Inc., New York, N. Y. 
Asks authority to continue and extend operation as a freight forwarder, 
through use of the facilities of common carriers by railroad, express, 
water or motor vehicle, in the transportation of general commodities 
from points in Ark., Conn., Del., D. C., Ill., Ind., Ia., Kan., Ky., Me., 
Md., Mass., Mich., Minn., Mo., Neb., N. H., N. J., N. Y., N. D., Ohio, 
Pa., R. I., S. D., Vt., Va., W. Va., and Wis., to points in Ala., Ariz., 
Calif., Fla., Idaho, La., Nev., N. M., Ore., Tex., Utah and Wash. Offi- 
cers are: H. H. Harvey, president; Geo. W. Bankell, vice-president; 
P. M. Chance, vice-president; F. C. Klemcke, vice-president; P. D. 
Chambers, vice-president; A. J. Kelley, treasurer; Max Adamsky, sec- 
retary. 

FF-37, General Carloading Co., Inc., New York, N. Y. Asks au- 
thority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, express, water, or motor 
vehicle, in the transportation of general commodities from D. C., Me., 
N. 31... Vt., Mags., R. 1, Conn., N. ¥., N. J., Pa., Del., Mad. Va., Ghio, 
Ind., Mich., Ill., W. Va., to La., Ark., Okla., Tex., N. M., Ariz., Idaho, 
Mont., Utah., Nev., Wash., Ore., Calif., and Wyoming, and between 
points in these and other states. 

FF-38, Arthur J. Brown, dba A. B. C. Freight Forwarding, New 
York, N. Y. Asks authority to continue operation as a freight for- 
warder, through use of the facilities of common carriers by railroad 
and motor vehicle, between New York, N. Y., and Chicago, IIl., in- 
cluding the counties of Cook, DuPage, Kane, Lake and Will, in the 
state of Illinois, and the county of Lake in the state of Indiana. The 
application was signed by Arthur J. Brown. 

FF-39, Arthur J. Brown, dba Chicago Clipper Service, New York, 
N. Y. Asks authority to continue operation as a freight forwarder, 
through use of the facilities of common carriers by railroad and motor 
vehicle, from New York, N. Y., to Chicago, Ill., including counties 
hamed in application next above. 

FF-40, Merchants Carloading Co., Inc., New York, N. Y. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, water and motor vehicles, 
In the transportation of general commodities from points in New York 
and New Jersey to points in Ill., Mo., Mich., Ark., Calif., Colo., Kan., 
Minn., Mont., Neb., N. D., Nev., Okla., Ore., S. D., Wash., Ore., Wyo., 
Idaho, Ia., Utah, Ind., Tex., La., N. M., and Ariz. George Lederer is 
President of the corporation. 


FF-41, Taylor-Edwards Warehouse & Transfer Co., Seattle, Wash. 
Asks authority to continue operation as a freight forwarder, through 
use of the facilities of common carriers by railroad and water, in the 
transportation of canned goods from points in Washington and Oregon 
to all points in the United States, except those located in Wash., Ore., 
Idaho, Mont., Ariz., N. M., Nev., and Wyo. Officers are: M. C. Tay- 
mod president; G. E. Brown, vice-president; D. C. Taylor, secretary- 

surer, 


FF+42, Mercury Truckiag and Forwarding Co., Inc., New York, 
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N. Y. Asks authority to continue operation as a freight forwarder, 
through the use of the facilities of common carriers by railroad, of 
general commodities for export to Cuba, from New York, N. Y., to 
New Orleans, La., and/or Tampa, Fla., for export. James Polito is 
president of the corporation. 

FF-43, Universal Carloading & Distributing Co., Inc., New York, 
N. Y. Asks authority to continue operation as a freight forwarder 
through use of the facilities of common carriers by railroad, express, 
water, air, and motor vehicle, in the transportation of general com- 
modities, with exceptions, between points in the United States; be- 
tween points in the United States and Alaska; between points in the 
United States and Canada; between points in the United States and 
Mexico; and to and from United States ports on export and import 
shipments. H. W. Burnham, vice-president, signed the application. 

FF-44, Universal Carloading & Distributing Co. (Texas), New York, 
N. Y. Asks authority to continue operation as a freight forwarder, 
through use of facilities of common carriers by railroad, express, 
water, air and motor vehicle, in the transportation of general com- 
modities, with exceptions, between points in the United States; between 
points in the United States and Alaska; between points in the United 
States and Canada; between points in the United States and Mexico; 
and to and from United States ports on export and import shipments. 
H. W. Burnham, vice-president, signed the application. 

FF-45, Canadian Consolidated Car Co., Ltd., New York, N. Y. Asks 
authority to continue operation as a freight forwarder, through use 
of the facilities of common carriers by railroad, express, water, air 
and motor vehicle, in the transportation of general commodities, with 
exceptions, between points in the United States and the Dominion of 
Canada. H. W. Burnham, vice-president, signed the application. 

FF-46, Overland Package Freight Service, Inc., New York, N. Y. 
Asks authority to continue operation as a freight forwarder, through 
use of the facilities of common carriers by railroad, express, water, 
air, and motor vehicle, in the transportation of general commodities, 
with exceptions, between points in the United States; beween points in 
the United States and Alaska; between points in the United States 
and Canada; between points in the United States and Mexico; and to 
and from United States ports on export and import shipments. H. W. 
Burnham, vice-president, signed the application. 

FF-47, The Transcontinental Freight Co., New York, N. Y. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, express, water, air and 
motor vehicle, in the transportation of household goods, pianos, and 
automobiles, between points in the United States; between points in 
the United States and Canada; between points in the United States 
and Mexico; and to and from United States ports on export and import 
shipments. 

FF-48, Stor Dor Forwarding Co., Chicago, Ill. Asks authority to 
continue operation as a freight forwarder, through use of the facili- 
ties of common carriers by railroad, express, water, air, or motor ve- 
hicle, in the transportation of general commodities from points in Ala., 
Ark., Conn., Del., Fla., Ga., Ill., Ind., Ia., Kan., Ky., La., Me., Md., 
Mass., Mich., Minn., Miss., Mo., Neb., N. H., N. J., N. Y¥., N. C., 
N. BD. Ohio, Pa. & ©. 8: C, &.. D.. Tem. Vt, Va... D. C.. W.. Va. 
and Wis., to points and places in Ariz., Calif., Nev., Utah, Ore., Wash., 
Idaho, Tex., and N. M. Officers are: T. P. Sorenson, president; Irwin 
Berman, vice-president; R. F. Tovey, secretary. 

FF-49, Westland Forwarding Co., Chicago, Ili. Asks authority to 
continue operation as a freight forwarder, through use of the facilities 
of common carriers by railroad, express, water, air, or motor vehicle, in 
the transportation of general commodities from the points and places 
in the states named in application FF-48, next above, to the points 
and places named therein. Officers are: T. R. Sorenson, president; 
R. F. Tovey, vice-president; E. G. Guy, secretary-treasurer. 

FF-50, Central Forwarding Co., Chicago, Ill. Asks authority to 
continue operation as a freight forwarder, through use of the facilities 
of common carriers by railroad, express, and motor vehicle, in the 
transportation of paper and paper products, and heavy machinery, 
from points and places in Conn., Del., D. C., Ill., Ind., Me., Mass., 
ch., N. ., NM. J. M. ¥., Ghio, Pa. BR. 1 Tem... Vt. Va. W: Va., 
and Wis., to points and places in Ark., Colo., Ill., Ia., Kan., Mo., 
Minn., Mont., Neb., N. M., N. D., Okla., S. D., Tex., Wis., and Wyo. 
Officers are: Wilbur C. Bacon, president; C. A. Bacon, treasurer; L. T. 
Hurney, secretary. 

FF-51, Merchant Shippers Association, Inc., Chicago, Ill. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, express, water, air, or 
motor vehicle, in the transportation of general commodities from points 
and places in Ala., Ark., Conn., Del., Fla., Ga., Ill., Ind., Ia., Kan., 
Ky., La., Me., Md., Mass., Mich., Minn., Miss., Mo., Neb., N. H., 
MN. J. MM XM, M. Ca BM By, Se; Pa, S.. 4. S.C, 6: DB, Tenn. Ve, 
Va., D. C., W. Va., and Wis., to points and places in Ariz., Calif., 
Nev., Utah, Ore., Wash., Idaho, Texas, and N. M. 

FF-52, Pacific and Atlantic Shippers Association, Inc., dba P & A 
Shippers, Chicago, Ill. Asks authority to continue operation as a 
freight forwarder, through use of the facilities of common carriers by 
railroad, express, water, air, or motor vehicle, in the transportation of 
general commodities from points and places in Ala., Ark., Colo., 
Conn., Del., Ga., Ill., Ind., Ia., Kan., Ky., La., Me., Md., Mass., Mich., 
Minn., Miss., Mo., Neb., N. H., N. J., N. Y¥., N. C., Ohio, Pa., R. 1., 
S. C., Tenn., Vt., Va., W. Va., Wis., and D. C., to points and places 
in Ariz., Colo., Calif., Conn., Del., Fla., Idaho, Ill., Ind., Ia., Kan., 
La., Me., Md., Mass., Mich., Minn., Mo., Mont., Neb., N. H., N. J., 
Okla., Ore., Pa., R. I., Utah, Vt., Va., Wash., Wis., Wyo., and D. C. 
Officers are: H. Kunzer, president; C. Kunzer, vice-president; M. A. 
Pfaelzer, vice-president; J. W. Gimbel, Jr., secretary-treasurer; I. K. 
Stroner, assistant treasurer. 


FF-53, Hawaiian Freight Forwarders, Ltd., Chicago, Ill. Asks 


authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, express, water, or motor 
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vehicle, in the transportation of general commodities from points and 
places in all of the states east of the Mississippi river, and points and 
places in N. D., S. D., Neb., Ia., Minn., Kan., Mo., Okla., Ark., La., 
to points and places in Calif., Ore., and Wash., and Philadelphia, 
Pa.; Baltimore, Md.; Brooklyn and New York, N. Y.; for export to 
the territory of Hawaii and the Far East. 

FF-54, Jack Borofsky, dba Fast Service Shipping Terminals, New 
York., N. Y., asks permission to continue operation as a freight for- 
warder, through use of the facilities of common carriers by railroad, 
express, or motor vehicle, in the transportation of parcels of ready- 
to-wear and similar commodities, from New York city and destined for 
every one of the forty-eight states of the United States. Jack Borofsky 
is sole proprietor of the business. 


Forwarder Tariff Publishing 


The Commission, acting on a request made by Giles Mor- 
row, attorney, for Acme Fast Freight, Inc., and other freight 
forwarders, has issued amendment No. 2 to special permis- 
sion No. 11647, M No. 33775, further extending from November 
16, 1942, to and including January 31, 1943, the relief author- 
ized therein from the tariff publishing rules of Tariff Circulars 
FF No. 1, No. 20 and MF No. 1, to permit continuation of ref- 
erences in freight forwarder tariffs to exceptions to classifica- 
tions issued by Agent J. R. Peel, and continuation of references 
(specific or general) in freight forwarder tariffs to railroad 
and common carrier motor carrier rate tariffs, in which the 
forwarders are not shown as participants (see Traffic World, 
November 7). 

Mr. Morrow asked postponement of the effective date of 
the former special permission to February 1, 1943, stating that 
it was impossible for the forwarders to comply with the tariff 
rules waived by the conditions of the permission. He said he 
had been advised that the forwarders might not be included as 
participants in Peel’s tariffs of exceptions ratings and other 
Peel tariff publications, also that they might not participate in 
railroad commodity rate tariffs, some of which included ex- 
ception ratings. 

Under the amendment, where forwarder tariffs make gen- 
eral references to Peel’s exceptions they are to show such ref- 
erences by I. C. C. number, or by I. C. C. and MF-I. C. C. 
numbers, effective not later than November 16, 1942. In in- 
stances where the forwarder tariffs are governed by classifica- 
tions and exceptions to classifications in which the forwarders 
are shown as participants and specific referense by FF-I. C. C. 
number, I. C. C. number or MF-I. C. C. number is not made to 
such classifications and exceptions to classifications, the for- 
warders are to amend such tariffs to make specific reference 
to such classifications and exceptions by FF-I. C. C. number, 
or in the absence thereof, by I. C. C. or MF-I. C. C. number. 
In instances where the forwarder tariffs are published to ex- 
pire not later than November 16, 1942, such tariffs may be 
amended effective not later than the present expiration date to 
provide for an expiration date of not later than December 31, 
1942. 


SHIPPERS’ FORWARDING CONFERENCE 


L. A. Chase, commerce attorney, Chicago, has arranged 
for an organization meeting at the Sherman Hotel, Chicago, 
November 16, of the Conference of Shippers Associations, the 
purpose of which will be to aid shippers and their associations 
in efforts to “hasten the establishment of assembling and dis- 
tribution rates by common carriers” for the shippers under 
the new part IV, of the act. Shippers who seek to obtain such 
rates when they act cooperatively in consolidating their less 
truckload and less carload shipments into truckload and car- 
load quantities were expected to attend the meeting, said Mr. 
Chase. He said a national organization was needed by the 
shippers and their associations to counteract claims made by 
freight forwarders and some common carriers that shipper 
groups are not exempt from regulatory provisions of the act 
providing for special assembly and distribution rates. He said 
the conference would also seek to expedite movement of war 
materials through shippers’ associations. 

‘He will speak on “Freight Forwarder Legislation” at a 
luncheon meeting of the Ocean Freight Agents Association at 
the La Salle Hotel, Chicago, the same day. 


MOTOR FINANCE CASES 

MC F-2004, System Freight Service, purchase—Yuma Motor Freight 
Terminal Company. Application for authority under section 210a(b) 
of System Freight Service of Los Angeles, Calif., for temporary opera- 
tion of motor-carrier rights and properties of Yuma Motor Freight 
Terminal Company also of Los Los Angeles, granted November 5, 1942, 
subject to conditions. 

MC F-1851, Caldwell Motor Freight, Inc., lease—M & M Truck 
Lines, Ine. Lease by Caldwell Motor Freight, Inc., of Detroit, Mich., 
of certain operating rights of M & M Truck Lines, Inc., of Akron, 
Ohio, approved and authorized, subject to conditions. 
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MC F-1838, Motor Freight Corporation, purchase—Hanson Motor 
Express, Inc.; Hanson Motor Express, Inc., purchase—Motor Freight 
Corporation. Purchase by Motor Freight Corporation, of Terre Haute 
Ind., of certain operating rights of Hanson Motor Express, Inc., of 
Chicago, Ill., and purchase by the latter of certain operating rights 
of the former, approved and authorized, subject to condition. 

MC F-1739, John Richards, purchase—Sunset Transportation, Inc 
Application of John Richards, doing business as Richards Motor Freight 
Lines, of Scranton, Pa., for authority to purchase operating rights and 
—" property of Sunset Transportation, Inc., also of Scranton, de. 
nied. 


MC F-1840, Atlas Freight Lines, purchase—Louis Mancini. Appli- 
cation of Atlas Freight Lines, of Great Bend, Pa., for authority to 
purchase operating rights and property of Louis Mancini, doing busi- 
ness as Holcomb Freightways, of Scranton, Pa., denied. 


B. & ©. Accidents 


Nine accidents occurring on the Baltimore & Ohio Rail- 
road—one near Dickerson, Md., on September 24, 1942, and 8 
in the 21 months period immediately preceding that date—were 
the result of failure to comply with provisions of the train Op- 
erating rules, according to the Commission, prepared by Com- 
missioner Patterson, on its investigation of the Dickerson 
accident. 

The Dickerson accident, the report said, resulted in the 
death of 10 passengers, one Pullman employe, and one train- 
service employe, 2 additional persons being missing, and the 
injury of 61 passengers, 3 Pullman employes, 11 dining car 
employes, and one train-service employe. There was a rear- 
end collision between two passenger trains and derailed cars 
collided with a freight train on a parallel track. The Com- 
mission found that the accident was caused by failure to pro- 
vide adequate flag protection for the preceding train, an east- 
bound passenger train, and by failure to operate the following 
train, an eastbound first-class passenger train, in accordance 
with signal indications. 

The Commission said its investigation as to this accident 
disclosed a lack of common understanding not only among em- 
ployes but also among operating officials as to what constituted 
proper flag protection. Some of the officials and employes, it 
said, thought the flag protection provided for the preceding 
train was sufficient, but others thought it was not adequate. It 
added that the conditions disclosed by this investigation were 
similar to conditions and practices disclosed by previous inves- 
tigations, involving inadequate flag protection, failure to obey 
signal indications, etc. In the present case, it said, there was 
no evidence that operating officials had taken measures to cor- 
rect conditions pointed out in its eight reports on accidents 
which occurred in the 21 months period preceding September 
24. From the manner in which the two trains were operated 
in this instance, the report said, “it is apparent that corrective 
measures by operating officials have not been effective.” There- 
fore, it said, 30 days from November 6 the B. & O. would be 
expected to report to the Commission as to “measures which it 
has taken to correct the improper practices disclosed by this 
investigation and to prevent the recurrence of accidents of 
this character.” Casualties and destruction in this accident, the 
report said, were largely of fire to which fuel oil from the 
Diesel-electric engine contributed materially. 


EXPLOSIVES REGULATIONS 


The Commission, division 3, by an order in No. 3666, In the 
Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articles, has amended its regulations on trans- 
portation of explosives by an amendment to the provisions cov- 
ering the packing of inflammable liquids, reading as follows: 


Note. Because of the present emergency and until further order of 
the Commission, wooden whiskey barrels with staves of uniform thick- 
ness at least one inch and otherwise complying with spec. 10B are also 
authorized for transportation of leather .cement. Barrels must be 
marked I. C. C. 10B; other specification marking waived. 


The effective date of the order amending the regulations 
is November 9. 


GRAIN PROPORTIONALS HEARING 

The Commission has assigned for hearing December 4, at the 
Hotel Cleveland, Cleveland, O., before Examiner H. B. Armes, 
fourth section application No. 19345, as amended, Proportional 
Rates on Grain from Central Territory, filed by Agent B. T. Jones, 
asking for authority to establish and maintain rates over routes 
by way of Buffalo, N. Y., on grain, grain products and grain 
products, as described in tariff I. C. C. No. 3300, from Chl- 
cago, Peoria and East St. Louis, Ill., on traffic beyond, to 
points on the Baltimore & Ohio in the Connellsville, Indiana, 
Johnstown and Pittsburgh, Pa., and Grafton, W. Va., groups, 
without observing the long-and-short-haul part of the fourth 
section. « 
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Suspended Tariffs 


(Destgnatson of a tariff? below dues not meun that all schedules 
m it have been suspended. Suspension orders contatn many sched- 
ules not reproduced hers. Detatis of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. 5161, the Commission has suspended from 
November 6, 1942, until June 6, 1943, the operation of certain 
schedules as published in Supplement No. 3 to Greene Line 
Steamers, Inc., tariff I. C. C. No. 4. The suspended schedules 
propose to revise the class rates applicable on less-than-volume 
traffic between various Ohio River points. 

In I. and S. M-2128, the Commission has suspended from 
November 7 until June 7 the operation of certain schedules as 
published in tar:ff MF-I. C. C. No. 3 (issued October 7, 1942) 
of Fred R. Lincoln, Warwick, Mass. The suspended schedules 
propose to establish commodity rates for line-haul transporta- 
tion service only, on hard and soft wood logs, between points 
in Massachusetts, New Hampshire and Vermont, stated in cents 
“per thousand board feet” and “per hundred cord feet.” Pres- 
ent rates, in which no changes are proposed, apply in cents per 
round-trip mile. 

In I. and S. M-2129, the Commission has suspended from 
November 7 to June 7 the operation of certa‘n schedules con- 
tained in supplement No. 5 to tariff MF-I. C. C. No. A-5 of 
Eastern-Central Motor Carriers Association, Agent, Akron, O. 
The suspended schedules propose to establish new and reduced 
less-truckload minimum charges locally over Riss & Company, 
Inc., operator of Monark Motor Freight System, Inc. 

In I. and S. M-2130, the Commission has suspended from 
November 8 until June 8 the operation of all schedules pub- 
lished in tariff MF-I. C. C. No. 9 of Midwest Motor Express, 
Inc., Bismarck, N. D. The suspended schedules propose to estab- 
lish local proportional commodity rates by the 100 pounds on 
butter, minimum 20,000 pounds from Bismarck and Mandan, 
N. D., to Minneapolis and St. Paul, Minn., of 34 cents on ship- 
ments destined to consignees in the municipal area of Chicago, 
Ill., and 46 cents on shipments destined to consignees located in 
Indiana, Ohio, Michigan, West Virginia, Maryland, Pennsyl- 
vania, and New York. 

In I. and S. M-2131, the Commission suspended from No- 
vember 9 until June 9 the operation of certain schedules as 
published in supplement No. 31 to tariff MF-I. C. C. No. A-45 
of Middle Atlantic States Motor Carrier Conference, Inc., agent, 
Washington, D. C. The suspended schedules propose to in- 
crease rates on various articles, including steel bins, shelving, 
iron or steel sash and wooden stairs all of which are used 
chiefly in the outfitting of ships, such rates applying from 
Waynesboro, Va., to Chester, Pa., Kearny, N. J., Sparrows 
Point, Me., and destinations on Staten Island, N. Y., including 
Mariners Harbor. 

In I. and S. No. M-2132, the Commission suspended from 
November 10, 1942, until June 10, 1943, the operation of sched- 
ule MF-I. C. C. No. 1 of Arnold J. Moyer, Towanda, Pa. The 
suspended schedules propose to establish a new minimum charge 
af 50 cents per 100 pounds, applicable on pyrofax gas, minimum 
40 tanks or containers, from Syracuse, N. Y., to Towanda, Pa., 
including the empty tanks or containers to be returned from 
Towanda to Syracuse without additional charge. 


SUBSTITUTION OF COTTON IN THE SOUTHWEST 
_L. T. Barringer & Co., protestant in I. and S. 4646, Sub- 
stitution of Cotton in the Southwest, has filed a supplemental 
petition with the Commission for reconsideration and_ rehear- 
ing. Since the original petiton was filed, said the supplemental 
petition, the Commission had declined to suspend certain items 
relating to charges for second transit on cotton published in 
various supplemental tariffs. These changes, said the petition, 
bore directly on the matters which were considered in I. and 
S. 4646, and provided a situaton in respect of the charges for 
second trans't on cotton in the southwest which was not in 
existence at the time I. and S. 4646 was decided. Had the con- 
dition been in existence, said the petition, there was every rea- 
son to believe that the Commission would not have approved 
the tariff schedules there under investigation. This petition, 
It said. was supplemental to that filed August 23, 1940, because 
the earlier petition did not deal with the charges for second 
transit since, the petition continued, all objections on that score 
to the schedules under investigation were cured by the con- 
struction which division 2 accorded the transit tar‘ff and by 
the commitment which the respondents in that case made as 
to this matter. Obviously, said the petition, the recent change 
In the transit tariffs of the Cotton Belt, and the contemplated 
changes in the transit tariffs of other carriers, directly violated 
the commitment given by these carriers to the Commission 
When I. and S. 4646 was under consideration. 
The petition contended that the charge for second transit 
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should be paid in every case where the same bale of cotton 
actually received two transit services. If the second service 
was actually performed without charge, even though under the 
authority of the tariff, the petition said, a very definite revenue 
burden was imposed on other traffic, including that of the 
petitioner. 


U. S&S. Steel Rail Stoeck Control 


The United States Steel Corporation, in Finance No. 14014, 
has asked the Commission for authority to acqu're d’rect con- 
trol of eleven railroads through purchase of their cap‘tal stocks 
now held by the steel company’s subsidiaries. The railroads 
are: 


Birmingham Southern Railroad Co., Carbon County Railway Co., 
Connellsville & Monongahela Railway Co., Donora Southern Railroad 
Co., Etna & Montrose Railroad Co., Hannibal Connecting Railroad Co., 
Johnstown & Stony Creek Rail Road Co., McKeesport Connecting 
Railroad Co., the Newburgh & South Shore Railway Co., Northampton 
& Bath Railroad Co., and the Youngstown & Northern Railroad Co. 


Applicant said the proposed transactions would simplify 
the corporate structure. There would be no financial advantage 
to the railroad companies, but, it says, “there will be a tax sav- 
ing to applicant and the present stockholders in that d'vidends 
from the railroad companies will pass directly to applicant in- 
stead of through appl cant’s subsidiaries. Applicant sa‘d it 
proposed to purchase the entire issued and outstanding capital 
stocks of the railroad companies at the following prices, carried 
on the books of the respective present stockholders, stating 
that there was no readily ascertainable market value of the 
shares of stock it proposed to acquire as they had not been 
offered for public sale: 


Birmingham Southern, $1.200.000; Carbon County, $33,000; Connells- 
ville & Mongahela, $780,624.99; Donora Southern, $172,941.64; Etna & 
Montrose, $140,120; Hannibal Connecting, $309,942.71; Johnstown & 
Stony Creek, $31,939.90; McKeesport Connecting, $1,000.000; Newburgh 
& South Shore, $1,500,000; Northampton & Bath, $846,627.96; and 
Youngstown & Northern, $240,100. 





Great Northern Financing 


The Great Northern Railway Co., in Finance No. 14011, 
has asked the Commission for authority to issue promissory 
notes for principal amounts not exceeding $21,800.879.51 and 
interest on account of indebtedness heretofore incurred under 
conditional sale contracts and equipment lease for purchase of 
equipment. 

According to the applicant, the indebtedness is now carried 
under “other deferred liabilities” and if allowed to issue the 
notes the account will be changed to “funded debt matured 
unpaid,” until January 1, 1943, after which date under order 
of the Commission issued in July, 1942, the account will be 
carried as “equipment obligations under funded debt un- 
matured.” 

Applicant said the issue of such notes ‘will resolve any 
doubt that may exist, that said indebtedness is a part of 
‘borrowed invested capital’ and ‘borrowed capital’ within the 
meaning of the excess profits tax provisions of the United 
States Internal Revenue Code, especially sections 718 and 719 
of the Internal Revenue Code as amended by the revenue act 
of 1941.” It said it believed that the purchase of equipment 
by railroads under conditional sale contracts with monthly 
reduction of principal was less expensive to the railroads than 
other forms of financing; that the debt incurred under such 
contracts was “borrowed capital” within the spirit as well as 
the letter of excess profits tax provisions; that said form of 
financing should not be penalized by any doubt as to whether 
the indebtedness thus incurred was “borrowed capital’ and 
that it would be in the public interest to issue promissory 
notes to evidence such indebtedness in order to remove any 
possible doubt that such indebtedness was “borrowed capital.” 

The promissory notes to be issued in lieu of the condi- 
tional sales contracts and lease, according to the apnlicant, will 
not increase applicant’s debt and will be paid monthly, includ- 
ing interest, 2 per cent in all cases. 


NEW HAVEN REORGANIZATION 


The Protective Committee for holders of common stock of 
the New Haven has filed a petition in Finance No. 10992, In 
the Matter of the New York, New Haven and Hartford Rail- 
road Co., asking that the committee be authorized to solicit 
holders of common stock, who have not heretofore authorized 
the committee to represent them, for their authorizations, to- 
gether with a total advance of 3 cents a share, and a service 
fee of one dollar, from each stockholder who may so authorize 
the committee to represent him. 

The committee pointed out that the Commission had issued 
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a new plan of reorganization for the New Haven, which wiped 
out the interest of present holders of common stock, and said 
that it desired to file a petition for a modification of this plan 
of reorganization. As a part of such petition, the committee 
said, it contemplated the submission of a substitute plan of 
reorganization, and would petition for a hearing on the said 
substitute or modified plan of reorganization, at which testi- 
mony might be given concerning changed conditions as to 
traffic, earnings and expenses of the New Haven. Funds, it 
pointed out, would be required in connection with such a peti- 
tion, if the Commission were to grant the hearing. 





Idaho Intrastate Freight Rates 


Railroads operating in interstate commerce and serving 
points in Idaho have filed abrief in No. 28849, In the matter of 
Increases in Idaho Freight Rates and Charges, setting forth the 
contention that the action of the Idaho Public Utilities Com- 
mission, in denying, as to certain commodities produced in 
Idaho, petitions of the rail carriers for increases of intrastate 
rates to the levels authorized by the Commission in Ex Parte 
148, Increased Railway Rates, Fares and Charges, 1942, con- 
stitutes “a challenge to the integrity of the decision of the 
Commission in Ex Parte 148.” 

The railroad’s brief said the Idaho commission refused to 
authorize percentage increases on the intrastate rates on sugar 
beets, molasses, lime rock, and beet pulp, interstate rates on 
which had been increased 3 per cent under authority of the 
Ex Parte 148 decision, and that the state commission allowed 
an intrastate rate boost of only 3 per cent on logs, poles, piling, 
posts, hogged wood and fuel wood, although the authorized 
increase on such commodities under Ex Parte 148 was 6 per 
cent. On the basis of 1941 intrastate revenues from those 
sources, the action of the Idaho commission resulted in an 
estimated loss of more than $19,000 a year to the railroads 
involved, the brief stated. It said the railroads that filed the 
rate increase petition with the state commission were: the 
Union Pacific, the trustees of the Milwaukee, the Northern 
Pacific, the Great Northern, the Spokane International, the 


Spokane, Couer d’Alene & Palouse, the Camas Prairie and the 
Utah-Idaho Central. 


“It is petitioners’ position,” said the railroads, “that the 
failure of the Idaho commission to grant increased rates and 
charges on the commodities involved in this proceeding upon 
which interstate increases have been made and also intrastate 
increases in most of the states of the west has the effect of 
relieving the shippers and receivers of said commodities moving 
in intrastate commerce in the State of Idaho from bearing their 
proper proportion of the national transportation expense. As 
a result they are enjoying special and discriminatory privileges 
denied to shippers and receivers of the same kind of traffic 
moving in interstate and foreign commerce... .” 


The railroads asked the Commission to grant relief under 
section 13 of the interstate commerce act. 


A reply to the petition of the carriers has been filed by 
Bert H. Miller, attorney general, and J. R. Smead, assistant 


attorney general of Idaho, which asked that the petition be 
denied in toto. 


The brief said that no persons or localities were complain- 
ing of undue or unreasonable advantage, preference or prejudice 
resulting from Idaho rates and that, therefore, the rail carriers 
could not be heard to complain. The brief further said that 
there was no jurisdiction, much less power, vested in the Com- 
mission to take control of state rates for the purpose of mak- 
ing them uniform between and among the states, or to make 
them the same as interstate rates. A mere disparity between 
intrastate rates in different states, said the brief, or between 
Idaho and interstate commerce rates, did not authorize the 
Commission to take control of or to change the rates attacked. 

Averring that the proceeding was not, primarily, a rate 
case, but a revenue case based on the contention of the car- 
riers that their revenues should be increased by increasing the 
intrastate rates, the brief contended that the carriers involved 
had themselves proven that they were receiving a fair return. 

In considering any disparity “between the through and the 
local rates” the Commission must ascertain all pertinent facts, 
said the brief. The cost to the carrier of the traffic covered 
must be observed, it said, and the rights of those paying the 
rates must be respected. All conditions affecting the trans- 
portation, it added, and all affecting the economic condition of 
the producing and shipping industries should be considered in 
determining what was a reasonable rate. The carriers, said 
the brief, attempted to rely on a showing that like rates had 
been increased in other states since Ex Parte 148, but they 
made no attempt to show that the conditions under which the 
products originated were substantially similar to those in Idaho. 
Referring to the rates on sugar beets, the brief pointed out 
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that evidence in the hearing before Examiner McGrath had jp. 
dicated that the price ceiling on sugar limited the factories’ jp. 
comes, and that the labor situation was extremely serious, go 
much so that the farmers were in doubt whether or not they 
would grow beets another year. Even a small change in their 
income from beets, said the brief, would probably decide them 
against the growing of beets. 

As to forest products, the brief said that in north Idaho 
there was no competition between state and interstate traffic 
the evidence having shown that the operators had no choice 
of mills. Those in the extreme north had to ship to Spokane, 
Wash. Poles and piling traffic, said the brief, was limited to 
north Idaho, and moved under a transit arrangement which 
did away with intrastate tariffs. Both interstate and intra. 
state traffic in hogged fuel or fuel wood was negligible, saiq 
the brief. The brief cited the 3 per cent rise in log rates al. 
lowed by the state and said that it was not only unreasonable, 
but unfair, to demand a full 6 per cent increase of the state 
rate on logs, and at the same time to enjoy the existing 6 per 
cent raise of both interstate and intrastate rates on the lumber 
made from the logs. The brief asked why, in reason and fair. 
ness, should logs not be shipped on a transit arrangement, just 
as poles and piling. 

In its concluding argument, the brief said there was noth- 
ing in Ex Parte 148 to indicate that the Commission expected 
all state rate levels to correspond to those interstate as es. 
tablished in that case, although it had been argued by the car- 
riers that such was the fact. The action of the carriers, con- 
tinued the brief, in Nebraska and Colorado, where they stip- 
ulated to go back to the state rates in the beet sugar in- 
dustry as before the raise by those state authorities, was not 
inspired by that theory. Perhaps, suggested the brief, it was 
done in an effort to make it appear to the Commission that 
the scope and importance of the present case was thereby in- 
creased. This action, said the brief, did not indicate any real 
need of more revenue in order to function properly in inter- 
state commerce. It smacked rather, the brief said, of an at- 
tempt to support the theory of unified control of all rates by 
the Commission, which theory was advanced and contended 
for therein, despite the settled rule to the contrary. 


Coal to Youngstown District 


In accordance with agreements reached at a _ prehearing 
conference held before Chairman Aitchison September 3 at 
Pittsburgh, Pa., for consideration of the procedure in the in- 
vestigation instituted by the Commission, on its own motion, 
in No. 28825, Bituminous Coal to the Youngstown District, into 
the lawfulness of rates on bituminous coal by railroad to 
Youngstown, Warren, Niles, Struthers, and Lowellsville, 0., 
and Hillsville, Sharon and Leesburg, Pa., from points in Penn- 
sylvania, including ports on the Ohio River, and points in Mary- 
land and Virginia, Chairman Aitchison has ordered that the 
presentation of evidence at the hearings, when assigned, be 
subject to the following stipulations: 


1. Mr. Roy S. Kern will prepare for introduction in evidence sub- 
ject to prior check by other parties, a rate history showing the rates 
involved in this proceeding from 1910 to date. 

2. Messrs. August C. Gutheim, Leo P. Day, and T. H. Burgess, 
representing respectively the Pittsburgh Coal District interests, the 
rail respondents, and Youngstown consuming interests, will submit 
to the Commission as soon as may be practicable a list of pertinent 
decisions of the Interstate Commerce Commission, the Ohio Public 
Utilities Commission, and state and federal courts (including the re 
port of the Interstate Commerce Commission on Proposed Lake Erie- 
Ohio River Canal, 235 I. C. C. 753), having a bearing on the subject 
of this proceeding. An abstract of these decisions will be prepared 
under the direction of the Commission for introduction in evidence, 
which will be submitted to the parties of record for criticism in ad- 
vance of the hearing; and the decisions and reports so abstracted, as 
well as the abstract, may be considered as in evidence in this proceed: 
ing. 

" 3. For use in the preparation of exhibits Mr. Kern will compute 
distances from each point of origin named in the tariffs (with grouping 
designated) to each destination covered by this investigation over each 
tariff route, subject to check by Messrs. Boden and Eldridge. Only 
tariff routes shall be used in computing distances. 

4. In order that rates set forth in exhibits shall be stated on com 
parable basis, the rates shown shall not include the increases author- 
ized for a limited period under Increased Railway Rates, Fares, and 
Charges, 1942, 248 I. C. C. 545; but when individual rates so set forth 
were not subjected to this general increase, the fact shall be noted. 

5. Mr. Kern will have prepared and there will be offered in evidence 
a map showing the points of origin and destination involved in this 
proceeding, indicating the grouping of origin points. 

6. Copies of prepared statements of evidence and exhibits will be 
interchanged by the parties not later than 10 days before the date of 
hearing. 

7%. ‘The Commission’s officer who is to conduct the hearing, if he S? 
desires, may inspect any railroad lines or territory involved in this pro- 
ceeding without the presence of counsel or other representatives of 
interested parties. 
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Transportation of New Automobiles 


The American Trucking Associations, Inc., has filed a brief 
with the Commission in a case in which, it says, one of the 
questions presented is whether there should be a so-called ‘‘dis- 
ability differential” with respect to rail rates. The point is of 
yital concern, the association said, not only to automobile haul- 
ers, but to the trucking industry as a whole and to all trans- 
portation agencies. It took the position that a general finding 
by the Commission, giving sanction to differentials, would 
definitely be inconsistent with sound transportation economics. 

The brief was filed in No. 28190, New Automobiles in Inter- 
state Commerce, a proceeding instituted by the Commission on 
its own motion, into the rates, charges, rules and practices to 
govern the transportation of new automobiles by all agencies 
of transportation subject to regulation by the Commission. 

The statute, the association pointed out, specifically pro- 
vided that the inherent advantages of each type of transporta- 
tion were to be preserved in any rate-making policy which the 
Commission might adopt. The approval of “disability differ- 
entials” could lead to but one result, it said, and that would 
be the destruction of the inherent advantages of each class of 
carriers by any other class of carrier not possessing such 
advantages. 

“A service having inherent advantages,” it continued, 
“could not be maintained in the face of price competition lim- 
ited only by the ability of the price cutting agency to absorb 
losses which it may pass on to other traffic.” 

In support of its position, the association said that there 
was no way for either the Commission or the carriers to deter- 
mine what allowances would have to be made to shippers to 
equalize inherent advantages. An added element, said the 
association, was the “nebulous element of railroad costs which 
arise from the handling of both large and small shipments using 
the same general facilities.’ By way of example, it was said 
that loading and unloading (and delivery) costs were not suffi- 
ciently uniform to enable the Commission to arrive at a differ- 
ential which would approximately compensate a_ railroad 
shipper for the performance by him of these services. 

The brief then said there had been a long series of amend- 
ments to the original act, which greatly strengthened the Com- 
mission’s power and enlarged its jurisdiction. 

“For fifty years these powers have been sparing used,” 
said the brief, ‘‘and have been almost exclusively exercised by 
way of veto or negative action. The Commission has con- 
sistently adhered to a policy of veto as distinguished from 
constructive action.” 

It added that since the Commission now had rail, water, 
motor and forwarding carriers under its jurisdiction, and sub- 
ject to regulation consistent with a declared national trans- 
portation policy, “the Commission can no longer merely occupy 
aring-side seat, nor are its duties limited to those of a referee; 
it now has the duty of establishing rules and regulations which 
will lead to ‘sound economic conditions in transportation and 
among the several carriers’.” 

Under the caption “Friendly Observations,” counsel said 
the principle involved in this case goes far beyond the present 
or future importance of new automobiles, and that the case 
“could serve as a vehicle whereby the Commission could take 
the initial step in establishing some much needed principles for 
the guidance of carriers and the re-establishment of the Com- 
mission in its rightful sphere.” 


“Only a sincere friend of the Commission,” the brief con- 
tinued, ‘would be bold enough respectfully to suggest to the 
Commission that serious consideration be now given to the 
following observations: 


1. Never in the history of the Commission has its normal functions 
and jurisdiction been subject to as many raids by other agencies. 

2. Never in the history of the Commission has there been so much 
indifference on the part of the general public with respect to the juris- 
diction and future of the Commission. 


3. There are many who believe that never in the history of the 


Commission has there been such an absence of constructive accomplish- 
Ments. 


__4. Never in the history of the Commission has it been in as much 
disfavor with both the executive and legislative branches of the gov- 
ernment and with industry and agriculture. 


In concluding the brief, the association said it submitted 
that the rates on such traffic should be stabilized at a reason- 
able level, and that such stabilization should be brought about 
by the prescription of uniform minimum rates for rail and truck 
application, and not by any system of differential rates. After 
referring to recent rulings of the Commission, citations not 
given one to the effect that motor carriers might not meet the 
rail minimum weights, if such minima exceeded the capacity 
of trucks by reason of conflicting tax and size and weight laws 
of the various states, and the other involving pick-up of live 
Stock in Iowa, in which the Commission permitted the railroads 
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to establish free pick-up and allowance within terminal areas 


varying in extent with managerial discretion the brief concluded 
with these words: 


It may be, and we sincerely hope, that the Commission proposes 
to make this case the vehicle for establishing something tangible in 
connection with transportation policy, and we referred to the last 
cases mentioned because they, among many others, indicate a great need 
for constructive action. 


The Nicholson Universal Steamship Co., in a brief filed 
with the Commission in No. 28190, New Automobiles in Inter- 
state Commerce, has submitted three ‘fundamental, alternative 
motions,” as follows: 


This investigation should either be discontinued or held in abeyance 
for the duration to permit the record to be brought up to date. 

If the Commission prescribes minimum and/or maximum rates on 
automobiles or fixes a relationship in such rates between the various 


forms of transportation, it should exclude therefrom port-to-port water 
rates. 


If the Commission prescribes minimum and/or maximum rates on 
automobiles, a proper differential should be established on joint 
water-rail or joint water-truck rates. 


The steamship company said that despite almost four years 
of hearings, rapidly changing conditions which included reallo- 
cation of labor and mounting labor costs, cessation of automo- 
bile manufacture and concommitant curtailment, if not total 
stoppage of the transportation thereof, all climaxed by abnor- 
mal wartime conditions, had so distorted the picture as to de- 
prive the testimony of record of beneficial or real probative 
value. For that reason, it said its brief “departed‘from conven- 


tional form and consisted, in the main, of three fundamental, 
alternative motions.” 


Fir Piling to the East 


The Atchison, Topeka & Santa Fe and other railroads have 
petitioned the Commission in No. 28644, W. J. Foye vs. Atchi- 
son, Topeka & Santa Fe Railway Co. et al., for reconsideration 
by the entire Commission. The petition asked such reconsid- 
eration on the record as made after report by division 2, which 
report had been the result of reconsideration after a decision 
by Commissioner Alldredge, 251 I. C. C. 108. The petition fur- 
ther asked for reinstatement of Commissioner Alldredge’s re- 
port as that of the Commission. 

The report of division 2, in which Commissioners Aitchison 
and Splawn decided that the rate charged on fir piling, in 
multiple carloads, from Oregon to Hartford, Conn., be affirmed 
as applicable, but that the prior report as to reasonableness 
be reversed, and reparation awarded, was against the evidence, 
said the petition. The instant application said that the effect 
of the majority report of division 2 was to lay down the prin- 
ciple that the transcontinental rates on poles and piling, in 
multiple carloads, must never exceed the contemporaneous rates 
on lumber, in single carloads, regardless of the circumstances 
affecting the volume of the latter. An issue of such importance, 
the petition said, should receive the consideration of the entire 
Commission. It pointed out that the request seemed “especially 
appropriate in view of the fact that the four persons of the 
Commission’s staff who have considered the record, i. e., the 
three Commissioners on division 2 and the examiner named, 
are evenly divided.” 

The petition referred to Commissioner Alldredge’s dissent- 
ing opinion, saying he had pointed out that in Lumber from 
Pacific Coast to Eastern Points (1935), 210 I. C. C. 317, the entire 
Commission itself sanctioned a splitting of the lumber list be- 
cause of competitive necessity. The petition then quoted the 
language of the dissenting opinion: “This description (of arti- 
cles on which reduced rate had been applied) is intended to 
limit the application of the rates to those products which are 
adapted to and move in volume by the intercoastal routes.” 


Piling, said the petition, was not included in these sched- 
ules because there was no movement via: the Panama Canal 
and the water rates on poles and piling were materially higher 
than on lumber. The petition also pointed out that Commis- 
sioner Alldredge, in his dissenting opinion, had said that the 
finding of the majority of the division in the instant proceed- 
ing, in effect, was that the reduced rates on lumber, estab- 
lished to meet water competition through the Panama Canal, 
were maximum reasonable rates, and that this was plainly at 
variance with the history of the rate adjustment. The petition 
pointed out that the complainant’s case rested on the argument 
that, because the rate on lumber, in single carloads, was 82 
cents, a 95-cent rate on piling, in multiple carloads, was un- 
reasonable to the extent it exceeded the lumber rate. The peti- 
tion maintained that where the Commission had held that the 
rates on piling in multiple carloads should be the same as on 
lumber, in single carloads, it was under circumstances contem- 
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plating a maximum reasonable rate on lumber. The rate 
sought, 82 cents, said the petition, was a rate greatly depressed 
by water competition. 

The petition further quoted from the original report of 
Commissioner Alldredge, 251 I. C. C. 108, to the effect that the 
assailed rate yielded average earnings of 13 cents a car-mile 
and 5.08 mills a ton-mile. The 82-cent rate, that report con- 
tinued, would have yielded average earnings of 11.2 cents a 
car-mile and 4.38 mills a ton-mile, and cited Southwestern 
Portland Cement Co. vs. A. T. & S. F., 219 I. C. C. 223, which 
had said that ton-mile earnings of 7.5 mills were regarded as 
approaching the minimum limit of revenue for carload traffic. 
The petition said, also, that the conclusion of the major:.ty of 
division 2 that defendants had notice for many years that the 
rates on piling, in multiple carloads, should be the same as 
those on fir lumber, in single carloads, and that this principle 
was well established by findings in many proceedings, was in- 
correct if it was intended to imply that a universal rule to this 
effect had been pronounced by the Commission. 


Joint Barge-Truck Rates 


Arguments for and against a proposal of the Red River 
Barge Line, of Plaquemine, La., and the Southern Motor Lines 
to establish joint barge-motor rates from New Orleans, La., to 
Houston, Tex., to apply all-water to Beaumont, Tex., and truck 
beyond were made before the Commission, division 2, Novem- 
ber 12, in I. and S. M-1822, Water-Motor Rates between New 
Orleans and Houston. 

Participating in the arguments were E. J. Lauve, for the 
respondents; A. L. Reed, for the Southwestern Motor Freight 
Bureau and Houston Port Commission; and C. E. Becker, for 
the Southern Water Carrier Conference. 

In his proposed report (see Traffic World, Sept. 5, p. 530), 
Examiner Allan F. Borroughs found that the joint rates were 
unreasonably low and therefore unlawful. He said that some 
differential in rates in favor of the water carriers should be 
established. But, he said, the question of what differentials 
should be established was difficult of decision ‘tas the evidence 
submitted in this proceeding does not provide any real basis 
for such finding.” 

Mr. Lauve contended that the proposed rates would be 
compensatory on a 60 per cent water and 40 motor division. 
The rates were established with relation to rates maintained 
by two water carriers, De Bardeleben Coal Corporation, doing 
business as Coyle Lines, and the River Terminals Corporation. 
They were the same as all-water rates or 80 per cent of all- 
rail rates between New Orleans and Houston. Mr. Lauve said 
respondents’ service was superior to that of the two barge 
lines in that there would be a reduction in transit time of 2 
days. The rates were proposed to regain traffic lost to com- 
petitors. Mr. Lauve submitted figures showing the cost of the 
motor and water service and said respondents did not want 
rates lower than the all-rail rates but did want them ona 
parity. 

Messrs. Reed and Becker opposed the joint motor-water 
rates. It was the position of Houston that if the rates were to 
become effective, tonnage would be diverted through the port 
of Beaumont which would normally flow through port facilities 
of Houston. 


Limits in Motor Authorization 


The common carrier conference of the American Trucking 
Associations, Inc., has replied to exceptions filed by the con- 
tract carrier division of that organization to the proposed re- 
port of Examiner Croft in MC 60058, Application of Simon 
McAteer et al. for a certificate of public convenience and neces- 
sity (see Traffic World, Oct. 24, p. 959). The common carrier 
group takes the position that the Commission has the power 
and duty to limit contract carriers to specific types of shippers 
where the type of service performed is that which existed on 
July 1, 1935. The contract carrier division said that to limit 
applicant only to serving the same limited class of shipper pre- 
viously served pulverized his business and could only result in 
eventual destruction of the same. 

Rail carriers in official territory have filed a reply to the 
exceptions in MC 60058, Application of Simon McAteer et al. 
for certificate of public convenience and necessity. The reply, 
it was said, would demonstrate that the exceptions were in 
error, that the examiner’s report was accurate and correct, and 
should be adopted. 

The reply said that the so-called Keystone restriction (Key- 
stone Transportation Co., 19 M. C. C. 475) permitting unlimited 
contracts with persons who operate retail stores (the business 
of which is the sale of food) is lawful and reasonable as ap- 
plied to permits of contract carrier under the “grandfather” 
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clause, and was a proper description of the operations of the 
applicant under the facts of record. It said, further, that the 
arrangements between applicant and Atlantic & Pacific Te, 
Co. were not the usual arrangement of a contract hauler of 
commodities; that applicant had not performed for-hire trans. 
portation for shippers other than the A. & P., and had bee, 
solely in the service of the A. & P. since 1934. 

The reply also said that, since the commodity description 
was exceedingly broad, it must be read in its context ang 
when so read was a practical definition under the statute ang 
was not in fact a “general commodity” description. The statute 
said the reply, did not limit the Commission in its use of words 
or restrictions necessary to its fulfillment of the statutory duty 
imposed on it. The argument, said the reply, was that the 
Commission ought to be bound by technical interpretations go 
that this applicant and hundreds of other A. & P. haulers 
might be free to invade fields which they had never served in 
the past and which were already served, often by common car. 
riers. It is desired, said the reply further, “that the A. & Pp 
contract carriers be permitted under the mask of a contract 
carrier permit to enjoy privileges far greater than the largest, 
most extensive, and oldest trucking concerns.” 

The reply of the rail carriers was also addressed to excep. 
tions of the contract carrier division of the American Trucking 
Associations which, it said, were “so indefinite and contradic. 
tory that they answer themselves.” The exceptions of the A. 
& P. seemed to be directed principally to the fact that the 
examiner failed to describe the means by which the A. & P. 
conducted its business, and failed to recognize that there was 
no other identical concern located in the territory, said the 
reply. This position became frivolous, it added, in absence 
of a contention that the applicant would be unable in the future 
to serve adequately the A. & P. or any other retail food store. 

“Obviously,” concluded the reply, “the A. & P. is not 
harmed by the liberality of the Commission in granting ex- 
tensive rights to each and all of its contract carriers as though 
each carrier ind‘vidually had performed continuously each and 
all of the various operations and services granted in the liberal 
permit and governing the future.” 


Cancellation of Rule 15 


If the cancellation of Rule 15, effective December 1, as 
proposed by the railroads, permitted the Oakland (Calif.) 
Chamber of Commerce contended, in a petition for investiga- 
tion and suspension, it would “nullify that portion of section 
500.26(a) of order No. 18-Revised, issued by the Office of De- 
fense Transportation, providing for consolidation of shipments 
ed — carrier and consignor, or a combination of either or 

oth.” 

The petition further said that suspension of the provisions 
of Rule 15 would also make subject to less-carload rates, all 
shipments in quantities less than the minimum carload weight, 
regardless of whether loading was performed by shipper and 
unloading by consignee, and even though loading of the car 
was in compliance with O. D. T. order No. 18-Revised. This 
would hold true even though the deficit of the actual weight 
under the tariff minimum carload weight was only a few 
pounds, the petition said. 

Request for cancellation of the rule was made by R. C. 
Fyfe, chairman, Western Classification committee, and others, 
and the rule was identified in the petition as conta‘ned in sup- 
plement No. 16 to Consolidated Freight Classification No. 15, 
bearing the following I. C. C. numbers: A. H. Greenly’s I. C. 
C.-O. C. No. 59; E. H. Dunaley’s I. C. C. No. 88; R. C. Fyfe’s 
I. C. C. No. 28; and W. C. Mercer’s I. C. C. No. 529. Commis- 
sion officials said that the rule in question prohibited the exac- 
tion of a greater charge on a less-than-carload shipment than 
for a minimum carload of the same freight at the carload 
weight. 

In the letter which accompanied its petition, the Oakland 
organization said that it was agreed that evasion of provisions 
of O. D. T. order No. 18 should be prevented, but added that 
the abuses of which the railroads were fearful could and should 
be prevented by appropriate order of the Office of Defense 
Transportation, and should not be attempted in the manner 
proposed by the petitioners. 

Opposition to the proposal of the railroads to cancel Rule 
15, of the Consolidated Freight Classification, for the duration 
of the war, is expressed in a resolution adopted by the board 
of directors of the Commerce and Industry Association of New 
York umless some provision is made whereby the charge for 
a less-than-carload shipment shall not exceed the charge for 
a carload shipment of the same kind of freight moving between 
the same points. 


George E. Mace, manager of the bureau of transportation 
of the association, commenting on the carriers’ proposal, said: 
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The proposal as it now stands in the carriers’ classification, effec- 
tive December 1, if strictly interpreted, would greatly increase the 
charges on large less-than-carload lots of freight. A study of the pro- 
posal showed that, on an actual movement of ore, which bore a freight 
rate of $7 a ton, the total transportation charges, if Rule 15 had not 
peen in effect, would have been equivalent to almost $70 per ton. Ne- 
gotiations with the rail carriers now indicate that they will volun- 
tarily amend Rule 16 to provide that, generally speaking, the trans- 
portation charge for a less-than-carload shipment shall not exceed the 
charge for a carload except in instances where the freight is tendered 
for shipment as a carload subject to the carload minimum weight and 
rate. 


The board also authorized the association’s transportation 
bureau to oppose actively the proposal of certain motor truck 
operators, members of the Middle Atlantic States Motor Car- 
rier Conference, to assess a bill of lading charge of 25 cents on 
each less-than-carload shipment, and $1.00 for each bill of lad- 
ing on a truckload or quantity shipment. 


WABASH RAILWAY RECEIVERSHIP 


The Commission, division 4, in Finance No. 13335, Wabash 
Railway Co. Receivership, has permitted Walter G. Peterkin to 
intervene and participate in the proceedings. The Commission’s 
order cited Walter G. Peterkin as owner of $25,000 in face 
amount of refunding and general mortgage bonds of Wabash 
Railway, in receivership, and through exchange of securities in 
reorganization, the owner of a like amount of income bonds and 
stocks of the Wabash Railroad Co., successor corporation. 


SUMMIT FAST FREIGHT 


Exceptions to Examiner L. B. Dunn’s proposed report in 
MC 68715, Sub. 1, Summit Fast Freight, Inc., Extension, have 
also been filed by Anderson Motor Serv ce Co., Husmann & 
Roper Freight Lines, Inc., and Viking Freight Co. (see Traffic 
World, Nov. 7). These exceptions were to the report and pro- 
posed order so far as they recommended authority to serve St. 
Louis to and from Indiana and Ohio points, and Chicago, Ill. 

The protestants, in their exceptions, said that the testimony 
of the public witnesses, which showed that applicant’s services 
had been used only in a recent period, also indicated the extent 
to which tonnage had been diverted from the protestants and 
other carriers. It was’ pointed out that there had been an in- 
terruption in applicant’s operations and that protestants had, 
necessarily, in that period of interruption expanded their facili- 
ties and assumed the responsibility of transnorting the tonnage 
offered by sh’ppers. The examiner, said the protestants, had 
entirely overlooked this phase of the case. The record, they 
added, did not in any way disclose any inadequacy in existing 
facilities and that the test of the instant appl‘cation should be 
whether or not existing carriers had the facilities to perform 
operations in the territory involved. 


ZIFFRIN’S LOOP-ROUTE PURCHASE 

The Commission in MC F-1041, Wesley A. Steffke, pur- 
chase—Ziffrin Truck Lines, Inc., has modified findings in prior 
report, 36 M. C. C. 371, and said that Wesley A. Steffke, doing 
business as Steffke Freight Co. and Wesley Freight Co., would 
be entitled to a certificate granting “grandfather” rights cov- 
ered in MC 75971, Ziffrin’s Overnite Express, Inc. (see Traffic 
World, Oct. 24, p. 945). The prior report, 36 M. C. C. 371, 
had approved and authorized purchase of certain operating 
rights of Ziffrin Truck Lines, Inc., then embraced in a pend- 
ing “grandfather” application under MC 79571. Certain of the 
rights claimed in that application were not confirmed, and the 
instant application covered the so-called loop route between 
Wausau and Antigo, Wis. Authority was sought to purchase 
this operation at a price lower than that mentioned in the 
prior report, which price had covered the rights not con- 
firmed. The rights in the instant application, said the Com- 
mission, were to be unified with rights otherwise confirmed 
in Steffke, with duplications eliminated. 


WATER OPERATIONS INQUIRY 


The Maritime Commission in docket No. 622, in re M. S. 
Vencedor, Inc., has instituted an investigation as to that car- 
rler’s engaging in transportation between New York and Phila- 
delphia and Puerto Rican ports, and its rates, charges, classifi- 
cations, rules and regulations, with a view to determining 
Whether the engaging in such transportation by this carrier 
I$ in violation of the intercoastal shipping act, 1933, as amended, 
and whether its rates, charges, Classifications, rules and regula- 
lions, if filed with the commission, would be in violation of that 
statute. As stated in the commission’s order, there is also in- 
volved a determination whether requests by M. S. Vencedor, 
ne., for permission to file its rates on short notice to the com- 
mission and to the public should be granted. 

The proceeding will be heard in Brooklyn, N. Y., at the 
St. George Hotel on November 12, beginning at 10 o’clock a. m., 
eastern war time, before Examiner C. O. Arthur. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul. Minn. 
Copyright, 1942. by West Publishing Company.) 





(District Court, S. D., New York.) A bill of lading acknowl- 
edging receipt of cargo of goods “in good order and condition” 
but “weight, measure, quality, contents and value unknown” 
and receipt for delivery “in good order” referred only to the 
external condition of the goods. 

Where cargo of goatsk ns were stored in best possible place 
on a ship away from artificial heat and in the same hold with 
other skins of same kind, cargo owner could not recover against 
ship for damages to the skins allegedly caused by insufficient 
ventilation and exposure to excessive temperature, where the 
other skins were not damaged and there was no evidence that 
any custom or practice required more ventilation than was 
given. (The Magdapur, 46 Fed. Supp. 517.) 


SUPREME COURT DENIES REHEARINGS 

The Supreme Court of the United States has denied a peti- 
tion for rehearing in No. 113, the Davidson Transfer & Storage 
Co. and W. T. Cowan, Inc., Appellants, vs. the United States, 
the Interstate Commerce Commission and Schultz Refrigerated 
Service. On October 12, the Supreme Court had affirmed the 
decision of the federal court for the eastern Pennsylvania dis- 
trict in this case, without a written opinion (see Traffic World, 
Cct. 17, p. 903). The lower court had sustained a decision by 
the Commission authorizing the Schultz corporation to serve 
points not served previously by that carrier but served by sev- 
eral other truck lines, including the appellants, and the issue 
was whether the Commission was precluded by law from per- 
mitting a new operation by a new motor carrier to be instituted 
in territory in which existing carriers might, under Commission 
authority, improve their service to meet shippers’ requirements. 

The Supreme Court also has denied a petition for rehear- 
ing in No. 216, A. W. Stickle Co., Petitioner, vs. Interstate 
Commerce Commission. It had denied a petition for a certiorari 
in this case October 12 (see Traffic World, Oct. 17, p. 903). The 
petitioner claimed that in adding a charge for transportation 
to the cost of lumber it transported to retailers, it had the 
status of a private carrier, but the federal d'strict court of 
jurisdiction had upheld the Commission’s finding that the annli- 
cant was a common carrier, and the Circuit Court of Appeals 
for the Tenth District had affirmed the decision of the lower 
court, by which the carrier was enjoined from transporting or 
holding itself out to transport property for the general public 
until it had complied with provisions of the motor carrier act. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commé- 
sion concerning prosecutions, in federal courts, for wrolattons o, 
motor carrter provistons of the tnterstate commerce act or of Com 
mission rules and regulations thereunder, appear helow.) 


Southern California district, at Los Angeles. Twentieth 
Century Delivery Service, of Los Angeles, a motor common Ccar- 
rier, was fined $250 October 26 on a plea of guilty to 8 counts 
of a 10-count information—the 8 counts charging the granting 
of rebates to a shipper. The fine was required to be paid. 
Defendant entered a plea of not guilty to the remaining two 
counts of the information, in which two counts it was charged 
with giving a shipper concessions by means of excessive exten- 
sions of credit. The case was continued as to these two counts. 


Massachusetts district, at Boston. Industrial Oil & Gas 
Service, Inc., of New York, N. Y., was fined $550 November 4 
on its plea of guilty to an information charging it, as a shipper, 
with aiding and abetting John J. Wellspeak and Edward D. 
Wellspeak, doing business as J. J. & E. D. Wellspeak, of West 
Springfield, Mass., in operating as a common carrier without 
authority, without any rate or charge applicable to the trans- 
portation involved on file with the Commission, and with failure 
to require drivers to keep logs. The fine was required to be 
paid. Charges against the operators of the motor carrier 
have not been disposed of. 

Western Pennsylvania district, at Pittsburgh. John M. 
O’Connor, a motor common carrier, was enjoined permanently 
from transporting property as a common carrer, for compen- 
sation, until he should file with the Commission security for 
the protection of the public. 

Northern Ohio District, at Cleveland. Motor Cargo, Inc., 
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of Akron, Ohio, was fined $1,000 and costs on the entry of its 
plea of guilty to an information charging the corporation with 
failing to require its drivers to keep drivers’ logs, and with 


unlawfully extending credit for its transportation charges. The 
fine was required to be paid. 


Anti-Trust Laws and Rates 


Attorney General Francis Biddle issued the following state- 
ment November 12 with reference to the investigation by the 
anti-trust division of the Department of Justice of the rate- 


making practices of railroads and motor carriers (see Traffic 
World, November 7, p. 1070): 


There appears to be some misapprehension on the part of the gen- 
eral public as well as the carriers concerning the scope and objectives 
of the grand jury investigations into rate bureaus, rate conferences, 
and similar common carrier organizations recently instituted by the 
antitrust division of the Department of Justice. 

In order to dispel whatever misconceptions may exist, I should like 
to state simply that no investigation into or disturbance of the exist- 
ing normal and established activities of carrier rate bureaus and con- 
ferences is contemplated by the department. I feel that any such pro- 
gram at this time would unduly diffuse the activities and energy of 
the carriers and hence unnecessarily burden them at a time when they 


are engaged in the difficult and complex job of aiding the government 
in the prosecution of the war. 


There have been brought to the attention of the department, how- 
ever, a few flagrant abuses of the joint method of rate initiation which 
involve coercive practices such as intimidation, fomenting of strikes, 
and boycotts. Such activities are unjustified under any circumstances 
and their elimination by civil or criminal processes will benefit the 
public and the carriers alike. The Department of Justice, therefore, will 


prosecute cases involving such disregard of the rights and interests of 
others by resort to such flagrant conduct. 


The Department of Justice will continue to work in close harmony 
with other government agencies concerned with war-time transporta- 
tion, and intends to institute no proceedings against carriers or bureaus 
which will impede or obstruct the war effort. 


Reference made by the Attorney General to “coercive 
practices such as intimidation, fomenting of strikes, and boy- 
cotts,” it was understood, related to complaints involving high- 
way transportation and not railway transportation. Thus far, 
it was understood, there had not been such complaints involv- 
ing railroads. 

The grand jury at Chicago, before which the department is 
making its investigation, was in session on November 9, 10 
and 12. Several witnesses made brief appearances before it, 
including T. J. Stewart, general freight agent, Trans-Ameri- 
can Freight Lines, who had previously made an appearance 
with documents in response to a subpoena (see Traffic World, 
October 10, p. 849), and G. A. Henderson, manager, Indiana 
Motor Rate and Tariff Bureau. The appearance of the latter 
and Leo Tierney, attorney for the Central States Motor Freight 
Bureau, was considered preliminary to the identification of 
documents by officials of the two bureaus scheduled for Novem- 
ber 13. In preparation for that day, Mr. Tierney at various 


times brought to the jury room papers and documents that 
made a large cartload. 


RAILS OPPOSE MOTOR OPERATION 


A complaint asking for a temporary and permanent in- 
junction and annulment of the Commission’s order’s in MC 
47644, Cornelius William Styer, doing business as Northern 
Transportation Co., St. Paul, Minn., and MC 47644, Sub. 1, 
Same, Extension of Operations, authorizing operations as a 
common carrier by motor vehicle of property between specified 
points in Minnesota and South Dakota has been filed in the 
U. S. District Court for the district of Minnesota, fourth divi- 
sion. It is civil action No. 811, Chicago, Saint Paul, Minneap- 
olis & Omaha Railway Co. et al. vs. United States of America, 
Interstate Commerce Commission, and Cornelius W. Styer, do- 
ing business as Northern Transportation Co. 

The plaintiffs allege that they opposed the applications of 
Styer at the hearings and said they were engaged in carrying, 
or participating in the carriage of, the commodities Styer was 
authorized to transport from and to the points covered. They 
charged that they were prejudiced and injured by the reports, 
orders and certificates issued by the Commission. The report 
and order and certificate, they said, were erroneous, contrary 
to law, in excess of the authority of the Commission, and un- 
supported by evidence. 


SUPREME COURT ACTION 


In No. 440, C. T. Earle, Petitioner, vs. Illinois Central Rail- 
road Co. and Yazoo & Mississippi Valley Railroad Co., the Su- 
preme Court of the United States has denied a petition for 
certiorari. The petitioner contended that the Tennessee Su- 
preme Court had erred in affirming a decision by the Tennessee 
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Court of Appeals that the railroads had not broken a contrag 
in notifying the petitioner, by a letter written to him on July 
26, 1933, that his name had been removed from the seniority 
list because he had not performed service “off the regula 
extra board” for a period of six months. The Court of Appeals 
found that the petitioner had been let out of service in January. 
1933. The petitioner had been employed by the respondent rail. 
roads as a switchman or yardman, subject to terms of a cop. 
tract between those lines and the Brotherhood of Railroag 
Trainmen. 

The Supreme Court of the United States, in a per curian 
decision in No. 423, Royal Cadillac Co., Inc., petitioner, vs. the 
United States and the Interstate Commerce Commission, saiq 
that the only substantial question raised by the appeal—whether 
appellant could continue to operate pending a determination 
of its application for a certificate of public convenience an 
necessity by the Commission—had become moot, since the Com. 
mission had denied the application, September 16 (see Traffic 
World, Sept. 19, p. 642). The Supreme Court decision affirmed 


the judgment of the federal court for the southern district of 
New York. 





SUGAR TRANSPORTATION 


Areas to be served by primary distributors in two of the 
nation’s 12 sugar delivery zones have been increased by an 
Office of Price Administration order reflecting changes in the 
location of sugar supply. Consequent reductions in the territory 
served by western beet and sugar processors were made at the 
same time, said O. P. A., adding: 


To reduce the length of freight hauls and the burden of freight 
costs borne by the government, sufficient off-shore raw sugar has been 
diverted to the Boston area to permit refiners in that center to serve 
Maine and New Hampshire as a part of Zone 1. These two states were 
previously a part of Zone 11, which was served by western refiners, 
with the government reimbursing the shipper for the added freight cost 
entailed. 

Zone 5 has been expanded to include that part of the state of 
Virginia which until now has been part of Zone 11. Supplies held by 
Defense Supplies Corporation and supplies of off-shore refined sugar 
recently received will be made available in this area. 

The same order that makes these changes also revokes the previous 
provision for shipments of sugar into Zone 1 by primary distributors in 
Zone 12. 

Sugar zones are established as a means of controlling shipments 
of sugar by refiners, importers and other primary distributors. 

The changes are made by Amendment No. 1 to Second Revised 


Zoning Order 1 under Rationing Order No. 3. Effective date of the 
order is November 6. 


Transportation and Price Control 


The Office of Price Administration has issued a manual 
containing digests of interpretations relating to services under 
its General Maximum Price Regulation and Maximum Price 
Regulation No. 165—Services. Among services covered by 
those regulations, the manual lists the following services and 
interpretative rulings: 


Commercial storage and warehousing. The service of commercial 
storage and warehousing is not regarded as the service of a public 
utility within the exemptive provisions of section 203(c)(2) of the 
emergency price control act even though the rates of the company are 
controlled by a state public utility commission. 

Freight forwarding. A company engaged in the freight forwarding 
business whose function includes the preparation of ocean bills of lad- 
ing, dock receipts, export customs declarations and consular invoices, 
but who is not interested in the purchase or sale or physical handling of 
merchandise, is covered by section 1499.101(c)(25) of Maximum Price 
Regulation 165. 

Carloading and unloading. ‘‘Carloading and unloading,’’ as used 
in section 1499.101(c)(11) of Maximum Price Regulation 165, means such 
services in the generic sense, and covers loading and unloading not only 
of railroad cars but barges, lighters, trucks, wagons and similar col 
veyances. 

Automobile and truck rentals. The rental of used automobiles and 
trucks is covered by Maximum Price Regulation 165. Where, howeve!, 
the transaction actually is a sale of the service of hauling, even though 
called a rental, it is covered by the General Maximum Price Regulation. 
Thus truck “‘rentals’’ in which the truck-owner retains possession and 
control of the truck (as is usually the case when he furnishes the driver) 
are covered by the G. M. P. R. as a sale of the service of hauling. 

Truck leasing. The leasing of a delivery truck to a creamery com: 
pany by a truck leasing company under rental agreement which pro 
vides for fixed weekly charges for each vehicle, plus a charge for each 
mile traveled, the lessor to furnish gasoline, oil, tires, garage facilities, 
and all expenses of operation and maintenance, is subject to the pro 
visions of Maximum Price Regulation No. 165. 

Contract transportation. Section 1499.101(c)(60) of M. P. R. No 
165. covering rental of transportation equipment, does not include 
trucking, local hauling or transportation by. contract carriers, since 
such services do not involve any rental of the equipment, which Ire 
mains in the possession and control of the otner. Contract transpor 
tation by other than common carrier is covered by the G. M. P. R. 
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Servicing of merchandise for shipment. Section 1499.101(c) (60), 
covering the “servicing of merchandise for shipment,’’ refers not only 
to the merchandise, but also to the railroad, trucking or other transpor- 
tation equipment in which the merchandise is shipped. The words 
within the parentheses in the definition indicate that the containers of 
the merchandise are covered as well as the merchandise itself where 
the services are rendered in order to prepare the container to ship the 
particular merchandise: e. g., pre-cooling or icing of refrigerator cars, 
cleaning or sand-blasting of tank cars, are covered by this section. 


In a list of interpretative rulings pertaining to services 
excepted from price control, the O. P. A. manual includes the 
following: 


Definition of common carrier. A common carrier, for the purposes 
of the General Maximum Price Regulation, is one which holds itself out 
to perform transportation service for hire for the public generally. 
The existence of state regulation or tariff filing requirements do not 
determine the common carrier status under the G. M. P. R. 


Hearing in the case resulting from action by Price Admin- 
istrator Henderson seeking an injunction prohibiting the Wash- 
ington, Marlboro & Annapolis Motor Lines, Inc., increasing its 
fare between Seat Pleasant, Md., and points in the District of 
Columbia, was not held November 12 as had been planned 
(see Traffic World, November 7, p. 1081). The hearing was 
postponed and was expected to be held some time in the week 
beginning November 16. The issue involved is whether the 
increase proposed is a “general increase’ subject to the pro- 
visions of the emergency price control act as amended. 


0. P. A. and Citrus Rates 


Price Administrator Leon Henderson has petitioned the 
Commission to suspend rates contained in certain Peel, Haynes 
and Hoke schedules, and any other schedules making like 
increases, so far as they propose rates in cents for one hundred 
pounds on citrus fruits higher than the rates in effect Septem- 
ber 15, and has asked that the Commission investigate the 
justness and reasonableness of the proposed increased rates. 
The items referred to are in Supplement 31 to J. R. Peel’s 
I. Cc. C. No. 3430; Supplement 47 to J. P. Hayne’s I. C. C. No. 
1372; and Agent R. H. Hoke’s I. C. C. No. 642, covering rates 
on citrus fruit from producing points in Arizona, California 
and Texas to consuming points throughout the United States. 
The petition said that, in general, the adjustments in these 
publications were for the purpose of complying with the order 
of the Commission in I. and S. No. 4786 and related cases. 
Effective date of the schedules, said the petition, was Novem- 
ber 15, the earlier date of October 15 having been postponed 
in order to comply with the provisions of the price control act 
as to notice to the President of proposed rate increases. 

However, said the petition, some of the schedules pro- 
posed increases in rates which were not required or authorized 
by the Commission’s order in I. and S. No. 4786. No objection 
was made by the petitioner, the brief said, to the report and 
order of the Commission, nor, it said, was the petition to be 
construed as a request to postpone the effective date or other- 
wise modify that report and order. 

The petition said that I. and S. No. 4786 and related cases 
were not, however, rate cases. It was well known, the petition 
added, that they involved the question of estimated weights 
and in particular the relationship between the estimated weights 
to be applied to different varieties of fruit and to fruit packed 
in different types of containers. ‘The Commission, said the 
petition, had recognized that there would be on the average 
an increase in billing weights and had ordered the carriers to 
publish rates in cents for one hundred pounds which would 
not exceed rates in effect October 4, 1940, reduced 5 per cent. 
The Commission had pointed out, the petition observed, that 
many voluntary reductions had been made by carriers since 
October 4, 1940, but did not instruct the carriers as to the 
treatment of those reduced rates. The petition said it was 
directed only against increases in rates in cents for one hundred 
pounds contained in these tariffs and not against increases in 
estimated weights or carload minimum weights. 

The increased rates, said the petition, resulted in increased 
charges per box to many important consuming points, and 
appended examples of such increases. These increases in cents 
for one hundred pounds, it said further, were an adjustment of 
such generality as to come within the meaning of the stabiliza- 
tion act. The petition also pointed out that the ceiling price 
of citrus fruit had been established by the Secretary of Agri- 
cylture “on tree”, and called attention to the fact that this 
Was a price at the producing point rather than a price at des- 
tination. Under free marketing, said the petition, prices had 
tended to be set at various destinations, depending upon the 
demand or purchasing power. In the case of citrus fruit, with 
Price ceilings to be based primarily upon the producing point 
Prices specified by law, this represented a fundamental change 
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in the effect of advances in transportation rates upon the citrus 
industry, said the petition. The growers and shippers of citrus 
fruit, it said, who in the past had been most concerned with 
proposed increases in transportation charges on their products, 
would have only an indirect or secondary interest in these pro- 
posals, and the price administrator would be powerless to pre- 
vent the addition of advances in transportation charges to the 
prices which the consumers would have to pay for citrus fruits. 


Petroleum Rate Changes 


The Commission November 13 in I. and S. No. 5162, sus- 
pended for 7 months from November 15 the proposed petroleum 
rate changes. The matter has been set for hearing December 
7 in Washington before Examiner Stiles. 


Asserting that if the railroads are permitted to increase 
rates on petroleum to the east as they propose (see Traffic 
World, September 12, p. 612, and November 7), the cost to 
the public will be $50,000,000, Price Administrator Henderson 
has asked the Commission to suspend the rates scheduled to 
become effective November 15. Increased transportation costs, 
said he, also would tend to restrict movement of crude oil to 
the vital industrial east, now almost entirely dependent on 
rail shipments. 

Mr. Henderson asked that the special petroleum rates 
made effective in September, 1941, and which expire November 
14, be continued. In proposing the changes, the railroads said 
the rates on crude oil were not compensating. Mr. Henderson 
said the proposed rates, if made effective, would result in an 
increase of 6% per cent in freight charges for fuel oil and in 
23 per cent on crude. 

Net operating income of carriers before taxes, he said, 
ranged in percentages to as much as 2,700 per cent in the first 
eight months of 1942 over the same period of 1941, while 
higher prices, rationing and other sacrifices for the war effort 
had curtailed the economic scope of the consuming public. 
In this connection he said: 


It is estimated that if the rates in question are allowed to be in- 
creased, it will cost fifty million dollars, which will be additional 
revenue to the railroads. The carriers involved in this matter at this 
time do not need additional revenue. All common carriers by railroad 
and especially those handling oil have profited greatly due to the 
sharply increased volume of traffic which they have received as a 
result of the war. The monthly reports to the Interstate Commerce 
Commission show that they have on the whole had a substantial in- 
crease in their revenues and are financially in better condition than 
they have been in many years. 

On the other hand, it is clear to the Office of Price Administration 
that the petroleum industry cannot bear further increase in its cost 
of operations. It cannot absorb the increased transportation costs 
resulting from the proposed increased rates. Therefore, only two 
alternatives remain if the increase is allowed. Either subsidy must 
be paid by the federal government to cover the additional transpor- 
tation costs or prices of petroleum and petroleum products must be 
further increased. But it should be clear to all that the treasury 
cannot indefinitely be drained to enhance the earnings of carriers 
whose present financial condition is so bright and whose prospects for 
the future undiminished. 

There can be no doubt that there is an urgent need for capacity 
production of refineries in the eastern district, nor can it be ques- 
tioned that further increases in the prices of gasoline and petroleum 
products will be definitely inflationary. Their repercussions will re- 
dound into all segments of the American economy and tend to weaken 
the war effort. Already a substantial burden has been placed upon 
the economy of the nation by increased transportation costs, for the 
increase in the cost of transportation by railroad over the cost of 
transportation by water carrier, which was formerly available, amounts 
to approximately $300,000,000 a year. 

The industry, the consumers, and particularly the taxpayers are 
paying this whole bill. To require either of them to stand a further 
burden for the benefit of these railroads, which already are receiving 
excellent financial returns. would be inflationary and inequitable. 

This winter American families face the prospect of homes that are 
cold through the shortage of fuel. Normal use of passenger auto- 
mobiles has been so sharply restricted that no longer can they enjoy 
their accustomed travel. Certainly, it would be grossly unfair to 
tell the public that it must now assume this added burden of $50,000,000 
to get the little oil and gasoline which it needs for its very existence. 
No matter whether these proposed increases are absorbed by the gov- 
ernment or by the consumers, the public will bear the burden. 

Since all groups in the nation are compelled to sacrifice for the 
war efforts, these prosperous transportation companies should be com- 
pelled to bear their share of sacrifices. Thus, harm to the American 
economy would be avoided and the public’s willingness to bear its 
sacrifices cheerfully would be enhanced. 


“Railroads Excepted” 


The Price Administrator said that while almost every sale 
and service in the country had been stabilized, the services of 
common carriers had been excepted. In light of present war- 
time conditions, he added, “it is inconceivable that the vital 
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field of transportation should be regulated in a peace-time 
manner.” He said that both the President and Congress had 
indicated that the charges of common carriers were to be 
stabilized in the interest of total economy. 

While freight rates on gasoline, kerosene and refined oils 
were to remain at 75 per cent of the rate in effect prior to 
September, 1941, the increased tariffs on crude petroleum fuel 
oil and other petroleum products would have a far reaching 
effect, the administrator said, adding: 


Crude petroleum must be transported by railroad into the refineries 
located along the eastern seaboard so that they can continue produc- 
tion, for there is no other means by which they can secure their crude 
oil at this time. The production of these refineries is required to 
produce enough fuel oil for the continued operation of war industries 
and for the heating of homes. Sufficient fuel oil cannot be produced 
in refineries in other sections of the country to meet the needs of 
the eastern industrial area completely. Furthermore, the operation 
of the eastern refineries equipped to produce high octane gas and its 
components is necessary because capacity production of all American 
refineries capable of making these products is necessary to the war 
effort. Airplanes, tanks, and other military vehicles are dependent 
upon high octane gas. The synthetic rubber program requires large 
quantities of materials such as butadiene and styrene, enough of which 
cannot be produced in other sections of the country to supply the 
present or expected needs. Therefore, the eastern refineries are 
needed to supply sufficient quantities of these vital materials. If crude 
oll is not moved into the eastern region in large quantities, the eastern 
refineries will have to close their plants and these products will 
not be produced in sufficient quantity for war. 


Railroads Answer 


The ra‘lroads have filed an answer to the petitions filed by 
the Temporary Subcommittee on Tank Cars of Transportation 
Committee, District No. 1, appointed by the Petroleum Co- 
ordinator for War, and Price Administrator Henderson asking 
for suspension of proposed reduced, revised and increased rates 
on petroleum and petroleum products, effective November 15, 
and suspension of the expiration date of November 14 in con- 
nection with the present rates. The railroads, respondents 
named in the petition, declare that the proposed rates are not 
only unreasonably high, but, are, in fact, much below a max- 
imum reasonable basis. They ask that these petitions, and 
any other petitions for suspension of similar character, not be 
granted. 

The railroads said that, in replying to the petitions for sus- 
pension, they would confine themselves to allegations therein 
raising issues as to the lawfulness of the proposed rates under 
the provisions of the interstate commerce act. 

“That statute both defines the jurisdiction of the Commis- 
sion with respect to rates and prescribe the standards that are 
to control it in the exercise of such jurisdiction,” they said. 
“We accord'ngly ignore all those allegations of the petitions 
which relate to the effect of increases in rates on the national 
economy and confine ourselves to a consideration of those 
which raise in one form or another an issue as to the reason- 
ableness under section 1 of the act of the rates against which 
the protests are directed. There are no allegations of illegality 
under any other section of the act. 


“That the proposed rates are not only unreasonably high 
but are in fact much below a maximum reasonable basis is 
not d fficult to demonstrate. For one thing, it is apparent from 
a mere consideration of their measure in comparison with those 
now and previously in effect.” 


As a foundation for their contentions, the railroads said 
that in 1931, in No. 1700, part IV, Petroleum and Petroleum 
Progucts, 171 1. C. C. 236, 16 1. CC. G7, TO LCC 1, 
182 I. C. C. 470, the Commission prescribed a schedule of rates 
for application on petroleum and its products from oil pro- 
ducing territory in the southwest to southern and official clas- 
sification territories, as well as rates within and between 
southern and official territories. They said the Commission 
indicated clearly in its report that the rates so prescribed were 
in some instances less than reasonable maximum rates. Except 
for some modifications, made voluntarily by the railroads from 
time to time, they said, the rates prescribed in that proceeding 
continued in effect until September 15, 1941. 

The carriers then reviewed the steps that resulted in the 
establishment of the emergency rates because of conditions 
requiring increased movement by rail. To enable such move- 
ment, said they, it was represented that substantial reductions 
in the rail rates were necessary. It was further represented 
that there would not be a movement by rail in excess of 
200.000 barrels a day, they said. In fact, it was positively 
stated that the railroads could not obtain sufficient tank car 
equipment to move even 200,000 barrels a day. It was agreed, 
they said, that the reduced rates would be temporary in char- 
acter, as it was expected that tankers loaned to Great Britain 
would soon be returned. Accordingly, the rates agreed on were 
published to expire on June 30, 1942, unless sooner canceled, 
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changed or extended. The basis that was accorded repre. 
sented reductions ranging from 25 per cent on the refined oils 
to 50 per cent on the crude oil, said the carriers. The fore. 
going related to a conference held between representatives of 
the oil coordinator and the Temporary Sub-Committee on Tank 
Cars and representatives of the carriers. 

At the time the reduced rates were made, the United States 
was not at war, said the carriers, and as a result of the war, 
addititonal tankers were taken from domestic service and the 
volume moved by rai‘l increased very rapidly until the rajj- 
roads were being called on to handle an average of about 
850,000 barrels a day, or over four times the quantity they 
stated they would be able to handle, and coryespondingly 
greater than either the petroleum coordinator or the oil indus- 
try thought was possible on account of the tank car s‘tuation, 

“During the development of this situation, the railroads’ 
earnings on other oil traffic had been much impaired by the re- 
striction prohibiting the use of a tank car within a radius, first 
of 100 miles, and later extended to 200 miles,” they sad. “The 
business that has been lost within these restricted areas was 
relatively very much more profitable than that moving under 
these greatly reduced rates covering these long-haul move- 
ments.” 

The railroads generally became convinced that the busi- 
ness under the rates established contributed little if any profit 
and that some of the movements were on a basis that did not 
contributes to the cost of the service involved, according to 
the answer. They therefore proposed to advance the crude oil 
rates, effective July 1, 1942, but on representations made by 
the Sub-Committee on Tank Cars, the railroads voluntarily 
extended these rates for a period of four months, “during 
which time it was understood a subvention plan would be pro- 
vided so as to compensate the oil industry for the increased 
transportation cost resulting from the shift in service from 
tanker to rail.” 


The railroads said that after thoroughly discussing the sit- 
uation with the directly interested departments of the govern- 
ment, tariffs were published proposing moderate increases in 
the existing depressed rates on crude and fuel oil. 


“Those tariffs contemplate,” they said, ‘extending for an- 
other full year without increase the reduced rates made effec- 
tive on September 15, 1941, on gasoline and kerosene and il- 
luminating and burning oil (except fuel oil). On fuel oil and 
gas oil the tariffs contemplate extending the reduced rates for 
another full year but revising the basis thereof to be 85 per 
cent of 75 per cent of the rates prescribed in Docket 17000, 
part 4, from the southwest and the south and §5 per cent of 
75 per cent of 32% per cent of first class from points in 
official territory. On crude oil the tariffs also contemplate 
extending for another full year the reduced rates but changing 
the basis to be 82 per cent of 75 per cent of the refined oil 
rates which were prescribed in Docket 17000, part 4 from the 
southwest and south and 85 per cent of 75 per cent of 32% 
per cent of first class from points in official territory, subject, 
however, to 16 per cent of first class as maximum. Those new 


rates, like the present rates, are to be subject to the Ex Parte 
148 increases. 


“Benzine, casinghead gasoline, naphtha, and naphtha dis- 
tillate, previously carried on the reduced gasoline basis, are, 
under the proposal, to be restored to the normal basis for the 
reason that those commodities did not prior to the emergency 
move to the eastern seaboard in tank steamers and, therefore, 
were erroneously included in the reduction in the first instance.” 

The carriers cited illustrations in support of a contention 
that the proposed rates on fuel oil were lower than the Com- 
mission prescribed as minimum rates on fuel oil from south 
Atlantic ports in the same territory. 


In order to judge the reasonableness of these rates, said 
the carriers, it was necessary to give due consideration to the 
character of the service which the necessities of this traffic 
required, as well as the burdens on railroad facilities which the 
movement occasioned. Among these factors the railroads said 
certainly should have some bearing on judging the reasonable- 
ness of the rates were the following: 


1. This is not a movement by regular trains; it is a special ex- 
pedited movement not only insofar as the loads are concerned but as 
well as regards the return of the empties, as each car must perform 
the maximum possible service. 

2. Unlike ordinary empty movements, which can be used as “‘fill- 
ins,’’ these cars have to be moved back in large blocks. 

3. This movement ties up from 1200 to 1300 engines, which are €x- 
clusively engaged in this traffic, and therefore depletes participating 
railroads of a great deal of power that is unavailable for other traffic. 

4. The necessary speed required results in lighter tonnage trains 
than would otherwise be possible,.with resulting extra burden on the 
power. 


5. The traffic is of an exceedingly hazardous nature, as experience 
has demonstrated 
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In view of what has been shown above as to the low level of the 
resent and proposed rates on oil as compared with other rates, what 
js said in the petitions with respect to the recent relatively favorable 
fnancial condition of the railroads is wholly beside the point. It is 
immaterial what may be the earnings of the carriers from their entire 
traffic in view of the evident fact that the particular traffic involved here 
jg not now paying its way. The test here is whether the Commission 
would feel justified in prescribing the protested rates as maximum rea- 
sonable rates. If it would not, it has no right to suspend them. 


0. P. A. Rate Notification 


The form and substance of the notice of proposed general 
increases in rates and charges of common carriers and other 
public utilities, as provided for in the emergency price control 
act as amended, were set forth November 13 by the Office of 
Price Administration. 

All increases in common carrier or other public utility 
rates or charges which affect a class of passengers, shippers, 
or customers, as distinguished from an increase chargeable to a 
particular customer or transportation service under special ar- 
rangement were defined as “general rate increases.” The act 
requires that O. P. A. be notified thirty days before any such 
“general rate increase” can go into effect. 

The definition is contained in procedural regulation No. 11, 
effective November 12, which specifies the form and manner 
in which common carriers and other public utilities must notify 
Price Administration Leon Henderson of proposed increases 
in rates. 

The order specifies that thirty days before any rate in- 
crease goes into effect there shall be filed with the transporta- 
tion and utilities division of the O. P. A. in Washington two 
copies of the notice. 

The order further specifies that if authority of any regula- 
tory body is required for establishment of the increased rates, 
the price administrator shall be notified before the time such 
authority is sought by the common carrier or public utility, 
so that it may intervene in the proceedings. Each notice must 
include a statement by the common carrier or utility that it 
consents to the intervention by the price administrator. One 
copy of each notice must be signed by an executive officer, 
traffic officer or a duly authorized attorney of the company. 

The order requires that notices by common carriers con- 
tain the names and addresses of the carriers on whose behalf 
the not’ce is filed, except that when an agent files on behalf 
of a group of carriers who are parties to a tariff filed with a 
federal agency, reference may be made to the tariff. In cases 
where the tariff is not filed with a federal agency, one copy 
of the tariff may be attached to the notice. 

In cases of some increases of minimum character rates, 
additional information must be filed. 


T., P. & W. LABOR CASE 


Giving effect to the views expressed in its letter of Novem- 
ber 5 to President McNear, of the Toledo, Peoria & Western, 
the National War Labor Board has issued a “directive order” 
denying the requests of Mr. McNear for a hearing befare the 
board, finding that the T., P. & W. “is hereby deemed to be in 
continued defiance of the National War Labor Board and the 
President of the United States,’’ and that, because of this con- 
tinued defiance, it is the opinion of the board that the railroad 
should not be returned to the management of the carrier cor- 
poration, at least for the duration of the war, but that the gov- 
ernment should manage or arrange for the management of the 
railroad for the duration of the war. In its order, the board 
stated it was its opinion that continued management of the 
railroad under direction of the government for the duration of 
the war was imperative in the interests of the war effort (see 
Traffic World, Nov. 7, p. 1091). 


Replying to charges by George P. McNear, president of 
the Toledo, Peoria & Western Railroad, that the operation of 
the T. P. & W. by the Office of Defense Transportation was 
wasteful (see Traffic World, November 7), Director Eastman 
of the O. D. T. said, in a telegram to Mr. McNear, that any 
charges of wasteful operation that the latter cared to make 
would create an issue that would be considered by the govern- 
ment only after the railroad corporation had complied with 
the National War Labor Board’s order and had resumed pos- 
session of its properties. 

Mr. Eastman denied Mr. McNear’s charges. 
the telegram to Mr. McNear follows: 


Answering your telegram of November 4, I deny all your charges 
of gross waste and improvident operation of the properties of the To- 
ledo, Peoria, & Western Railroad. By virtue of the executive order, it 
is my duty to operate these properties for the government pending such 
termination of the existing labor dispute between the railroad corpora- 
tion and its former employes as may be approved by the National War 
Labor Board. Therefore, any charges you care to make will create an 
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issue and will receive consideration by the government only if and when 
the railroad corporation has complied with the provisions of the di- 


rective order of the War Labor Board and has resumed possession of 
its properties. 


Mr. Eastman explained that the statement, “any charges 
you care to make will create an issue,” was used with ref- 
erence to post-war negotiations between the government and 
the railroad corporation as to the amount of compensation to 
be paid the latter by the former, after restoration of the rail- 
road to private operation. Any charge of wasteful operation 
would be an issue in such negotiations, he said. 


Railroad Manpower 


As an example of labor-management contract provisions 
that, in its opinion, acted as a curb on production, a subcom- 
mittee of the Senate’s special committee investigating the de- 
fense program (also known as the Truman committee) cited 
“some of the extremely short hauls between division points on 
railroads which under present contracts constitute a full day’s 
work for the train crew.” 

The subcommittee in its report on manpower made public 
November 12, made the recommendation, among others, that 
conferences be arranged with labor and management and local 
and state officials to obtain suspension or revision of any work 
rules, contract provisions, trade practices or usages, or statutory 
provisions, that acted as a curb on production. In the examples 
it mentioned it included, besides the reference to waste of man- 
power under rail labor contracts, the limitation of soft coal 
miners to 35 hours a week and the restrictions on utilization 
of labor in the construction field under building trades contracts 
“which by minute assignment of certain work to certain crafts 
sometimes require the services of three or four men to do a 
job that one could do more quickly alone.’ 

The subcommittee opposed compulsory drafting of labor 
and recommended balancing of military manpower and military 
production to fit the country’s maximum potential manpower. 
It urged that a single head be made responsible for the man- 
power program, that this director know and have a voice in 
final determination of military and war production manpower 
demands, and that Selective Service and the U. S. Employment 
Service be closely coordinated. 

Three railroad labor union leaders testified about rail man- 
power requirements at a hearing November 10 before the Sen- 
ate committee on education and labor. The witnesses were: 
David B. Robertson, president of the Brotherhood of Locomo- 
tive Firemen and Enginemen; George M. Harrison, president 
of the Brotherhood of Railway and Steamship Clerks, etc., and 
B. M. Jewell, president of the railway employes’ department 
of the American Federation of Labor. 


Manpower on Western Roads 


Shortage of help on the Western Pacific, resulting in issu- 
ance of embargoes by that road, was brought to the attention 
of Washington officials. A message to draft boards in far west- 
ern states to take into consideration the manpower needs of 
the railroads in classifying men for the army was sent by 
Selective Service. The O. D. T. also considered the situation. 
Otto Beyer, d'rector of the O. D. T. division of transport per- 
sonnel, said O. D. T. officials were “very apprehensive” as to 
the manpower situation on the railroads. 


Red Cap Tip Status 


L. Metcalfe Walling, administrator of the Labor Depart- 
ment’s wage and hour and public contracts divisions, in a re- 
port to the Senate on conditions and practices of employment 
of red caps in railroad and terminal companies, has recom- 
mended amendment of the fair labor standards act to prohibit 
the application of tip receipts toward the payment of the 
minimum wage. He said such an amendment would eliminate 
the use of “tip accounting plans” in those railroad and bus 
industries in which they still prevailed and would prevent re- 
establishment of such plans by railroad companies that had 
abandoned them in 1940 and 1941. 

The report indicated that the amendment was aimed pri- 
marily at the “accounting and guarantee plan” that came into 
general use by railroads and terminal companies in the first 
two years of operation of the fair labor standards act. Under 
that plan, Mr. Walling observed, railroads counted the tips 
received by red caps as part of their wages, in meeting the 
minimum wage requirements of 25 cents an hour in the first 
year of the minimum wage law and 30 cents an hour there- 
after. He added that this method of payment provided that 
any difference between the tips received by a red cap and the 
minimum wage due him for the hours worked would be paid 
by the company, and noted that the Supreme Court of the 
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United States, in its decision in the Pickett and Jacksonville 
Terminal Co. cases in March, 1942 (see Traffic World, March 
7, p. 635), upheld this system by ruling that tips were “wages” 
within the meaning of the fair labor standards act. 

He said that in 1940 the “accounting and guarantee plan” 
was replaced in most companies by the 10-cents-a-bag system 
under which red caps were employed on a straight wage basis 
and required to collect 10 cents a bag from passengers, which 


amount they turned over to their employers. Continuing, he 
said: 


The record shows clearly that the ‘‘accounting and guarantee plan”’ 
operated in many instances to deprive red caps of the minimum wage 
rates guaranteed to them by the law. Many red caps who received less 
than the minimum wage in tips nevertheless reported that they had re- 
ceived the minimum wage, either under real or imagined intimidation 
from management, or out of fear that they would be discharged or 


disciplined if their tip earnings did not meet at least the minimum wage 
level. 


Mr. Walling said the 10-cents-a-bag system created fric- 
tion between red caps and employers because the red caps 
objected to turning over the money that seemed to them to be 
in the nature of personal gratuities, and because they thought 
the system reduced the tips or payments in excess of 10 cents 
that they received. He added that many of the problems 
arising out of this system had been solved by collective bar- 
gaining and that the wage and hour division had never ques- 
tioned its legality. 

“It should be borne in mind, however,” he said, “that by 
the use of the ‘accounting and guarantee plan’ and the 10-cents- 
a-bag system the railroad and terminal companies were able 
to avoid additional annual red cap payroll, over and above that 
which they paid, of approximately $2,000,000, which would have 
been required had red caps been paid wages and been permitted 
to keep all passenger payments without accounting for or turn- 
ing them back to the companies.” 

He said it was clear that neither the “accounting and 
guarantee plan” nor the 10-cents-a-bag system violated the 
letter of the fair labor standards act, but that he believed 
the former plan “unquestionably” violated the spirit of the 
act. The 10-cents-a-bag plan was “easily susceptible” to regu- 
lation under the fair labor standards act in its present form, 
but the “accounting and guarantee plan” was not so easily 
susceptible to regulation and tended to deprive many employes 
of the minimum wage guarantees provided by the law, he de- 
clared. 

The situation in the far west deserved special mention, 
he said. He added: 


With few exceptions, red caps in this area had received the fair 
labor standards act minimum prior to October 24, 1938, and in addi- 
tion had kept all tips which passengers gave. Neither the ‘‘accounting 
and guarantee plan’’ nor the 10-cents-a-bag system was used in the 
1938-1941 period. Relations between red caps and managements in that 
area have been much more amicable than have relations in the east; in 
fact, it may well be said that the ‘‘red cap problem’’ was one which 
centered about the large eastern and midwestern and the southern sta- 
tions. In the far west, unlike the rest of the country, red cap employ- 
ment has increased since 1938, and average hourly earnings have re- 
mained relatively higher than those of the rest of the country. 


The investigation of conditions and practices of red cap 
employment was made pursuant to S. Res. 105, introduced by 
Senator Thomas, of Utah, and Mr. Walling stated in his re- 
port that the record of the investigation comprised 5,250 pages 
of transcript of sworn testimony, by 144 witnesses heard in 
Chicago, New York, Dallas, St. Louis and Washington, D. C., 
between July and December, 1941 (see Traffic World, De- 
cember 13, 1941, p. 1538). 


ARMY STEPS IN ON F. P. & E. 


The War Department announced, late November 7, that 
army personnel had been ordered to move over the Fairport. 
Painesville & Eastern Railroad raw materials essential to the 
maintenance and protective of vital equipment in war produc- 
tion plans in Painesville, O. The department said the army 
had not taken over the road. 

Transportation of those materials, it said, had been com- 
pletely interrupted by a labor dispute involving employes of 
the railroad. Most of these employes, it said, were members 
of district 50 of the United Mine Workers of America. 

Continued delay in the delivery of vital raw materials, said 
the department, would have resulted immediately in irreplace- 
able damage to equipment in plants engaged in essential war 
work. 

An army engineers battalion therefore began operating cer- 
tain railroad engines and gondola cars over the F., P. & E. at 
9:30 a. m., November 7, under the general direction of Major 
General Fred C. Wallace, commanding the Fifth Service Com- 
mand, it was announced. These “limited operations” by army 
personnel, it was stated, would be continued only so long as, 
and only to the extent that they might be necessary to protect 
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and maintain that equipment. The military police battalion was 
furnishing a guard, the department said. 

Action was taken only after every effort on the part of the 
War Department and those agencies of the government chargeq 
with the settlement of labor disputes had been unsuccessful jp 
obtaining a resumption of work, said the department. 

The department said it had called on the parties to resume 
normal transportation immediately and to settle their griey. 
ances while work continued through orderly processes in ae. 
cordance with labor’s and management’s agreement with the 
President. 

Asked under what act of Congress the army had taken the 
action it had with respect to operation of the F. P. & E,, it 
was stated at the War Department that the action was the 
result of general acquiescence of all parties, including the strik- 
ers, rather than by any act of compulsion. 

The War Department said November 11 it had been ag- 
vised that an agreement had been reached with respect to 
operation of the F. P. & E. and that therefore it had with. 
drawn its forces to insure operation. 


RAIL UNION HEADS CALL ON F. D. R. 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen, and D. B. Robertson, president of the Brotherhood 
of Locomotive Firemen and Enginemen, were visitors at the 
White House, November 6. After a short conference with the 
President, Mr. Robertson said that there had been a general 
overall discussion about the labor situation in the railroad 
industry. 

Answering a reporter’s question, Mr. Whitney said the 
Toledo, Peoria & Western Railroad had not been discussed. 
He added that the T. P. & W. had been “going along fine” since 
it had been taken over by the federal government and that 
John H. Barriger, Jr., serving as federal manager of the road 
at the direction of Director Eastman of the Office of Defense 
Transportation, was doing ‘“‘a 100 per cent job.” 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switching 
and terminal companies, totaled 1,321,453 as of the middle of 
October, an increase of 8.44 per cent over October last year, but 
a decrease of .01 per cent under September this year, accord- 
ing to a compilation by the Commission’s Bureau of Transport 
Economics and Statistics of rail employment based on pre- 
liminary reports. The employment, as of the middle of October, 
1942, was reported as follows: 

Executives, officials, and staff assistants, 13,282, profes- 
sional, clerical and general, 206,401; maintenance of way and 
structures, 283,264; maintenence of equipment and_ stores, 
357,829; transportation (other than train, engine, and yard), 
151,238; transportation (yardmasters, switchtenders and _hos- 
tlers), 15,930; and transportation (train and engine service), 
293,509. 





Women in Transport Jobs 


There are now about 120,000 women in transportation jobs, 
and at least 300,000 women will be engaged in such work 
before the war is over, according to Otto S. Beyer, director 
of the Office of Defense Transportation’s division of transport 
personnel. 

The jobs that remained to be filled by women were not 
all in the “white collar’ class but included employment in 
“shops, hangars, terminals and yards,” he said, adding that 
the transportation industry had found that such jobs could be 
filled satisfactorily “by women characterized, not by ‘tough- 
ness,’ but by intelligence and other qualities which naturally 
command the respect of their fellow workers and the public. 
He stated that, among the airlines, women soon would comprise 
at least 40 per cent of the personnel, including maintenance 
workers. He cited several instances in which airline positions 
formerly held by men were now held by women. He reported 
cases in which women were serving as bus drivers and observed 


that the use of women as truck drivers also was increasing. 
He continued: . 


Trucking companies also are beginning to employ women as chief 
clerks, claim adjusters, rate clerks, over-short-and-damage clerks, inter- 
line clerks, dispatchers, safety department workers, and terminal man- 
agers. 

The railroads have benefitted from their experience in the last wal, 
and again are returning to the use of women. Besides their work in 
the offices and around the stations, women are busy in the shops, in 
the yards and on the trains. They are to be found as engine wipers 


and cleaners, laborers in shops and stores, station agents, draftsmen 
and levermen. 


Mr. Beyer issued a long list of airline, local transit, inte- 


city bus, truck and railroad jobs that, he said, were now being 
filled by women. 
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Air Transportation 





Cargo Plane Construction 


Negotiations with the War Department and the War Pro- 
duction Board for construction of 1,200 cargo planes, for con- 
struction of facilities for their manufacture, for manufacture 
of materials described as “wood alloys” and for production of 
items he characterized as “corks in the bottlenecks” of war 
roduction had now been completed, Andrew J. Higgins, head 
of the Higgins Industries, Inc., of New Orleans, La., announced 
in a press conference in Washington, November 6. He stated 
also that he had received the “go-ahead” signal from the War 
Production Board for construction of a new type of engine, 
possessing advantages of simplicity of design, light weight, 
wide range of power capacity, and low fuel consumption. 

In the near future, he said, his plants would begin con- 
struction of a huge air transport plane, powered by six engines, 
and having a wingspread of 300 feet and a cargo-carrying ca- 
pacity of 200,000 pounds. This experimental plane was an 
enterprise of his own, he explained, adding that if it proved 
successful, as he was confident it would, even larger planes 
probably would be constructed. ; 

The so-called “wood alloy” that would be used in fabrica- 
tion of the envelope or “skin” of the planes to be built at his 
plants, he said, has been developed by Harry Atwood, one of 
the nation’s first aviators. Samples of the material that he 
exhibited showed that they involved the use of thin sheets of 
plywood and metal, bound together with a plastic material. 

Construction of the 1,200 cargo planes called for an ex- 
penditure of about $180,000,000, and the cost of the facilities 
would be approximately $30,000,000, he said. The work could 
not be started, he added, until the Maritime Commission had 
completed removal of the material that had been assembled 
prior to the cancellation, by the Maritime Commission, of a 
Higgins contract for construction of 200 Liberty ships. Can- 
cellation of that contract had “left a deep scar,” he declared. 
However, he said, that action had not militated against his 
efforts to do everything that could be done to help win the war. 

Asked whether the output of cargo planes, once production 
had begun, would reach a rate of ten a day, Mr. Higgins said 
the production rate would be “much more than that.” 

Ample supplies of the kind of lumber needed in the “wood 
alloy” process were available in Louisiana, parts of Texas, and 
Mexico, and the lumber could be brought to New Orleans by 
flotation, that the country’s transportation facilities would not 
be burdened by the hauling of supplies to the cargo plane plant, 
said Mr. Higgins. He said that the engines that his organiza- 
tion would build would be used not only for planes and boats 
constructed by the Higgins Industries, but also by other com- 
panies engaged in production of ships or planes for the United 
Nations. 

The plant for construction of parts, shortages of which now 
constituted ‘“‘corks in the bottlenecks’ of war production, like- 
wise would be devoted to supplying the needs of war industries 
generally, he said. 

Mr. Higgins said he was returning to New Orleans after 
having spent five weeks in Washington. He said he had come to 
Washington in response to an invitation extended by President 
Roosevelt when the latter visited his plants in New Orleans in 
the course of a war establishments inspection tour, that he had 
had a 45-minute conference with Mr. Roosevelt, and that he 
had subsequently held frequent conferences with Chairman 
Nelson of the War Production Board and other officials inter- 
ested in war production activities. 


AIR ACCIDENT INVESTIGATIONS 

Representative Kleberg, of Texas, speaking on behalf of 
the House select committee to investigate air accidents, dis- 
cussed the cause of an air accident at Miami, Fla., in which 
an Eastern Air Lines transport plant under contract to the fed- 
eral government in the army freight cargo service collided with 
an army bomber on a runway prior to take-off. He said the cargo 
plane operated by Eastern Air Lines was authorized by the 
control tower, in charge of the Civil Aeronautics Authority, to 
begin the take-off, and that the army bomber, without any con- 
tact from the control tower, started its take-off on the same 
runway, with the result that the two planes collided. va 
“We found,” said Mr. Kleberg, “that neither the Civil 
Aeronautics Board nor the Civil Aeronautics Administration 
Considered that they had jurisdiction to investigate this acci- 
dent. We therefore made arrangements to hold a joint hearing 
With the army and representatives of the C. A. B. and the C. 
. A. in executive session. Your committee was the only agency 
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in existence empowered to conduct an investigation of such 
vital importance, and to secure the cooperation of all the civil 
and military agencies involved in this accident. As a result 
of our investigation into this accident an agreement was reached 
between the army, the C. A. A. and other interested parties 
which will be instrumental in preventing further accidents of 
this kind.” 

Mr. Kleberg said that a crash between an army bomber 
and an American air liner near Palm Springs, in southern 
California, at an altitude of 9,000 feet, in which 12 persons 
were killed, was the result of a misinterpretation of flight con- 
tact rules set out by the Civil Aeronautics Administration. He 
said the C. A. A., the ferry command and the interceptor com- 
mand now had agreed tentatively to an interpretation of con- 
tact flight rules to be applied in the Rocky Mountain area. 

“We are now working to cover the entire nation with a 
plan which will leave no uncertainty as to the interpretation of 
contact flight rules,” he said. 


Caribbean Area Air Service 


The Civil Aeronautics Board has announced that the nine 
companies responding to the board’s invitation to “anyone with 
suitable equipment and personnel immediately available” to 
apply for temporary airline operating certificates in the Carib- 
bean area, have completed their testimony before Examiners 
William J. Madden and Ralph L. Wiser, of the C. A. B., in 
hearings in Washington. 

The nine companies, said the board, were National Air- 
lines, Inc.; Expresso Aero Inter-American, S. A.; Eastern Air- 
lines, Inc.; British West Indian Airways; TACA, S. A.; KLM 
Royal Dutch Airlines; Aerovias Nacionales Puerto Rico, Inc.; 
Compania Nacional Cuba na de Aviacion, S. A.; and Colonial 
Airlines, Inc. Two of these companies, Aerovias Nacionales 
Puerto Rico and Colonial Airlines, requested permission to 
withdraw from the proceedings, the Board declared. 

The terminus within the United States for all the com- 
panies involved was Miami, Fla., the board said. National 
Airlines applied for six routes, the longest extending to Balboa, 
Canal Zone, carrying mail, passengers and express. Expresso 
Aero Inter-Americano applied for cargo service only between 
Miami and Havana, Cuba. Eastern Airlines applied for four 
routes, including the longest route requested at the hearing, 
from Miami to Natal, Brazil, carrying mail, passengers and 
express. British West Indian Airways applied for certificates 
from Port au Spain, Trinidad to Miami, and from Belize, 
British Honduras to Miami, carrying mail, passengers and 
express, while TACA reported to be planning to “‘Americanize” 
its ownership, requested certificates from San Jose, Costa Rico, 
and Ciudad Trujillo, Dominican Republic, to Miami. The KLM 
Royal Dutch Airlines applied for a route carrying mail, pas- 
sengers and express between Willemstad, Curacao, Nether- 
lands West Indies, and intermediate points, to Miami. National 
Cubana, a wholly owned subsidiary company of Pan American 
Airways, applied for a mail, passenger and express route be- 
tween Miami and Havana. 

Caribbean-Atlantic Airways, Inc., and Pan American Air- 
ways, Inc., both now holding operating certificates in the 
Caribbean area, intervened in the hearing, the board stated. 
According to testimony, Caribbean-Atlantic declared that under 
its own operating certificate it cquld meet any need for addi- 
tional service between Puerto Rico and the Virgin Islands, 
while Pan American stated that with additional equipment and 
ew schedules it could meet the need of “essential traffic” 
itself. 

With the record presented to its examiners now complete, 


the board set November 16 as the day for oral argument by 
the companies involved. 


Eastern Air Lines Mail Rates 


The Civil Aeronautics Board announced November 11 that 
it had ordered a substantial reduction in the rate of mail pay- 
ment to Eastern Air Lines, Inc., effective October 1, 1942, 
amounting to more than $750,000 a year and strongly empha- 
sized that the carrier should give early consideration to a re- 
duction in passenger rates. The board said that, in accord- 
ance with its policy laid down in the Panagra rate case, it did 
not disturb the mail compensation already paid to Eastern for 
the transportation of mail prior to October 1, 1942. 

The new rate of 0.3 mill a pound-mile was made uni- 
formly applicable to all Eastern’s routes, which provide service 
between New York and Miami, Fla., between Chicago and 
Miami, between New York and Brownsville and San Antonio, 
Tex., and various intermediate points. Harllee Branch, board 
member, dissented from the majority opinion. 

The effect of the board’s order, it was stated, was to re- 
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duce the mail compensation Eastern would have received un- 
der the previous rates by approximately $773,000 per annum, 
the board estimating that Eastern would receive mail com- 
pensation under the new rate of approximately $1,339,000 per 
annum, whereas under the old rates it would have received 
approximately $2,112,000, this latter amount being equivalent 
to approximately 0.47 mill a pound mile. Indicating that it 
expected the carrier to give early consideration to a reduction 
in passenger rates, the board noted that for the year ended 
June 30, 1942, Eastern's average revenue a passenger mile was 
5.21 cents as compared with an average of 5.02 cents for all 
other domestic carriers and that Eastern had participated with 
all other air carriers in what in effect amounted to an increase 
in passenger rates by discontinuing all discounts and special 
fares after July 1, 1942. ~~ 

“The matter of passenger rates cannot, of course, be acted 
upon in this proceeding,” the board said, “but we bring it for- 
ward for attention and it should have early consideration.” 

In establishing the new rate the board remarked that East- 
ern’s was the first domestic air carrier’s case to come before it 
where the carrier did not need an allowance in the mail rate 
to permit it to “break even” financially and where the carrier 
showed ability to conduct a profitable operation without mail 
pay. The board said, however, that ‘a number of domestic 
carriers are now attaining, or are very rapidly approaching, 
commercial self-sufficiency.” 

In its opinion the board indicated that several considera- 
tions had led it to the conclusion that the return adopted was 
a fair and reasonable one. The board cited the developmental 
objective of the civil aeronautics act, saying that the act sought 
the “encouragement and development of an air transportation 
system properly adapted to the present and future needs of the 
foreign and domestic commerce of the United States, of the 
postal service, and of the national defense,” and added that 
“we do not discharge our responsibilities to encourage and de- 
velop an air transportation system by closing our eyes to all 
policy considerations and fixing the mail rate at or near the 
lowest possible level.”” The board observed that the government 
through the Post Office Department receved more from users 
of the mail service than it paid to this carrier in mail com- 
pensation. 

Although the board made an allocation of investment 
and cost on the basis of the weight of mail carried as compared 
with the weight of passengers and other cargo carrier, it said 
that, “while the allocation of investments and cost on a weight 
basis appears to be reasonably sound for use in the proceeding 
we do not determine upon it with the thought that it will be 
unassailable in some future proceeding, particularly if pas- 
senger and property rates and therefore the whole question 
of allocation between all services are at issue. It should be 
clear . . . that the fair and reasonable rate for (Eastern’s) 
mail operation cannot be a mathematical conclusion repre- 
senting solely the cost of performing like services . . . but 
representing instead a judgment arrived at through a consid- 
eration of cost and other factors some of which are not sus- 
ceptible of mathematical evaluation.” 

The proceeding was docketed by the C. A. B. as No. 335, 
In the Matter of the Compensation for the Transportation of 
Mail by Aircraft, etc., Being Paid to Eastern Air Lines, Inc. 

Board Member Branch, in his dissent, said: 

My disagreement with the majority is mainly on two points. First, 
I believe that the rate of return, approximately 48 per cent, on that 
part of this carrier’s investment properly allocable to the mail service 
which it performs is excessive and cannot be justified. . . Second, by 
allowing such an excessive rate of profit in the carrier’s mail operations, 
the majority, has, in my opinion, provided a government subsidy for a 
earrier which is no longer in the ‘‘need’’ class—a determination not con- 
templated by the civil aeronautics act... 


AIR SERVICE AT SAN DIEGO 


The Civil Aeronautics Board has granted temporary au- 
thority to American Airlines, Inc., to serve San Diego, Calif., 
as an intermediate point on its route between Dallas, Tex., and 
Los Angeles, Calif., in the transportation of persons, property 
and mail. The board’s order said the Secretary of the Navy 
had represented to the board that, because of activities at or 
near San Diego closely related to the war effort, improved 
transcontinental air transportation service to and from that city 
was necessary in the interest of the national defense. 


Cc. A. B. AND COVERDALE DIRECTORSHIPS 
The Civil Aeronautics Board, by an order in No. 485, Ap- 
plications of William H. Coverdale and American Export Air- 
lines, Inc., for Approval of Interlocking Realtionships, has av- 
proved, conditionally, the holding by William H. Coverdale of 
the following positions: 


President and director, American Export Airlines, Inc.; president 
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and director, American Export Lines, Inc.; president and director, Se, 
board Airline Railway Co.; president and director, Canada Steamshj 
Lines Limited; director, Tennessee, Alabama & Georgia Railway (Co 
and director, Richmond, Fredericksburg & Potomac Railroad Co. ° 


The board said the approval granted by it should continye 
unless revoked pursuant to provisions of “section 248.1 of the 
economic regulations” or by its order after final determination 
of the proceeding in No. 319, with respect to each such position 


only so long as Mr. Coverdale continued in uninterrupted tenure 
thereof. 


AIRLINE EQUIPMENT INTERCHANGE 

_ In a move it said was designed to insure continuance of 
vital, commercial air serivce over the route of Inland Airlines 
Inc., from Denver, Colo., to Great Falls, Mont., and over the 
route of Western Air Lines, Inc., from Great Falls to Leth. 
bridge, Canada, the Civil Aeronautics Board approved an agree. 
ment between both companies covering the lease of aircraft to 
each other when necessary to carry on service. 

Because of lack of available transport aircraft, both com. 
panies were endeavoring to operate over certain of their routes 
with one Lockheed Lodestar each, the board stated. The lease 
arrangement, it said, would prevent suspension of service on 
the routes specified during such time as the airplanes owned 
by either company were out of service for engine overhauls 
or other emergencies. 


M. C. SHIP CONSTRUCTION PROGRESS 

American shipyards engaged solely in construction of Lib- 
erty ships brought the average time from keel-laying to deliy- 
ery down to 66 days a ship in October, the Maritime Commis- 
sion announced. 

“Compared with the original contract requirement of 105 
days for the completion of Liberty ships,” said the commission, 
“the October average is another indication that the original 
goal of 8,000,000 tons of new shipping by the end of this year 
will be met. The best previous average production time was 
70.1 days a ship in September. To date nine out of the eleven 
yards now producing the emergency cargo vessels are under 
the 105-day figure, while the other two are rapidly reducing 
their production time. 


REVISED SHIPBUILDING PROGRAM 


Admiral Land, chairman of the Maritime Commission and 
head of the War Shipping Administration, told the Society of 
Naval Architects and Marine Engineers in New York, No- 
vember 12, that the commission was designing a new type of 
cargo vessel to take the place of the Liberty ship. 

The new type of ship, said he, would be longer, wider and 
speedier and would have a greater carrying capacity than the 
10,000-ton limit of the present Liberty ship. When the Liberty 
was designed, said he, it was not contemplated that it would 
be required to carry the amount of guns, gun foundations and 
other protective devices now being installed, and it had been 
necessary to cut down the amount of cargo the ships originally 
were designed to carry. Uropuision machinery, said he, would 
be greatly increased in power, which, together with better hull 
form, would result in higher speed. Increased speed, said he, 
should render the modified Liberty ship less vulnerable to 
submarine attack in wartime and should greatly improve its 
commercial value in the post-war era. He said the merchant 
shipbuilding goal of 8,000,000 tons in 1942 would be reached 
and that the president’s demand for 16,000,000 tons of ocean- 
going vessels in 1943 would be fulfilled. Each succeeding 
month had witnessed a steady reduction in the production time 
required, said he. In a recent individual case, only 10 days 
elapsed from keel-laying to launching. More than 800 indus- 
trial plants were engaged in the program and the total nun- 
ber of workers in these plants and in shipyards reached nearly 
2,000,000, he said. 


TRADE WITH FRANCE BANNED 


Secretary Morgenthau announced on November 9 that all 
of France within continental Europe had been declared to be 
“enemy territory” under the restrictions against trade and 
communication with the enemy. 

Under previous regulations “occupied” France was “enemy 
territory” but “unoccupied” France was not so designated, he 
said, adding that the action now announced accorded “ur- 
occupied” France within Europe the same status as “occupied” 
France and the restrictions under the trading with the enemy 
act now applied equally to both. 

The Secretary’s action was taken by the amendment of 
the definition of “‘enemy territory” appearing in general ruling 
No. 11 issued under the freezing regulations and the trading 
with the enemy act. 
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N. A. R. U. C. Convention 


State Commissioners Move to Join O. P. A. in Effort to Eliminate Ex Parte 148 Rate Increases 


—Henderson and Eastman Speak—War Problems Discussed—Matson Elected President 


By Rosert J. Bayer, Staff Correspondent at St. Louis, Mo. 


The functioning of state commissions in wartime and the 
bd manner in which their work could best be related to that of 
various agencies of the federal government in the accomplish- 
ment of the war task occupied the first place in the attention 
of nearly 300 delegates and visitors registered at the fifty- 
fourth annual convention of the National Association of Utili- 
ties Commissioners at St. Louis, November 10, 11 and 12. The 
registration, it was said, compared favorably with other con- 
ventions, despite the fact that the meeting was called a 
“war convention.” Sessions which usually lasted four days were 
compressed into two and a half, and many of the committee 
reports were presented in printed form, thus saving the time 
that would have been consumed had they been read in full. — 
The speakers included a number of representatives of vari- 
ous wartime governmental agencies, each of whom asked for 
the cooperation of the state commissions in the carrying out 
of the task allotted, and there were frequent references by 
committee chairmen and those participating in discussions to 
the manner in which the state commissions could assist in the 
carrying out and policing of orders of those federal bodies. _ 
Frank W. Matson, Minnesota, president of the association, 
presided. The invocation was delivered by Charles Hanson, of 


the Missouri commission, and there were addresses of welcome 


by Frederick Stueck, chairman of that commission, and William 
Dee Becker, mayor of St. Louis. The latter referred to the 
manner in which the transportation agencies had so far han- 
dled the war traffic load and said that their performance en- 
couraged him to hope that the railroads would not have to be 


_ taken over by the government in this war. The response was 


by Wade O. Martin, Louisiana first vice-president of the asso- 
ciation, who expressed appreciation for the welcome. He then 
referred to St. Louis as the hub of the country’s water trans- 
portation system and spoke at some length on the important 
part the inland waterways were playing in the war and the 
good luck of the nation in having developed those waterways 
and the Federal Barge Lines, in spite of some opposition, in 
the years of peace. 

The president’s address was brief. Most of the things he 
wanted to talk about would come up in committee reports, he 
said. He asked for support of a proposal to enlarge the panel 
of cooperators from which representatives were chosen to repre- 
sent the association in Interstate Commerce Commission-state 
commission joint proceedings. A resolution providing for that 
enlargement would come up later in the report of the executive 
committee, he said. 


Benton Reports 


The annual report of the general solicitor of the associa- 
tion, John E. Benton, dealt with legislation and litigation. As 
to the former, he said, the association had been interested only 
in one riece of legislation in the year just past, the Wheeler 
bill, S. 2015, intended to place jurisdiction over maximum truck 
weight and dimension limits in the hands of the Interstate 
Commerce Commission. He was glad, he said, that that bill, 
which he called a “monstrosity” and “an attempt to destroy the 
power of the states to control their highways,” had never come 
out of committee, either in the house or in the senate. He said 
that, in his twenty years as association solicitor he had never 
before seen “a bill so completely discredited on its merits in a 
hearing,” and that it was apparent that the members of the 
senate committee realized “the wickedness of attempting to 
use the protective power given to the federal government by 
the commerce clause to take away from the people of the sev- 
eral states the control of their own highways . . . under the 
pretense that such deprivation was necessary to keep those 
highways open to the commerce of the people.” 


In litigation, he said, the association had taken part in the 
year in three cases, two of which involved the extent of the 
jurisdiction of the Federal Power Commission and were still 
pending. The third, he said, was the Natural Gas Pipeline case, 
in which, before the Supreme Court, the association had con- 
tended that a regulatory body was not compelled to segre- 
gate the “going concern value” of a utility as a base for rate 
making, and that amortization ought to be based on cost and 
not on the existing “fair value” of the property. In both those 
Contentions, the court upheld the association, he said. 


He said that the opinion expressed by many was that the 
upreme Court, in saying, in its decision in that case, that 


rate-making bodies were not bound by any single formula or 
combination of formulas in determining bases for rates’ was 
“laying the ghost” of Smith vs. Ames. That opinion was based 
on a misapprehension, he said, that Smith vs. Ames made re- 
production cost the determining factor in the valuation side of 
rate-making. Rightly understood, he insisted, that case set 
up no formula but, in fact ‘was the denial of a rigid one-factor 
standard for the measurement of rates.” The pipeline case, 
he said, did not settle the question as to whether or not a com- 
mission in a rate case might “under any circumstances reject 
reproduction cost evidence.” He said he hoped some light 
might be thrown on that question by the Supreme Court’s ac- 


tion in the Pennsylvania Eastern Pipeline Case, now before it. 
The report was received. 


War Committee Report 


The second day’s session opened with the presentation of 
the report of the special war committee, appointed a year 
ago to confer with federal and state authorities to discover 
means in which the association could help in the war effort. 
The report was presented by Walter R. McDonald, chairman. 
It told of the manner in which the state commissions cooperated 
with the O. D. T. in granting temporary special authority for 
the transport of war workers and essential war freight by 
highway, and in making surveys of local passenger train and 
bus services to serve as guidance to the O. D. T. in making 
recommendations for the discontinuance of local passenger 
trains. A proposal of the committee that the O. D. T. desig- 
nate state commissions as its agents “in the expediting of the 
—_— of goods,” was “politely rejected,” the report 
said. 

Despite the “apparent personal desire” of Director East- 
man to “utilize state commissions,’ however, the report said, 
the committee was “compelled to admit, and possibly with 
some satisfaction, that it has not even counselled with by that 
agency (the O. D. T.) in connection with the promulgation, 
suspension, and recalling of its various orders with the single 
exception of the proposed passenger train order.” 

After the rejection of the proposal that emergency powers 
be delegated to the state commissions by O. D. T. and W. P. B.., 
the report said, a further proposal was made that the state 
commissions be requested “to adopt as their own the limita- 
tion and conservation orders of W. P. B. and O. D. T. with 
the understanding that enforcement would be undertaken by 
state authority in accordance with uniform rules of policy and 
guidance laid down by the federal authorities.” This proposal 
was rejected by W. P. B., “but sympathy was expressed by the 
director of O. D. T.,” the report said, although the latter “coun- 
selled delay” pending “the evolvment of a workable cooperative 
plan.” The plan, it added, was “never worked out.” 

The position of the committee was that the existing trained 
personnel of the state commissions was better able to handle 
the enforcement of O. D. T. orders than the inexperienced, 
newly created staff of the O. D. T. 


“We are more than ever convinced of the correctness of 
our position,” said the report. ‘“We have seen orders issued, 
postponed, and finally withdrawn with the total net result of 
a great deal of waste in time and money and unnecessary dis- 
turbance of the transportation industry as well as the general 
public. A fair and honest survey of the work of this agency 
fails to reveal any substantial good that has been accompl'shed. 
Such benefit as might flow from certain of the orders has not 
been realized by reason of the inability of O. D. T. to enforce 
even those provisions, such as the circuity and over-loading 
provisions of the motor carrier orders.” 


The report dealt at length with the injection of the O. P. A. 
into the matter of warehousing charges and contract carrier 
rates. These developments were comparatively new, it said, 
and the committee had been under the impression that it would 
not have to deal with O. P. A. It now appeared that it would 
have to do so however, it added. These were no times in which 
to defend states rights, it said. For the duration of the war 
“jurisdiction. questions will have to remain in the bacgkround.” 


Other Reports 


The report of the special committee to promote uniformity 
of regulations affecting motor carriers, G. C. McConnaughey, 
Ohio, chairman, dealt largely with the truck weights and sizes 
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bill discussed earlier by Mr. Benton. It referred to the federal- 
state conference on trade barriers and the resulting agreement 
by the states to adopt, for the duration of the war, uniform 
minimum standards and reciprocal license arrangements for 
truck transportation. The report was characterized as one of 
progress. It was received. 

The report of the committee on legislation, H. Lester 
Hooker, Virginia, chairman, was devoted entirely to the truck 
weights and sizes bill. It said it was “the hope of the committee 
that the attempt to secure the enactment of federal legislation 
for the destruction of state powers under the guise of necessary 
war legislation had been permanently defeated.” The report 
was accepted. 

Mr. McConnaughey, reporting as chairman of the commit- 
tee on progress in the regulation of transportation agencies, 
spoke of the increasing use by states of emergency certificates 
for passenger and freight transportation in wartime and the 
establishment of zones around military centers for efficient 
transportation. Members of commissions in many states had 
been made members of statutory war transportation commit- 
tees and as such had assisted in developing ‘‘share-the-ride” 
programs and bringing about the staggering of work hours so 
as to relieve pressure on local passenger transportation facili- 
ties, he said. The report was received. 


Rate Committee Report 


Ben C. Larkin, North Dakota, reported as chairman of the 
committee on rates of transportation agencies. His report said, 
that while transportation agencies had attained great efficiency 
under the stress of new record traffic loads, it might “be neces- 
sary to obtain more of it through the coordination of trans- 
portation service and the establishment of joint rates between 
all types of carriers.” Some measure of coordination between 
rail and truck had been attained under orders of the O. D. T., 
he said, but the matter ought to be more thoroughly explored 
so that benefits resulting therefrom would continue in the post- 
war years “resulting in lower transportation costs and more 
rapid service with reasonable profits accruing to the carriers.” 


The new high traffic and the new efficiency were bringing 
the railroads increased revenues, he added, saying that his com- 
mittee recommended the elimination of all Ex Parte 148 freight 
rate increases “not later than six months after the termination 
of the war, unless circumstances found after hearing warrant 
an extension of these blanket increases.” 


His report spoke with approval of the suspension by the 
Interstate Commerce Commission of the general minimum truck 
rate orders in MC-20 and MC-22, and also of the provisions in 
the recently enacted price stablization law freezing contract 
motor carrier rates and requiring thirty days’ notice to the 
Office of Economic Stabilization of intentions of common car- 
riers to make general rate increases. That, it said, was ‘‘as it 
should be, especially when one considers the fact that the pub- 
lic has been deprived of the right to acquire equipment by 
which it can transport its own merchandise.” 


He predicted the bringing of air transportation under the 
regulation of the Interstate Commerce Commission. That would 
be proper, he said, because “other forms of transportation are 
going to feel the effect of this relatively new method” after 
the war. The report was accepted. 


Eastman Speaks 


There was a three-way discussion of wartime transporta- 
tion problems, with Carroll L. Meins, Massachusetts; Hubert 
R. Gallagher, assistant executive director, Council of State 
Governments, and Director Eastman of the O. D. T. partici- 
pating. The first two spoke at the morning session. It ap- 
peared for a time that Director Eastman would not be able to 
speak because his train was so late he anticipated going direct 
from it to the airport to embark for Chicago where he had 
another speaking engagement in the evening. Several mem- 
bers of the local committee, however, met the train outside 
St. Louis and rushed the director to the hall, where he had 
fifteen minutes for extemporaneous remarks. He recalled that 
at the time of the first world war he was chairman of the war 
committee of the N. A. R. U. C., and that at that time the fed- 
eral government did not make sufficient use of the state regu- 
latory bodies. There were other differences in the situations, he 
added, in that, in the last war, the federal government was 
interested only in one type of transportation—the railroads, 
which it took over entirely. This time, he said, he was re- 
sponsible for getting the utmost efficiency out of all types of 
transportation, although he had no jurisdiction over rates. He 
said, as he understood the President’s executive order, his au- 
thority was not clear-cut, but depended in large part on the 
“administrator’s wisdom.” He prayed God to give him a lot 
of that, he said. 

The problem at the moment was to handle unprecedented 
traffic loads with reduced equipment, he said, and in the face 
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of vanishing overseas, coastal and intercoastal shipping, and a 
shortage of rubber. The bridging of the gap between ihe dis. 
appearance of natural rubber and the production of synthetic 
rubber, he said, would be particularly difficult and would resy} 
in inconvenience, discomfort and hardship to many people. 

In considering the scope of his problem, he said, one had to 
remember that the O. D. T. represented the first attempt of 
the federal government to regulate a large portion of trans. 
portation. Never before, said he, had there been any federaj 
regulation of private transportation or of purely local trans. 
portation. When one remembered that, in truck transporta- 
tion alone, there were more than 5,000,000 units, only about 
600,000 of which had heretofore been subject to regulation, one 
could realize the extent of the job. 


He had hoped, he said, to keep the personnel of the O. DP. 
T. small, but the rubber shortage had necessitated a tremendous 
expansion of it. He knew he would be held personally re. 
sponsible for the failure or success of transportation in the 
war, he said, and, therefore, he was making his own choice of 
his personnel, bearing in mind that they had to have the in- 
tegrity and experience to help him carry that responsibility. 


He said general orders, especially those involving trucks 
with their widespread ownership, were difficult to enforce. Re. 
ferring to the war certificate order, No. 21, he said he tried 
to avoid issuing it but that he saw no other way to deal di- 
rectly with individual truck owners. There were things he 
didn’t like about that order and things no one seemed to like, 
he added, but there was ‘“‘no escape” from it and the O. D. T. 
would not “turn back from the course it had adopted.” He 
said he looked for cooperation from industry groups in the en- 
forcement of that order among private truck operators, and for 
cooperation from the state commissions in its enforcement 
among contract and common carrier truckers. 


Mr. Meins, who spoke before Director Eastman’s arrival, 
severely criticized some of the acts of the O. D. T. Many of 
the things that agency was doing could be better handled by 
the state commissions, he said. General Order No. 21 had been 
issued without consultation with the state commissions, he con- 
tinued, and, in effect, it placed intrastate transportation under 
federal control. It would have been more equitable and easier, 
he said, to place the responsibility for the issuance of war cer- 
tificates in the hands of the states. As it was, he continued, 
most truck owners were under the impression that they were 
amenable only to federal order that the O. D. T. had super- 
seded the state regulatory bodies. 


Mr. Gallagher suggested that the state commissioners work 
for two necessary pieces of legislation in their states, the first 
to be an executive statutory suspension act, giving the gov- 
ernor power to suspend statutes for the duration of the war, 
much as the war powers act give those power to the presi- 
dent, and the second was an emergency transportation act, giv- 
ing the state commissions wide regulatory discretion for the 
war period. Winning the war was the important thing now, he 
said, and the states had to go along with federal action. This, 
he said, sometimes required “shutting one’s eye” to existing 
statutes. A good slogan to adopt, he said, might be: “Praise 
the Lord and Pass the Proclamation.” 


Service and Facilities 


The report of the committee on service and facilities of 
transportation agencies, Jerry W. Carter, Florida, chairman, 
consisted largely of statistical material about railroad car and 
locomotive supply. It closed, however, with a plea for co- 
operation between railroad and truck common carriers, in the 
following terms: 


In the present day and time when the entire world is in an up- 
heaval it is incumbent upon individuals as well as groups to harbor 
in their souls the fullest spirit of cooperation. It is no less true that 
the same spirit should prevail among all forms of transportation and 
communication. 


In the past, animosities and prejudices have existed between com- 
panies engaged in rail transportation and companies engaged in motor 
transportation. The time has now come for those animosities and 
prejudices to be laid aside, not only for the good of the respective 
transportation systems but also for the good of the American people. 
Honest and sincere cooperation between rail and motor carriers must 


be accomplished. Railroads by the very nature of their operations 
can most profitably handle long haul tonnage. Truck lines because 0! 
economic rezsons can most profitably handle short haul tonnage. Both 


forms of transportation must recognize this simple fact. 


Representatives of rail and motor transportation should sit down 
at the conference table and in a spirit of fair play iron out their 
differences, whether actual or imaginary; and a plan for interchange 
of freight with a division of revenue based on an equitable formula 
should be established. The rail lines could offer the public in major 
shipping centers responsible common carrier truck store door delivery 
in every crevice and corner of the land that could retain the haul of 
tonnage between major shipping centers and the territorial distributins 
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points and the motor carriers could make deliveries from the dis- 
tributing points of final destination. 

This could be done with the distinct understanding that the moto1 
carrier would cease to be in the thick of the fight for long hauls. , jt 
some sincere effort is not made for such a program so that duplication 
of service and wasteful expenditure of energy is eliminated then both 
the rail and truck operators will suffer. 

Motor carriers have been and are now willing to cooperate with 
rail carriers. Air transportation of the first seven classes of freight 
js no longer a dream, it is a reality. After the present contlict is 
over, long hauls of freight by air transport will play an important 
part in the transportation system of our country. Those who will be 
responsible for the development of this type of transportation are 
far-sighted. They have already begun negotiations with motor carriers 
which will enable them to transport freight on long hauls to distribut- 
ing points and there turn it over to motor carriers for delivery to 
final destination. These plans are not idle fancies, they are in the 
making and that in itself should serve as a stern warning to the rail 
lines that the day for whole-hearted sincere cooperation with motor 
carriers is at hand and can no longer be put off. 


The report of the committee on safety of operation af 
transportation agencies was for information. It recommended 
a continuation of the work of the association toward safety in 
transportation. It was presented by C. L. Doherty, South 
Dakota, and was accepted. 


James A. Little, formerly of the Nebraska commission and 
now with the Board of Investigation and Research—Transporta- 
tion, chairman of the committee on uniform motor freight and 
railroad classification, rendered no written report. He reported 
orally on the part played by the committee in the Interstate 
Commerce Commission’s general class rate and classification 
inquiry, and recommended a constitution of that activity. 


State and Federal Cooperation 


The committee on cooperation between state and federal 
commissions, in a lengthy printed report presented by its chair- 
man, John J. Murphy, South Dakota, listed in detail cases be- 
fore the Interstate Commerce Commission, the Federal Com- 
munications Commission, the Federal Power Commission, and 
the Securities and Exchange Commission in which the associa- 
tion had taken part. The report was received, after objections 
by T. C. Buchanan, Pennsylvania, a member of the committee. 
The latter filed a minority report in which he protested against 
portions of the report dealing with Ex Parte 148. The Inter- 
state Commerce Commission in its report in that case said 
that the cooperating committee of the association were “in gen- 
eral accord” with the conclusions expressed therein, but, Mr. 
Buchanan said, that there had never been a formal poll of the 
members of the committee. He, for one, he said, never was in 
accord with that decision. He said he thought the committee 
should have reported directly to the association that the state 
commissions opposed the increases. He also said he thought 
the speciai war committee had “failed miserably” in accom- 
plishing the objects for which it was created. 


There were reports from the committee cooperating with 
the Federal Communications Commission on telephone studies, 
Leon Jourolmon, Jr., Tennessee, chairman; the committee on 
depreciation, Nelson Lee Smith, Board of Investigation and 
Research—Transportation, chairman, and the committee on 
rates of public utilities, Richard J. Beamish, Pennsylvania, 
chairman. All were received. 


Relations of Regulatory Agencies 


The topic for discussion at the afternoon session was ‘‘Rela- 
tions Between State Regulatory Agencies and Federal War 
Agencies.” Herbert S. Marks, chief, power section, W. P. B., 
discussed the coordinated systems of power utilities, set up to 
obviate shortages, and the relationship of the W. P. B. and the 
state commissions in setting up those systems. Justus F. 
Craemer, California, posed a number of questions, including 
one as to what was being done to bring about full use of pas- 
Senger transportation. By that, he said, he meant the adoption 
“of the European system of full utilization of bedroom, com- 
partment and drawing-room space.” Until such comforts were 
removed and the people learned the inconvenience of travel, a 
full realization of war would never come to the American peo- 
ple, he said. He also protested against the 35-mile hourly speed 
limit for trucks as a waste rather than a conservation of rub- 
ber, vehicles and parts. 


Robert A. Nixon, director, transportation and public utili- 
ties division, O. P. A., said that, although common carrier and 
utility rates had been exempted from freezing in the new price 
Stabilization law, state commissions ought to apply the “con- 
gressional policy” in dealing with petitions for rate raises. 

__The policy of Congress was opposed to such increases, he 
Said, and the transportation and utility rates were left out of 
the freezing part of the bill merely because other agencies were 
already controlling them, not because it was intended that they 
might be raised at will. The O. P. A. would insist on this appli- 


cation of the “congressional policy’ with reference to those 
fates, he said. 
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The O. P. A. had been “observing” the increases in the 
earnings of the railroads under the increases granted in Ex 
Parte 148, he said. That was a subject the O. P. A. would be 
glad to discuss with the state commissions at any time, he said, 
adding that it hoped for the support of the state commissions 
in the “action it was about to undertake.” 


Asked, later, whether, by the last phrase, he intended to 
convey the information that O. P. A. was going to petition 
formally for the cancellation of the Ex Parte 148 increases. 
Mr. Nixon said he could not say what direction the action 
would take. It might merely be toward the elimination of the 
increases on a list of basic and vital materials, he said, or it 
might be for the entire elimination of the increases. The phrase 
he had used was about as definite as he could make it at the 
present time, he said. 


Leon Henderson Talks 


Leon Henderson, director of O. P. A., made a brief un- 
announced talk at the morning session on the final day of the 
convention. 

He said that, in adopting the first price control bill, 
Congress had. taken the view that, so far as transportation and 
utility rates were concerned, control had better be left in the 
regulatory bodies with the tradition, experience and technique 
along those lines. At that time the natural effect of those 
rates on prices was not appreciated, he said, but what happened 
immediately afterwards indicated that those rates, along with 
agricultural prices and wages, would have to be frozen if an 
effective price ceiling structure was to be raised. The price 
stabilization act, commonly known as the Norris amendment, 
he said, established a Congressional policy of putting ceilings 
on all prices, including transportation and utility rates. It was 
true, he said, that the rates of common carriers were specifically 
excepted, but the fact that the amendment made it necessary 
for carriers to notify the war agencies of intentions of general 
increases and to permit intervention by those agencies clearly 
showed its intent. It had finally been recognized, he said, that 
maladjustments in freight rates threw “out of kilter the price 


control and inflation control program that was geared to the 
war effort.” 


He repeated Mr. Nixon’s suggestion of the day before, that 
state commissions consult with the O. P. A. about plans for 
removing “rate inequities” resulting from the Ex Parte 148 
increases, and added that, if they did not accept that invitation, 
they would shortly hear from him. He said there was “under- 
standing and friendliness” on the part of the O. P. A. toward 
the state commissions and that he thought, with good will on 


their part, the federal and state agencies would be able to 
“keep out of each others’ hair.” 


He said that the cost of living had risen 20 per cent since 
the beginning of the war, but that the real “pressure against 
the rise” would not be felt until March 1943. Rates were so 
closely tied in with that rise that something would have to be 
done about them by the second quarter of next year, he said. 


At a press conference, the question was put to Mr. Hender- 
son as to just what O. P. A. intended to do about railroad 
rates. He said that, while the Norris amendment didn’t state 
in concrete terms that the O. P. A. should freeze railroad rates, 
“it certainly included that implication,” and that they “must 
be controlled if inflation is to be controlled.” He indicated 
that he thought the place to start was with the Ex Parte 148 
increases which had worked much hardship as to certain com- 
modities, industries and localities. He had expressed the per- 
sonal opinion when the 1941 rail wage increases were granted, 
he said, that they ought in part at least to be absorbed by the 
railroads in view of their then already greatly increased gross 
earnings. Representatives of his agency had tried to tell that 
to the Commission in Ex Parte 148, but had been “kicked out 
on their tails,” he said, but subsequent events had proved he 
was right. He said no definite plan for attacking those in- 
creases had as yet been worked out in his office, but that it 
was a sure thing that the attack would be made, and that it 
would be made successfully. 

_ In answer to another question, as to whether or not coffee 
rationing could have been avoided if ships returning from 
South America were not arriving with empty cargo spaces, he 
shot back: “How do you know they’re coming back from South 
America ?” 

He indicated that those ships were returning, around the 
Cape of Good Hope, from the near east, and that their first 
object was to get back as quickly as possible so as to carry 
more supplies to the armies there. 

“As long as I run my Office,” said he, “I’ll proceed on the 
theory that the life of one American soldier is more important 
than all the coffee we can drink.” 


To Attack Ex Parte 148 Rates 
The association indicated its willingness to go along with 
Director Henderson and Mr. Nixon in whatever action the 
O. P. A. might take toward the elimination of the Ex Parte 148 
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increases by adopting a resolution, presented by Mr. Martin as 
chairman of the executive committee, instructing its general 
solicitor to “support any motion made by the Office of Price 
Administration for the removal of the freight rate increases 
permitted by the Interstate Commerce Commission in Ex Parte 
148.” The resolution was written on the theory that the O. P. 
A. intended to file a petition with the Commission for the elimi- 
nation of the increases. It instructed the association’s Wash- 
ington office to mail to each state commission a copy of the 
O. P. A. petition, ‘either before or after it is filed,” and in- 
structed its member commissions to advise the association, 
within five days after the receipt of its copy of the petition, 
“whether, in its judgment, the National Association should 
join in the petition or file a similar petition on behalf of the 
association.” 

Other resolutions provided for the enlargement of the 
panel of cooperators by increasing the number of alternates 
from each region from two to six, leaving the number of “prin- 
cipal cooperators” at two for each region; amended the asso- 
ciation’s constitution to provide for interim succession of the 
secretary and assistant secretary should vacancies occur be- 
tween elections, and provided for the continuation and enlarge- 
ment of the special committee to promote uniformity of regula- 
tions affecting motor carriers and the special war committee, 
each hereafter to have eleven members instead of the seven 
heretofore. 


Election of Officers 


Frank M. Matson, Minnesota, was elected to his first full 
term as president of the association. He was elected first 
vice-president last year, but succeeded J. D. James, Missouri, 
as president, when the latter joined the U. S. Army six months 
ago. Wade O. Martin, Louisiana, was elected first vice-presi- 
dent; G. W. McConnaughey, Ohio, second vice-president; John 
E. Benton, Washington, general solicitor; Ben Smart, Wash- 
ington, secretary, and Frank B. Warren, assistant secretary. 


The following were elected to the panel of cooperators: 


Eastern region: Principals, G. W. McConnaughey, Ohio, and F. 
F. Eichhorn, Indiana; alternates, Frank Peska, Illinois; T. L. Hanson, 
New Jersey; C. L. Meins, Massachusetts; C. O. Fisher, Connecticut; 
R. J. Beamish, Pennsylvania; E. B. Pennybacker, West Virginia. 

Western region: Principals, Carl Reed, Iowa, and Ben C. Larkin, 
North Dakota; alternates, C. L. Doherty, South Dakota; N. J. Holm- 
berg, Minnesota; Frederick Stueck, Missouri; Malcolm Erickson, 
Colorado; Alfred Williams, Kansas; C. G. Miller, Arkansas. 

Southern region: Principals, Hugh White, Alabama, and J. W. 
Carter, Florida; alternates, W. R. McDonald, Georgia; N. B. Knight, 
Jr., Louisiana; J. C. Darby, South Carolina; Leon Jourolman, Jr., Ten- 
nessee; H. L. Hooker, Virginia; R. G. Johnson, North Carolina. 

Western region: Principals, C. B. Sexton, Nevada, and J. F. 
Craemer, California; alternates, Amos Betts, Arizona; G. S. Ballif, 
Utah: J. W. Cornell, Idaho; C. F. Schaefer, Washington; O. R. Bean, 
Oregon; D. R. Casados, New Mexico. 


Public Utilities 


Committee reports and discussions on the final day were 
concerned almost entirely with public utilities. The morning 
discussion, on the effect of war taxes on utility regulation, 
was led by R. W. Peterson, Wisconsin, and Frank B. Warren, 
the association’s assistant general solicitor. The afternoon 
discussion, on uniform power factor clauses in electrical rate 
schedules and fuel adjustment clauses in utility rate schedules, 
was led by Francis T. McNamara, consultant to the Connec- 
ticut commission and associate professor of electrical engineer- 
ing at Yale University. 

Committee reports included one for the committee on prog- 
ress in public utilities regulation, Leon Jourolman, Jr., Ten- 
nessee, chairman; committee on developments in regulatory law, 
H. E. Davidson, Iowa, chairman; committee on corporate finance, 
W. C. Frankhauser, California; committee on valuation, E. I. 
Lewis, director of valuation, Interstate Commerce Commission, 
chairman; committee on uniform service company contracts, A. 
B. Hill, Arkansas chairman; committee on air transportation 
costs, W. A. Weeks, Missouri, chairman; committee on service and 
facilities and safety of operation of public utilities, R. W. 
Thorne, Pennsylvania, chairman; committee on accounts and 
statistics, Fred Kleinman, Illinois, chairman; committee on as- 
sociation finance, H. L. Hooker, Virginia, chairman. Each of 
these reports was received. 

Mr. Wade announced, for the executive committee, that 
the 1943 convention would be held at Chicago, beginning Sep- 
tember 14. 

Entertainment 


There was a dinner the evening of November 11, at which 
about 500 attended. There were no speeches, but there was an 
elaborate program of entertainment and dancing. About fifty 
women visitors to the convention went on sight-seeing trips 
and were guests at special luncheons on November 11 and 12. 
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Transport Association Plans 


Donald D. Conn, executive vice-president of the Transpor- 
tation Association of America, at its annual meeting in Chicago 
November 12, made the following report as to its plans and 
activities: 

“This association was organized in 1935 to help determine 
upon and secure the adoption of a sound national transportation 
policy and to combat all trends towards government ownership 
or managerial control of the industry. 

“Our directors announced integrated transportation as most 
effective for the public welfare. The association is now engaged 
in the development of definite plans by which integration may 
be a as a result of informed public opinion and sup- 
port. 

“Obviously, the first responsibility of all of us is to do 
everything within our power, regardless of sacrifices, to win 
the war as speedily as possible. In accepting the domestic 
readjustments and sacrifices necessary for victory, we can and 
must, at the same time, hold fast to the fundamental principles 
of the enterprise system. We must guard against war measures 
permanently undermining our form of government. Eternal 
vigilance is the price of post-war freedom—vigilance now over 
the conduct of the war, and vigilance now over government 
planning for the post-war period. Too many high in government 
circles are still thinking in terms of preserving social gains, 
rather than in preserving our republic. 

“The recent report of the National Resources Planning 
Board to the President of the United States proposes a post-war 
solution for the transportation industry which fits into the 
pattern of socialistic reconstruction. 

“In submitting this report to Congress, the President said: 


Prior to the enactment of the transportation act of 1940, I requested 
the National Resources Planning Board to undertake, in cooperation 
with the several federal transportation agencies, a study of the trans- 
portation development problem with particular reference to the federal 
government’s aims and policies. * * * 


“Aims and policies are not defined. It suffices to say that 
no implication can be drawn from the conclusions of the Plan- 
ning Board or the President’s letter of transmittal other than 
that the federal government proposes to reorganize the trans- 
portation industry, under strict federal control and with public 
funds. The inauguration of such a program would lead to 
gcvernment control over every related industry and eventually 
to seizure of all industry—in other words, to a socialistic state. 

“The difference between the proposal of the Planning Board 
and the policy of integration advocated by this association is 
clear cut and the public must now choose whether to follow the 
time-tried principles of private enterprise or embrace the doc- 
trine that ‘government must be all things to all men.’ 


War Transportation 


“It is conceded by all branches of the armed forces and by 
our leaders in the defense program that adequate and efficient 
transportation represents the most important single factor in 
the successful prosecution of the war. All forms of domestic 
transportation—rail, highway, water, and air—have proven 
that this industry, under private ownership and management, 
was ready efficiently to perform all tasks required of it in this 
emergency. The transportation ‘‘bottleneck” has been confined 
solely to overseas shipping. 

“In my opinion, the present high level of traffic with slight 
increases in heavier loading commodities will continue for the 
balance of the war, but there is no foreseeable reason why the 
excellent service rendered thus far cannot be continued if 
reasonable priorities are granted for new equipment, repairs, 
replacements, and, so far as the railroads are concerned, par- 
ticularly for locomotives and men. There has been no break- 
down; there will not be unless brought about by the govern- 
ment itself. 

“The diversion of required manpower from the industry 
into the draft is not conducive to a balanced war effort. Delay- 
ing or refusing priorities for vital materials will retard the 
whole machine. Nothing is gained by producing vast quantities 
of raw materials if transportation slows up. The ‘assembly line’ 
in this war extends from raw material, through plant, onto the 
ultimate destination. 

“TI believe that the industry is receiving excellent super- 
vision by the Office of Defense Transportation under the 
stewardship of Joseph B. Eastman. 


In Retrospect 


“The transportation act of 1920 was forward-looking legis- 
lation but dealt mainly with the railroad problem. Highway 
traffic was then inconsequential. Commercial airlines were un- 
known. Water transport was only coming into its own. The 
act, therefore, failed to anticipate the effects of growing and 
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destructive competition between all of these forms of transport; 
the golden opportunity to integrate all types and facilities was 
overlooked, largly because of the artificial period of prosperity 
and high earnings enjoyed following World War No. I. Then 
came the depression of the 30’s. There was not enough traffic 
to go around. Financial disaster overtook over half of the rail, 
highway, and water lines. The earnings of the most prosperous 
carriers reached a new low. Government loans and subsidy 
became the order of the day. 

“However, as early as 1926, the Interstate Commerce Com- 
mission, after a countrywide investigation of bus, truck, and 
rail operations, recommended ‘there should be a definite co- 
ordination of all existing transportation agencies on land, water 
and air.’ Nothing was done about it. 

“In February, 1933, the National Transportation Committee 
composed of Calvin Coolidge, Alfred E. Smith, Bernard M. 
Baruch, Clark Howell, and Alexander Legge, said in its report: 


In view of the rapia development of automotive and other transport 
there is no justification for maintenance by railroads of losing services 
and lines, and there devolves upon regulatory bodies and controlling 
interests something more than a negative duty to hasten their replace- 
ment by alternative methods, such as motor transport, which can 
render adequate service on a profitable basis in cases where rail trans- 
portation can operate only at a loss. 

Creation and maintenance, by government, of competing methods 
of transport, where the result is not (as in the Panama Canal) to pro- 
vide more efficient service at lower cost, but only (as in some inland 
waterways) to maintain at the taxpayers’ expense, more costly and 


less efficient service can no longer be justified as a defense against 
monopoly. 


“In 1935 Congress imposed regulation upon interstate busses 
and trucks, establishing this arm of the industry as a separate, 
highly competitive agency to rail and water transportation. The 
financial position of all forms of transportation went from bad 
to worse. Nothing had been gained by separate legislative treat- 
ment to improve the economic position of any form of transport, 
except those agencies directly dependent upon subsidy. 

“The lack of that efficiency which would stem from a 
sound public policy invited shippers to enter the transportation 
field for their own account and the diversion of tonnage from 
regulated to private carriers grew by leaps and bounds, espe- 
cially from 1935 to 1941. 

“Further difficulties arose during the last twenty years 
because of enactment of special or class legislation treating with 
rail labor. Congress directed that wages and rail labor contro- 
versies should be adjusted by special processes. Over the years, 
experience shows that the largest item in the cost of rail trans- 
portation has been fixed without reference to the economic laws 
which must govern the price of transportation. Such practices 
cannot continue if private ownership is to survive. 

“In 1939 Congress again took up a study of transportation 
which resulted in the act of 1940. This legislation failed to 
recognize the merits of integration except as it is implied in the 
statement of congressional policy. There Congress stated that 
the inherent advantages of each mode of transport should be 
preserved to (1) maintain reasonable charges; (2) avoid dis- 
criminations and preferences; and (3) eliminate destructive 
competition—‘All to the end of developing, coordinating and 
preserving a national transportation system by water, highway, 
rail, and air, as well as other means, adequate to meet the needs 
of the commerce of the United States, of the postal service, and 
of the national defense.’ Everyone can endorse the wisdom of 
this general objective—the method of accomplishing its purpose 
is the debatable issue. 

“T believe that the expressed intent of Congress can only 
be translated into practicable application through integration. 
The public is primarily concerned with the efficient movement 
of persons and property at the lowest possible cost—not in the 
type of facility, 

“The development of relatively new forms of transport and 
the lessons gleaned from experience over the last twenty years, 
show the need for new and immediate treatment of the whole 
problem. It cannot be cast aside to await solution after peace 
Ils declared. 

The Principle of Integration 


_ “Prior to the adoption of the association’s transportation 
Policy, we pursued an exhaustive program of research and 
public relations extending over the period from 1935 to 1941. 
A searching analysis of (1) transportation requirements; (2) 
Practices of distribution; and (3) the attitude of business lead- 
ership in all important lines of the nation’s economy was under- 
taken. The studies and recommendations of governmental 
agencies and public groups were carefully reviewed. 


_ Particular attention was given to means of -avoiding or 
minimizing the repercussions of acute periods of prosperity and 
€pression upon the industry. It was determined, among other 
things, that retrenchments due to the decline of traffic over 
extended periods of time accentuated unemployment; it was 
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obvious that only the partial use of facilities materially reduced 
returns to owners and influenced the level of rates charged 
the public; that the processes in the regulatory system were 
too slow to meet the changing needs of both shipper and carrier. 
Rates were too often decreased during prosperous periods when 
price structures were best able to absorb a higher level of 
charges; and, on the contrary, drastic rate increases were per- 
mitted in times of low earnings, thus only adding to the depth 
of depressions. We sought a solution to these basic economic 
disarrangements which the war has changed in no respect 
whatever. 

“And it was recognized as fundamental to the whole system 
of regulation and as basic in the determination of any national 
policy, that first consideration must be given to the necessity 
of bringing about such reconstruction in the physical structure 
and financial relations among the agencies involved so that the 
entire industry would become responsive to fair and equitable 
regulation. Thus, in our studies of the problem, we sought first 
to answer the question of the type of a national system which 
we would create today if we were confronted with but the 
single objective of how the public could best be served at the 
lowest cost consistent with the fair return upon private capital. 
We contend no solution can be brought about unless the entire 
question is approached from this point of view—wholly distinc- 
tive from the self-interest involved. The aims we sought to 
accomplish when adopting the association’s policy were: 


(a) Perpetuate constructive competition. 
(b) Eliminate unnecessary or duplicated capital expenditures. 


(c) Consolidate existing facilities where in the interest of more 
economical operation. 


(d) Equalize the tax burden between regulated carriers and private 
carriers. 
(e) Abandonment of unproductive routes or physical facilities 


whether by rail, highway, air or water, unless absolutely necessary 
for public convenience. 

(f) Minimize the effect of economic depressions in the localities 
served by carriers. 

(g) Apply the benefits of government expenditures equitably among 
carriers, whether regulated or private. 


(h) Provide for a maximum of self-government within the industry 
—a minimum of government regulation. 


(i) Offer a type of service at a cost which would make it unneces- 


sary for the shipper to continue ‘iin the transportation field for his own 
account. 


Activities in 1942 


“Having determined upon its transportation policy, the 
association has taken the initial steps looking to its ultimate 
effectuation. Shipping groups, educational institutions, financial 
institutions, management, and labor have been or will be re- 
quested to create authorized machinery to subject the associa- 
tion’s findings to searching analysis. 

“Every proper medium has been used to explain the policy 
—to present the issues involved to the greatest number of 
people. 

“The integration idea has won public acceptance. Research 
for the year has been directed to the various methods by which 
this principle may be concretely advanced in the least compli- 
cated and most orderly way. There is involved an analysis of 
federal laws and the changes necessary therein to support the 
integration theory. Certain aspects of this work which, at pres- 
ent, are far from concrete, have been brought to the attention 
of members throughout the year. At this time we are not ready 
to present component parts of the transportation system we 
envisage. It suffices to say that the association will be ready 
to suggest illustrative proposals in 1943. 

“A comprehensive statement in support of integration was 
presented to the Board of Investigation and Research in June 
of this year. This was followed by supporting arguments in a 
brief filed with the board October 5. A widespread distribution 
of both documents has stimulated discussion and analysis. Our 
presentations to the Board of Investigation and Research have 
been well received by the public, shippers, by members of Con- 
gress, and by leading authorities of our educational institutions 
who have made a lifetime and impartial study of transportation. 


“As an example of the reaction of leading authorities of 
our larger universities, I quote: 


1. I was much interested in the fact that I find myself in general 
agreement with the views held by the Transportation Association of 
America. The several transportation agencies and facilities should be 
coordinated and integrated, subject to the rules and regulations of the 
Interstate Commerce Commission. We should have a real national 
transportation system, privately owned and operated, and so regulated 
as to enable each part of the system to function with maximum effi- 
ciency and economy. 

2. I am heartily in favor of such a program of development. TI 
believe it quite essential to the adequate development of transportation 
facilities needed in a progressive country. 


“Other work during the year precluded my giving substan- 
tial time to the personal solicitation of new members. Neverthe- 
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less, a number of corporations and individuals have been 
enrolled. The renewal record has been the best in our history. 


The Program for 1943 


“The association has augmented its research staff and is 
developing its functions for the coming year along two parallel 
lines: (1) a comprehensive review of the changes in legislation 
necessary to permit integration, and (2) the determination of 
the simplest and most effective method for applying this prin- 
ciple to the industry, as a whole. The association is to present 
definite recommendations to the Board of Investigation and 
Research not later than June 1, 1943. It will seek the counsel 
and carefully weigh the views of all interests concerned. 

“We shall strive materially to expand our membership in 
the coming year so that our sphere of influence may be still 
further extended, enabling us to reach and counsel with every 
important element within the ranks of industry, agriculture, and 
particularly with local, civic and trade groups who represent 
the economic and social welfare of each community. 

“In the coming year, educational processes will be localized 
through the organization of advisory committees from the mem- 
bership in each of the thirteen regional advisory districts of the 
country. A pattern in this respect is being developed in the 
Allegheny Region, with headquarters at Pittsburgh.” 


New Directors 
The following were elected to the board of directors: 


Walter H. Schulten, assistant to president, Pittsburgh Coal Com- 
pany, Pittsburgh, Pa. 

I. M. Peters, general traffic manager, Corn Products Refining 
Company, Chicago, Ill. 

Walter E. Taylor, president, Fruit Industries, Inc., San Fran- 
cisco, Calif. 

I. W. Roberts, president, Philadelphia Savings Fund Society, Phila- 
delphia, Pa. 

A. G. T. Moore, traffic manager, Southern Pine Association, New 
Orleans, La. 

Sterling Morton, secretary, Morton Salt Company, Chicago, Ill. 


Future of Transportation 


Analysis of the “transmittal” statements made in con- 
nection with the publication of the report on “Transportation 
and National Policy” (see Traffic World, November 7), shows 
that the report as a whole was not approved by anybody and 
that what was placed before Congress was a collection of 
statements of government employes and “consultants,” setting 
forth their views on transportation subjects. The consultants 
were paid on a per diem basis, it was said at the board. 

President Roosevelt, in his transmittal message, told Con- 
gress that, prior to the enactment of the transportation act of 
1940, he had requested the National Resources Planning Board 
to undertake, in cooperation with the several transportation 
agencies, a study of the transportation development problem 
with particular reference to the federal government’s aims and 

olicies. 
. The planning board appointed an advisory committee for 
advice on the transportation study. This committee formu- 
lated plans for the study and later review drafts of an interim 
report and “a draft of the final report.” Owen D. Young, 
chairman of the advisory committee, stated in his letter trans- 
mitting the report to Chairman Delano, of the planning board, 
that intervention of the war had made it inopportune to “to 
devote further attention at this stage to the revision of the 
summary statement of findings and recommendations” prepared 
by Dr, Ralph J. Watkins, director of the study and a member 
of the staff of the board. Chairman Young said it seemed 
wise to submit the director’s summary and the staff and agency 
studies to the board with the recommendation that they be 
published. Specifically, Chairman Young said it must not be 
understood that the members of the advisory committee neces- 
sarily endorsed the views set forth in the contributions making 
up the report. The advisory committee, therefore, did not 
endorse the report. The recommendation made by Chairman 
Young to Chairman Delano was that the report be published. 


Chairman Delano’s letter transmitting the report to the 
President did not endorse the report and recommendations 
except as follows: 


The board is fully in accord with the view that the building of a 
superior and more effective transport system is a basic essential to the 
fuller development of our national economy. This is the most com- 
pelling of the many important conclusions issuing from the transporta- 
tion study. .. 

In recognition of this dynamic problem great emphasis must be 
placed on the recommendation that a permanent national transportation 
agency be established to coordinate all federal development activities 
in transportation in relation to a general and progressive plan. We 
strongly endorse that recommendation and urge that all practicable 
steps be taken to translate it into action. 


TRAFFIC WORLD 


In submitting the report to the President the planning 
board described it as follows: 


The document includes a letter of transmittal from the Honorable 
Owen D. Young as chairman of the advisory committee for the trans- 
portation study; a summary report of findings and recommendations 
prepared by Dr. Ralph J. Watkins, director of the study, under the gen. 
eral guidance of Mr. Young; and a series of staff and agency contriby- 


tions prepared by a group of specialists from both within and without 
the government. 


President Roosevelt did not endorse the report in trans- 
mitting it to Congress. He submitted it for “consideration” of 
Congress and its appropriate committees. 

As stated, the summary statement of findings and recom- 
mendations was prepared by Dr. Watkins. In addition to that 
statement the report includes the following: Development of 
Transportation in the United States, by Ernest W. Williams, 
Jr., economist of the board; The Transportation System Today, 
by G. Lloyd Wilson and Joseph L. White, consultants; Trends 
in the Transportation Industry, by Ernest W. Williams, Jr.; 
The Influence of Transportation on the Location of Economic 
Activities, by Edward S. Lynch, research assistant professor, 
Iowa State College, consultant; Rates and Rate Structure, by 
D. Philip Locklin, professor of economics, University of Illinois 
and consultant; The Nature of an Economical. Division of 
Traffic, by Thor Hultgren, National Bureau of Economic 
Research; Transportation Coordination, by Ralph L. Dewey, 
principal economist, National Resources Planning Board on 
leave from Department of Agriculture; Economies from Rail- 
road Consolidation and Coordination, by Burton N. Behling, 
formerly economic and statistical analyst, I. C. C. Bureau of 
Statistics, and now director of research, public aids, Board of 
Investigation and Research; Railway Financing, by W. H. S. 
Stevens, assistant director, I. C. C. Bureau of Statistics; New 
Concepts in Transportation Regulation, by James C. Nelson, 
principal economist of the board; The Nature and Control of 
the Transport Market, by Mr. Behling; Transportation and 
Public Promotional Policy, by Wilfred Owen, consultant of 
the board; Government Ownership and Operation of Railroads, 
by Mr. Dewey; The Role of Public Action in Transportation 
Abroad, by Ludwig M. Homberger, visiting professor of trans- 
portation, The American University; Nature of Air Transporta- 
tion, by J. Parker Van Zandt, consultant, Civil Aeronautics 
Board; Coastwise, Intercoastal, and Great Lakes Shipping, by 
division of economics and statistics, U. S. Maritime Commission; 
The Provision of Highway Facilities, by Wilfred Owen, for the 
Public Roads Administration, Federal Works Agency; The 
Motor Transport Industry, by C. S. Morgan, assistant director; 
E. V. Breitenbach, chief, section of accounts, and J. O. Riley, 
associate economic analyst, I. C. C. Bureau of Motor Carriers; 
Inland Water Transport, prepared under direction of Major 
General Schley, chief of engineers, U. S. Army; Petroleum 
Pipeline Transportation, by G. Lloyd Wilson, consultant; Rail- 
way Transport, by J. W. Barriger, associate director, O. D. T. 
division of railway transport; The Position of Labor, by Edwin 
M. Fitch, chief statistician, and Joseph M. Gillman, senior 
economic statistician, bureau of research and_ information 
service, Railroad Retirement Board. 





USE OF SPECIAL HIGHWAY TAXES 


Proposals to amend the state constitutions of Iowa, Ore- 
gon and West Virginia so as to require that all special highway 
taxes be spent for highway purposes were approved “over- 
whelmingly” by the voters of those states in the elections 
November 3, according to the National Highway Users Confer- 
ence. The conference said this increased to 14 the number of 
states having such constitutional requirements, and it named 
as the other states in that category Kansas, Missouri, Cali- 
fornia, Colorado, Idaho, Michigan, Minnesota, Nevada, New 
Hampshire, North Dakota and South Dakota. 

The N. H. U. C. said advocates of the constitutional amend- 
ments in Iowa, Oregon and West Virginia contended that, be- 
cause of reduced highway revenues resulting from wartime 
restrictions on motor vehicle use, it was more important than 
ever to protect highway funds against diversion to highway 
purposes and to insure maintenance of existing roads to save 
tires and equipment, building and modernizing highways for 
strategic military purposes, and modernization and improve- 
ment of highways after the war. 


ROCK ISLAND SCRAP COLLECTION 

Officers and employes of the Rock Island System collected 
approximately 10.000,000 pounds of scrap metal, October 31, 
in a one-day drive for metal suitable for war purposes, E. G. 
Roberts, director of salvage, has announced. The collection 
represented an average of 400 pounds of metal for each of the 
company’s 25,000 employes. Regular scrap collections have been 
made by the company for more than a year. 
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Taxes and Transportation 


A circular suggesting a basis for uniform application by 
the railroads of the tax on transportation of property imposed 
py the revenue act of 1942 (see Traffic World, Oct. 31, p. 1014), 
has been issued by the finance, accounting, taxation and valua- 
tion department of the Association of American Railroads. In 
a letter to chief accounting officers of the railroads, E. H. Bun- 
nell, vice-president in charge of the department, said the 
regulations to be issued by the Commissioner of Internal Reve- 
nue would supersede anything contained in the circular. The 
latter regulations may be ready about the middle of November. 

“Particular attention is directed to the fact that the tax is 
imposed with respect to amounts paid on or after December 2, 
1942, for transportation on or after December 1, 1942,” said 
Mr. Bunnell. “If the transportation was started prior to mid- 
night November 30, 1942 (i. e., before the effective date), no 
tax is imposed upon the amounts paid for such transportation.” 

The word “tax” and the amount of the tax collected mus{ 
be plainly written or stamped on the face of each prepaid bill 
of lad‘ng or each freight bill or switching bill, or other form 
of receipt for the payment of transportation charges or services 
rendered or facilities furnished, for which the charges are tax- 
able, according to the circular. In no case, it says, should the 
amount of tax be shown on the waybill. Other statements made 
in the circular follow: 


Definitions 


(a) The term ‘‘United States’? when used in a geographical sense 
means only the States, the territories of Alaska and Hawaii, and the 
District of Columbia. 

(b) The term ‘‘person’”’ includes individuals, partnerships, cor- 
porations, and associations. 

(c) The term ‘‘transportation’”’ includes receipt, delivery, elevation, 
transfer in transit, ventilation, refrigeration, icing, storage, demurrage, 
towage, lighterage, trimming of cargo in vessels, wharfage, handling 
of property transported, feeding and watering live stock, and all other 
incidental services and facilities. 

(d) The term ‘‘property’’ is used in a broad sense and means all 
kinds of property transported, whether in freight or passenger service, 
such as freight, baggage, periodicals, milk and milk products, etc. 

(e) The term ‘‘coal’’ includes coal, coke, anthracite coal, briquettes 
and bituminous coal briquettes. 

(f) The term ‘‘freight forwarder’’ means any person which (other- 
wise than as a carrier subject to Part I, II, or III of the Interstate 
Commerce Act) holds itself out to the general public to transport or 
provide transportation of property, or any class or classes of property, 
for compensation, in interstate commerce, and which,.in the ordinary 
and usual course of its undertaking, 

(1) assembles and consolidates or provides for assembling and 
consolidating shipments of such property, and performs or 
provides for the performance of break-bulk and distributing 
operations with respect to such consolidated shipments, and 

(2) assumes responsibility for the transportation of such property 
from point of receipt to point of destination, and 

(3) utilizes, for the whole or any part of the transportation of 
such shipments, the services of a carrier or carriers subject 
to Part I, II, or III of the Interstate Commerce Act. 


Scope of Tax 


(a) Section 3475(a) imposes a tax upon the amount paid within 
the United States on or after December 2, 1942, for the interstate or 
intrastate transportation of property (except property in the course 
of exportation) on or after December 1, 1942, by rail, motor vehicle, 
water, or air, or jointly by two or more of these modes of transport, 
from one point in the United States to another point in the United 
States. In the case of property transported from a point without the 
United States to a point within the United States, the tax is imposed 
upon the amount paid within the United States for that part of the 
transportation which takes place within the United States. 

(b) To be taxable, the payment for transportation must meet three 
tests; i. e., (1) be made in the United States; (2) be for transporta- 
tion in the United States; and (3) be made to a person engaged in the 
business of transporting property for hire. Thus, a payment made 
without the United States is not taxable regardless of where the trans- 
portation takes place; and, in the case of imported property, only the 
amount paid within the United States for that part of the transpor- 
tation which takes place within the United States is taxable. Trans- 
portation of property in course of exportation is not taxable. 

(c) The tax accrues at the time the payment is made for the 
transportation. It is payable by the person making the taxable trans- 
portation payment and is collectible by the person receiving such pay- 
ment. 

(d) Payments by or to the United States or any agency or in- 
strumentality of the United States or by any state or territory or 
Political subdivision thereof for the transportation of property are 
not taxable. : 

(e) Payments by contractors for the transportation of property 
used in the performance of a cost-plus-fixed-fee contract with the 
United States are not taxable if such transportation charges are spe- 
cific items of cost which will ultimately be paid by the United States. 


Rate and Application of Tax 


(a) The tax is 3 per cent of the amount of the taxable payment for 
ansportation of property except in the case of coal where the tax 
$4 cents per short ton (2,000 pounds). 
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(b) The tax applies only to the first transportation of coal and 
does not apply to any subsequent transportation (of coal) with respect 
to which there has been a previous taxable transportation. 

(c) Payments for transportation to a freight forwarder, express 
company, or similar person, are taxable and, conversely, payments by 
a freight forwarder, express company, or similar person in respect of 
such transportation are not taxable. 


(d) The tax must be collected separately on each consignment. 
(e) The tax is measured by the amounts paid for transportation 
as defined, whether paid at one time or at different times. 


(f) In computing the amount of the tax, a fractional part of a 
cent shall be disregarded unless it amounts to one-half cent or more, 
in which case it shall be increased to 1 cent. 


(g) The tax applies to a payment made on or after December 2, 
1942, for transportation begun on or after December 1, 1942. If the 
transportation starts before midnight November 30, 1942, no tax is to 
be collected regardless of the date the shipment terminates and/or 
the transportation charges are paid. A payment made before Decem- 
ber 2, 1942, for transportation, is not taxable regardless of when the 
transportation starts or terminates. In applying this rule, each move- 
ment is to be considered a separate transaction; for example, the 
transportation of goods to a storage point or transit point is one trans- 


action and the outbound transportation from such a point would be 
another transaction. 


Examples of Payments for the Transportation of Property Which, 
When Made within the United States, Are Taxable Payments 


An amount paid for the transportation of property from a point 
within the United States to another (i. e., wholly within the United 
States) is taxable. 


The total amount paid for transportation from one point in the 
United States to another point in the United States, even though the 
shipment passes out of the United States and through a foreign coun- 
try on its journey, is taxable. 


The transportation of property consigned from a point within the 
United States to a foreign country and diverted en route to a point 
within the United States is treated as domestic traffic and the total 
amount paid for transportation is taxable. 


Import Traffic 


In the case of property transported from a point without the 
United States to a point within the United States (i. e., import traffic), 
the amount paid within the United States for that part of the trans- 
portation which takes place within the United States is taxable. 


When import shipments from adjacent foreign countries move by 
rail on through rates and there are no established divisions, the 
charges shall be prorated on a mileage basis and the transportation 
tax shall be paid and collected upon that proportion of the total amount 
paid which the mileage within the United States bears to the total 
mileage of the shipment transported. When there are established 
divisions based on the border, the transportation tax shall be paid and 
collected upon the division accruing for the transportation from the 
border point to destination within the United States. If divisions are 
not based on the border, then the tax shall be paid and collected upon 
the division from the basing point nearest the border to destinations, 
plus or minus an amount computed on the mileage from such basing 
point to the border. 

The transportation of property consigned from one foreign coun- 
try to another foreign country (e. g., from Canada to Mexico), pass- 
ing through the United States and diverted en route to a point within 
the United States, is treated as import traffic and the amount paid 
within the United States for the transportation from the port of entry 
to destination is taxable. 

(a) In the case of property accorded transit privileges, if both 
payment of the transportation charges and the transportation take place 
after December 1, 1942, the total transportation charges are taxable 
as and when paid. If there is a subsequent refund of any part of 
the transportation charges, a proportionate amount of the tax collected 
should be refunded at the same time. 

(b) If, however, the transportation to the transit point started 
before December 1, 1942, and subsequent to that date the property is 
transported to final destination, only the amount actually paid after 
December 1, 1942, for the subsequent transportation is subject to tax. 
If any part of such payment for the movement on or after December 1, 
1942, is thereafter refunded, a proportionate part of the tax collected 
should be refunded at the same time. 

The amount paid for special freight train service is deemed to be 
an amount paid for transportation and is taxable. 

The amount paid for haulage of locomotives, cars, or other vehicles 
on their own wheels is deemed to be an amount paid for transporta- 
tion of property and is taxable. 

The terms ‘“‘property’’ and ‘‘transportation’’ are not restricted. 
Therefore, an amount paid for the transportation of milk, cream, 
buttermilk, condensed milk, pot cheese, newspapers, periodicals, or 
any other item of property, whether in a freight train, milk train, 
passenger train or special train, is taxable. 

The total amount paid for the transportation of property, to a 
person engaged in the business of transporting property for hire, is 
taxable regardless of whether the transportation is furnished by a 
single agency or a combination of two or more agencies. 

(a) The amount paid for each switching service (such as from one 
public team track or private siding to another, or from a public team 
track or private siding to a connection with another carrier, or vice 
versa, including inter-mill or inter-plant switching) is taxable when 
such switching charge is not included and absorbed in the transporta- 
tion (rail or rail-and-water or rail-and-highway) rate. In any case 
where the tariff does not provide for the absorption of the total switch- 
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ing charge, the amount paid in excess of the absorption is subject 
to tax. 

(Note.—A switching charge is not taxable if it is absorbed and 
included in the transportation rate.) 

The amount paid for pick-up and delivery service beyond pick-up 
and delivery limits or in addition to the rail (or other) transpor- 
tation charge is taxable. 

When the amount paid for the transportation of property includes 
the transportation of attendants, caretakers or messengers accompany- 
ing such property, it is subject to the property transportation tax. 
If a specific charge is made for the transportation of attendants, care- 
takers or messengers, it is subject to the passenger transportation tax 
of 10 per cent. 

The amount paid for the movement of a circus or show train (which 
does not include a tariff charge for the transportation of passengers) 
less the value of show scrip books issued for the transportation of 
advance agents, bill posters, etc., on regular passenger trains, is sub- 
ject to the property transportation tax of 3 per cent. The value of 
such show scrip books is subject to the passenger transportation tax of 
10 per cent. 

The net amount realized from the sale of refused or unclaimed 
property is considered to be the charge for the transportation of such 
property and the 3 per cent tax thereon must be collected from the 
purchaser, unless such amount is in excess of the actual transporta- 
tion charge, in which case the tax does not apply to such excess. 

Where, by agreement, a railroad transports property for a tele- 
graph, telephone or other company in consideration of services or facili- 
ties furnished by such company, the charges which but for such ar- 
rangement would have accrued on such transportation, computed at 
tariff or other agreed rates, are subject to tax. Such tax must be 
collected each time a settlement is made or a statement of charges is 
rendered pursuant to the terms of the agreement. 

An amount paid by a foreign government for the transportation of 
property is subject to tax. 

The amount paid for each miscellaneous or accessorial service per- 
formed and for every facility furnished in connection with the trans- 
portation of property is taxable when the charge for such service or 
facility is not included in the transportation rate and the transporta- 
tion is otherwise taxable. Services and facilities include, among other 
things, the following: 


(1) Assembling and reloading blocking material for return move- 
ment. 

(2) Blocking, staking, or otherwise securing property in or on 
ears for safe transportation. 

(3) Boxing or crating. 

(4) Car rental, such as charge for use in transportation service of 
refrigerator, live stock, live fish, live poultry cars, etc. 

(5) Cleaning and disinfecting cars. 

(6) Compression of cotton. 

(7) Delivery of cars of iron ore at destination. 

(8) Demurrage. 

(9) Dockage, handling and storage of iron ore, pig iron or other 
freight. 

(10) Drayage, cartage, or transfer service. 

(11) Elevator services and facilities. 

(12) Feeding, watering, yardage, bedding, dipping, loading or un- 
loading of live stock. 

(13) Ferry or trap cars. 

(14) Handling. 

(15) Heater or insulated car services. 

(16) Icing, refrigeration or ventilation services. 

(17) Lighterage, floatage, towage and boat demurrage. 

(18) Lining cars for freight in bulk. 

(19) Loading and unloading. 

(20) Reconsignment and diversion. 

(21) Stoppage in transit for assorting, blending, cleaning, dressing, 
fabrication, inspection, malting, milling, mixing, refining, shelling, 
storage or other purposes. 

(22) Stopping in transit of live stock, fresh meats, packing house 
products or other freight, for completion of loading or for partial 
unloading. 

(23) Storage in freight warehouse or warehouse under carrier’s 
jurisdiction. 

(24) Switching. 

(25) Track storage. 

(26) Transfer of lading in transit. 

(27) Trimming of cargo in vessels. 

(28) Wasting of slag, ashes and other refuse material. 

(29) Weighing. 

(30) Wharfage. 


Coal 


(a) The transportation of coal (coal, coke, anthracite coal briquettes 
and bituminous coal briquettes) is subject to but one tax, regardless 
of the number of times it is transported or an accessorial service is 
furnished. The rate of such tax is 4c per short ton of 2,000 pounds, 
which should be applied to the weight upon which the transporta- 
tion charge is computed. In any case where the transportation charge 
is not computed upon weight, the tax should be collected upon the 
basis of mine weights or if mine weights are not ascertainable the 
tax should be collected on the basis of 55 short tons for each carload 
of bituminous coal and 53 short tons for each carload of anthracite 
coal transported. 


(b) The tax should be collected when the charge for the first trans- 
portation or accessorial service is paid, except when such first pay- 
ment is for the transportation of raw (unprepared) coal from a mine 
to a washery or preparation plant, in which event the tax should be 
collected when the charge for transportation from the washery or any 
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such plant is paid. The tax should be collected when the charges 
are paid for the transportation of prepared coal or coal dusi to a 
coke or briquette manufacturing plant. No tax should be collecteg 
on any subsequent transportation of such coal or coal dust in the 
form of coke or briquettes. 

(c) When any transportation or accessorial service for coal is or. 
dered, with respect to which there has been a previous taxable trans. 
portation, the shipper should certify on the shipping order that the 
tax has been paid on such coal. When the shipping order is so certj- 
fied, notation should be made on the waybill that the transportation 
is not subject to the tax. 


0. D. T. 18 Interpretation 


A rail carrier may permit more than one stop-off for par- 
tial loading or unloading of a consignment to be consolidated 
in a single car with one or more other consignments, Jack 
Garrett Scott, general counsel for the Office of Defense Trans- 
portation, explained November 11 in an interpretation of gen- 
eral order O. D. T. No. 18 (revised). 

The carrier is not required to extend this privilege, how- 
ever, Mr. Scott pointed out. He explained that the order pre- 
scribed only minimum stop-off privileges which the order re- 
quires the rail carrier to extend for consolidation, and did not 
limit these privileges. 

For example, he said, a shipper may want to consolidate in 
a single car three consignments each of 40,000 pounds, the tariff 
carload minimum weight for the commodities involved. He 
wants to load the first consignment at Point A, the second at 
B, and the third at C and D—20,000 pounds to be loaded at each 
of C and D. The carrier may, but is not required to, permit 
more than one stop-off for the loading of the two parts of the 
third consignment at C and D. 

Text of the interpretation—Interpretation 18 (revised)—1 
—follows: 


Question: Paragraph (a) of Sec. 500.25 of General Order O. D. T, 
18 (Rev.) provides that each rail carrier shall permit one stop-off of a 
freight car either for completion of loading or for partial unloading 
(but not both) at a point intermediate between origin and destination. 
Paragraph (b) of the same section provides that: ‘‘Nothing in this sec- 
tion 500.25 shall be construed as limiting or restricting the number 
of stop-off privileges presently authorized and provided for in rail car- 
rier tariffs, or as affecting the charges to be assessed for stop-off privi- 
leges, or as requiring that more than one stop-off privilege be accorded 
any freight car in transit between point of origin and ultimate des- 
tination.”’ 

Paragraph (a) of Sec. 500.26 of the order requires every rail carrier 
to permit consolidation of net more than three consignments, each of 
at least a tariff carload minimum weight, in a single car under the cir- 
cumstances therein set forth and further provides that ‘‘such consoli- 
dation service shall be afforded by each rail carrier and except as to 
the provisions of Sec. 500.25 of this subpart (order), each such con- 
signment shall be considered and treated for the purpose of applying 
rates and charges and rendering transportation services as if it were 
shipped in a separate car: * * , Paragraph (c) of the same section 
provides that: ‘‘Nothing in this section 500.26 * * * shall be construed 
as limiting or restricting the consolidation services presently afforded 
by a rail carrier or presently authorized and provided for in rail car- 
rier tariffs, or as affecting the charges to be assessed for such consoli- 
dation services.”’ 

May a rail carrier permit stop-offs for partial loading or unloading 
of a consignment consolidated, pursuant to and in ccmpliance with the 
consolidation privileges of said Section 500.26, in a single car with one 
or more other such consignments? 

Decision: Yes. Nothing in the order prohibits a rail carrier from 
extending such stop-off privileges as may be provided for in its tariffs. 
It is clear from both paragraph (b) of Sec. 500.25 and paragraph 
(c) of Sec. 500.26 that these sections establish only the minimum privi- 
leges with respect to stop-offs and consolidations, respectively, which a 
carrier must extend. When consolidation privileges are extended under 
the provisions of Sec. 500.26, each consignment or shipment must be 
considered and treated for the purposes of applying rates and charges 
and rendering transportation services as if it were shiped in a single 
car, except that the minimum stop-off privileges required of the carrier 
by Sec. 500.25 are not required in respect of any of the consignments 
consolidated in a single car in pursuance of the mandates of Sec. 500.26. 
Stated in another way, shippers are not entitled to stop-off service in 
connection with a shipment consolidated with other consignments, but if 
a carrier so desires, it may extend such stop-off privileges, under proper 
tariffs provisions, in respect of any of the shipments contained in a car. 

The exception in paragraph (a) of Sec. 500.26 reading ‘‘and except 
as to the provisions of section 500.25 of this subpart’’ cannot rightly be 
construed as a limitation upon or prohibition of stop-off privileges in 
connection with any consignment consolidated in a car with other con- 
signments. This exception was intended to make it clear that stop-off 
privileges required of a carrier by Sec. 500.25 (a) need not be extended 
in connection with such a consignment. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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0. D. T. No. 21 Postponed 


The Traffic World Washington Bureau 


The Office of Defense Transportation, November 13, an- 
nounced postponement of the effective date of its general order 
21 (establishing a mileage rationing program for commercial 
vehicles) from November 15 to December 1. Director Eastman 
said the postponement would correlate the O. D. T. program 
with the O. P. A. mileage rationing program for private auto- 
mobiles, the start of which had been postponed from November 
92 to December 1, and that it also would give commercial 
vehicle operators who had not submitted applications for cer- 
tificates of war necessity another chance to obtain such certifi- 
cates before the beginning of mileage rationing. 





All regional and district offices of the Office of Defense 
Transportation were remaining open from 8 a. m. to 8 p. m. to 
handle last-minute applications for Certificates of War Neces- 
sity and inquiries of operators affected by the O. D. T.’s mileage 
rationing plan for commercial motor vehicles, the O. D. T. an- 
nounced November 11. The offices were placed on a longer 
working day for the convenience of operators who wished to 
apply for application blanks in person or by telephone and 
who were unable to do so in regular working hours. Under 
general order O. D. T. 21, it will be unlawful to operate a 
commercial motor vehicle without a Certificate of War Neces- 
sity after November 15. It was stated that war rationing 
boards would not issue gasoline coupons for such vehicles un- 
less the operators presented certificates, and the certificates 
also would be needed in purchasing tires and spare parts. 

Certificates of War Necessity are not required for squad 
cars operated by city or other government police forces, ac- 
cording to the O. D. T._ It was previously stated by the O. D. T. 
that “police” cars would be required to have certificates, but, 
the O. D. T. said, “this was not intended to cover passenger 
automobiles, such as squad cars.” The O. D. T. explained that 
squad cars came under the definition of “private passenger 
automobiles” and were, therefore, exempt from the order. 

Only applications for Certificates of War Necessity made 
on blanks obtained at regional or district offices of the Office 
of Defense Transportation should be submitted to these offices, 
0. D. T. officials pointed out, adding: 


All other applications must be sent to the O. D. T.’s central mail- 
ing office at Detroit, Mich., in the self-addressed envelopes provided for 
the purpose. 

It is necessary that applications made on blanks received from the 
Detroit office be sent to that office, since the application blanks, the 
blank certificates and the office records bear the same serial numbers. 

Upon receipt of an application from a commercial motor vehicle 
operator it is checked against the office record, and a certificate bear- 
ing the same serial number is issued. Since the office record and blank 
certificate is held in Detroit, the certificate must be issued at that 
office. 

Application blanks which were obtained at regional or district 
offices, and only such blanks, should be returned to those offices, in- 
asmuch as the blank certificates and office records, as in the case of 
application blanks issued at Detroit, are held by the offices ‘issuing 
the application blanks. 

Applications made on blanks received from Detroit which are sub- 
mitted to regional or district office will be forwarded to Detroit. Since 
this means additional delay, carriers receiving blanks from Detroit 
should return their applications directly to that office. 

Application blanks for Certificates of War Necessity recently were 
made available at regional and district O. D. T. offices for the con- 
venience of commercial motor vehicle operators who were not on the 
0. D. T.’s Detroit mailing list. 


Owners of passenger cars are not eligible for Certificates 
of War Necessity unless ‘“‘the vehicle has undergone a genuine 
structural change, reasonably permanent in nature, which 
makes it likely that property, rather than passengers, will be 
Carried,” the O. D. T. says. : 

“Moreover, the owner must establish the fact that his busi- 
ness or occupation requires the use of a property-carrying 
vehicle, rather than a passenger carrying one, in order to 
qualify fully for a certificate,” the O. D. T. said. 


“Merely painting the windows of a vehicle, or removing 
seat cushions, or removing a door, or attaching a towing device 
to the axle of the vehicle, does not make it a commercial ve- 
hicle,” John L. Rogers, director of the division of motor trans- 
Port, of the O. D. T., explained. ‘“‘Many passenger car owners 
are converting their vehicles in the mistaken belief that they 
will be eligible for a Certificate of War Necessity, and thus 
receive more gasoline, and a better grade of tires. If the 
Vehicle is merely converted for the purpose of getting more 
8asoline, or for the purpose of avoiding turning in idle tires 
under O. P. A. regulations, and there is no bona fide trans- 
portation of property intended, the application for a certificate 
will be denied by the O. D. T. Many of the persons attempt- 
Ing such conversions may be eligible for “‘C” ration coupon 


1175 


books. In such instances there would be no advantage in 
obtaining a Certificate of War Necessity. 

“Some people also are converting their passenger vehicles 
in the mistaken belief that they may be in a better position to 
secure tires and recap services. These persons also are mis- 
informed. Mere possession of a Certificate of War Necessity 
is no guarantee that an operator of a commercial motor vehicle 
will be given tires.” 

Commercial motor vehicle operators, in addition to having 
a valid Certificate of War Necessity, must be in one of the 
eligible classes in the Office of Price Administration’s tire ra- 


tioning regulations to be eligible for tires or recap service, he 
said. 


Eastman on War Transport 


“The time has come, I believe, when more consideration 
must be given to the needs of the carriers for new equipment,” 
said Director Eastman, of the Office of Defense Transportation, 
in an address November 10 at New York before the Academy 
of Political Science. 

Mr. Eastman had pointed out that the basic problem “in 
our war transportation has been to do a vastly increased 
volume of work with practically static and in some respects a 
shrinking volume of facilities.” 

“Through various expedients,” continued he, “the work 
has thus far, on the whole, been successfully done. However, 
there is a limit to the amount of slack which can be taken up 
and there are obvious dangers, in war time, in taking too great 
chances with transportation.” 

Mr. Eastman reviewed the problems created by diversion 
of traffic to the railroads and by the rubber shortage, and 
outlined the steps that had been taken to meet them. 

“Two broad lines of attack were possible,” said he. ‘One 
was to get the utmost possible work out of the facilities avail- 
able. The other was to reduce the amount of work to be done. 
Both have been followed.” 

In this war, said he, the government had not taken over the 
railroads as it had in the last world war, but instead the Presi- 
dent created an agency to lend the railroads help and guidance, 
with war powers enabling it to promote maximum utilization 
of the facilities available and to prevent waste effort. 

“The ruling principle is cooperation,” said he. “Under this 
plan, the advantages were retained of the initiative and enter- 
prise in private management, but the individual carriers were 
enabled to operate more nearly as a single system than would 
otherwise have been possible. 

“The fact is that the rigors of competition between rail- 
roads and between them and other forms of transportation 
have abated considerably and, in my opinion, they will continue 
to abate progressively for the duration. Under the car service 
division, freight cars are now pooled for most practical pur- 


poses, and much the same is true of passenger coaches and 
even of locomotives.” 


There were opportunities for shifting freight as between 
railroads and trucks, dependent upon which was the more effi- 
cient form of transportation for the service involved, said he. 
There had been many such shifts in the case of tank cars 
and in the case of package freight. Other opportunities were 
under intensive investigation. 

“Under present traffic conditions and with the abatement 
of competitive solicitation, we believe that undue circuity of 
routing is now a waste of minor consequence,” said he. 


Cross Hauling 


“To curb the waste in distribution caused by cross haul- 
ing and excessive hauling,” said he, “my office is now work- 
ing in close collaboration with the War Production Board and 
its transportation and industry divisions. Some results have 
already been secured, but more are in prospect. Much trans- 
portation of nonessential commodities has been eliminated 
by the stoppage of their production and that, in my judgment, 
is the proper way to bring about such elimination. We doubt 
whether there is now much such transportation. No system of 
priorities and preferences in the handling of railroad freight 
has yet been established, and I earnestly hope that none will 
be necessary, because of its demoralizing effect on railroad op- 
eration in general.” 

Mr. Eastman discussed the intercity passenger traffic sit- 
uation and the steps being taken to meet problems confronted 
there. He expected the passenger traffic difficulties of the rail- 
roads and busses to increase and said the remedy obviously 
was to curb the unnecessary pleasure travel “which now ac- 
counts for a_ large portion of the total, and particularly the 
week-end and holiday travel which produces the peaks.” 

“Positive suppression of such pleasure travel by some sys- 
tem of priorities or rationing presents enormous difficulties, 
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especially in view of the man power shortage. . . Plainly, how- 
ever, efforts must be redoubled to bring home to the people 
the fact that the business of war has first call on our passenger- 
carrying facilities, that it has given the railroads and the busses 
a herculean task, that thereis small margn for more pleasure 
travel, and that the duty of good citizens, if they do not wish 
to impede the business of war, is to travel as little as possible. 
This is not a pleasing prospect, but neither is war. The patri- 
otism of the public in this respect will be put to a severe test 
in what has been the holiday season at the end of the year.” 


Government Operation 


Director Eastman, in concluding his address, again re- 
ferred to government operation of the railroads and said he saw 
nothing to gain and something to lose by changing the present 
setup. Said he: 


From the standpoint of political science, it is of particular interest 
to note that many of the wastes in transportation which we are now 
undertaking to eliminate are wastes which are a by-product of com- 
petition. That competition is inherently wasteful in various respects I 
think we all know. The redeeming thing is that it sharpens the wits 
and is an incentive to enterprise and initiative. It would seem that in 
the post-war period one of the objectives should be to strike a proper 
balance between these opposing phases, so far as transportation is 
concerned. In other words, the process of integration should be carried 
as far as it can be carried without losing the benefit of the competitive 
urge. 

The present cooperative arrangement between the government and 
the carriers should also be of much interest to the political scientists. 
An alternative, of course, is government ownership and operation. There 
are some, although they are not particularly vocal at present, who no 
doubt favor this alternative, at least in the case of the railroads. What 
post-war conditions may make necessary I do not know. Under present 
conditions and for the duration, there would be some theoretical ad- 
vantages in operating the railroads as a unit, a single system. Effective 
and efficient organization for the administration of such a huge system 
is, however, no simple undertaking. One of the troubles with the 
United States Railroad Administration at the time of the last war was 
that it was obliged to improvise such an organization almost overnight. 
The organization which it created was never satisfactory, either to the 
shippers or to the railroad operators, and there was the further im- 
pediment to good morale that the taking by the government was not on 
a permanent basis. 

The present cooperative arrangement is, I believe, working well, 
and certainly it is receiving loyal and whole-hearted support from both 
the carriers and shippers of the country. No one could wish for any 
better cooperation than I have received from both of these sources, 
and spirit and morale are at very high levels. Moreover, it is possible, 
through the present arrangement, to realize many of the advantages of 
unit operation, as you will have noted from what I have told you today, 
and the possibilities in this respect have by no means been exhausted. 
In the circumstances I can see nothing substantial to be gained by 
changing the arrangement, and I am also sure that if we were to em- 
bark upon a program of government acquisition and operation, it 
would have an immediate demoralizing effect which it would take 
some considerable period of time to correct, besides introducing many 
troublesome problems in connection with the acquisition and the com- 
pensation therefor which would absorb the attention of many who 
now have none to spare. 

The heartening thing about the whole situation is that it is begin- 
ning to get home to the people of the country, in fact it already has 
got home in large measure, that we are really in a war of tremendous 
proportions—by far the worst we have ever been in, that it cannot be 
won without an all-out effort on the part of every one, that there can 
be no business or living as usual, and that discomforts, sacrifices, 
and even serious hardships are inevitable. They are all ready to do 
their effort, once they are sure that what they are asked to do is nec- 
essary, and it is our job in Washington to make that clear. 


Oo. D. T. ORDER INTERPRETATION 


A laundry may not make a delivery of clean clothes in the 
morning and a pick-up of soiled clothing in the afternoon of the 
same day at the same place under general order O. D. T. No. 
17, according to an interpretation issued by Jack Garrett Scott, 
general counsel of the Office of Defense Transportation. 

Operation of a truck more than once a day from the same 
point of origin to the same point of destination was prohibited 
under Order No. 17, with certain exceptions provided in the 
order, Mr. Scott said. 


Text of the interpretation follows: 


Question: Under the provisions of Sec. 501.68 (c) of General Order 
O. D. T. 17 prohibiting a motor carrier from making by motor truck 
more than one delivery from any one point of origin to any one point 
of destination during any one calendar day, may a laundry or clothes 
cleaning establishment make a delivery of clean laundry or clean clothes 
from its plant to a service store in the morning, and later in the day 
return from the plant to the store to pick up soiled laundry or clothes 
to be delivered to the plant? 

Decision: No. In Sec. 501.65 of the order ‘‘delivery’’ is defined, 
in part, as the operation of a truck from any one point to any other 
point for the purpose of relinquishing possession of property transported 
or of taking possession of property for transportation, or both, and in- 
cludes an offer or an attempt to relinquish or take possession of prop- 
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erty. Therefore, the operation of a truck more than once a day from 
the same point of origin to the same point of destination, at one time 
for the purpose of relinquishing possession of property after transpor- 
tation and at another time for picking up property for transportation 
is prohibited by said Sec. 501.68 (c) unless the operation falls within 
on the of the exceptions therein provided. 


MAXIMUM LOADING ORDER 


The Office of Defense Transportation has announced re- 
laxation of the maximum loading provisions of general order 
O. D. T. No. 18 to permit railroads to accept from storage ware- 
houses certain carload shipments of perishable food products 
which were moved to the storage points under storage-in-transit 
tariff privileges. 

The authority was granted under special direction O. D. T. 
No. 18, revised 4, effective November 9, which provides that a 
shipment may be loaded for warding from a transit storage 
point to a weight at least equal to the weight loaded into the 
car in which it arrived at the storage point. This direction 
applies only to shipments which were billed from the point of 
origin prior to November 1, says the O. D. T., adding: 


As an example a carload shipment of perishable freight which moved 
out of California on October 28 with 30,000 pounds in the car, and 
which unloaded at Kansas City for transit storage, must be loaded to 
at least 30,000 pounds on its movement from Kansas City to destina- 
tion. The same commodity, moving from its point of origin after No- 
vember 1, might be required under the maximum loading order, to be 
loaded to 80,000 pounds. 


PRAISE FOR DIRECTOR EASTMAN 


Chairman Lea, of the House interstate and foreign com- 
merce committee, in an extension of his remarks in the House, 
said that the qualit‘es of experience, understanding, ability and 
fairness that characterized Director Eastman, of the Office of 
Defense Transportation, accounted for “the accomplishment of 
the greatest degree of cooperation in our transportation agen- 
cies heretofore attained in the history of this country.” 

“It is manifest,” he said, “that the country has received 
great benefits from this coordinating work of Mr. Eastman. 
Candor compels me to say, however, that its success has been 
dependent upon the personal equation, the ability, the experi- 
ence, and the fairness of Mr. Eastman rather than on the mere 
policy of having a director of transportation. . . . When the 
record of the part the United States has played in this great 
war will be written, a proud chapter will deal with the achieve- 
ment of the railroads; and part of that chapter will be the 
cooperation of the Office of Defense Transportation.” 

Discussing the wartime handling of passenger traffic by the 
railroads, Mr. Lea said: 


Sleepers by night are coaches by day in the peak periods. The 
luxury observation cars of normal times are appearing with a greater 
useful capacity, some of them, due to priorities, with wooden seats. 
Services that were once competitive have been made supplementary to 
each other. Even box cars have been equipped with seats for use 
in passenger service, and in the transportation of both passengers and 
freight all the ingenuity of experienced railroad men is encouraged 
and utilized so that the war job may be done—and done well; and a 
difficult situation at best is being easily solved. 


Mr. Lea said that the railroads were meeting the emer- 
gency because of the excellence of their management, their 
preparation for the emergency, and because Director Eastman 
had shown “a rare degree of tact and cooperation in dealing 
with the competitive units of the transportation industry and 
coordinating the various branches.” 


TANK CAR SHIPMENTS SURVEY 


Distribution of questionnaires, prepared jointly by the War 
Production Board and the Office of Defense Transportation after 
a series of conferences with representatives of the chemicals and 
inedible oil industries, had been begun November 9Q, it was 
stated at the O. D. T. tank car section on November 11. The 
questionnaires, O. D. T. officials said, were designed to obtain 
data as to the volume of tank car movements of chemicals 
and edible and inedible oils, the origin and destination points 
of such movements, and the possibilities for elimination of 
cross-hauls and for eliminating transportation waste generally 
with respect to tank car shipments of those commodities. 

The questionnaires, it was stated, sought information as to 
the number of tank cars owned or leased by the industries 
involved, as to quantities shipped in a designated period this 
year and a’corresponding period of last year, and as to esti- 
mated quantities to be shipped in the next six months. 

The survey bore a relationship to the W. P. B. tank car 
priorities order (see Traffic World, September 26, p. 732), 0. 
D. T. officials said. They pointed out that the O. D. T. had 
control over tank car movements and that under general order 
O. D. T. No. 7, permits were required for tank car movements 
of less than 200 miles. 
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November 14, 1942 


Longer Passenger Schedules 


Arrangements with the eastern railroads to lengthen pas- 
senger train schedules, wherever necessary to accord with pres- 
ent serv-ce requirements, as a means of minimizing delays and 
improving utilization of locomotives and passenger cars, have 
been announced by the Office of Defense Transportation. 

“Under the arrangements, for example, the running time 
of the Twentieth Century Limited and the Broadway Limited 
between New York and Chicago will be lengthened one hour,” 
said the O. D. T., adding: 


The new schedules are to become effective not later than Decem- 
ber 6. 

This action often will make it possible to add more coaches to the 
trains and thereby provide for a heavier volume of passengers for 
each train. By the lengthening of schedules, the railroads will be 
better able to maintain schedules. 

In addition to enabling through trains to carry more passengers, 
it is anticipated that some secondary trains, heretofore operated in 
support of the faster trains, can be withdrawn in the interest of motive 
power and car conservation. 

Frequent operation of late passenger train schedules interferes with 
poth freight train and freight yard operation, and the lengthening of 
schedules to permit ‘‘on-time’’ running should greatly reduce such in- 
terference. 

Arrangements have also been made with the railroads to load all 
freight trains moving in the direction of heavy traffic to the maximum 
practicable capacity at which the assigned locomotive can operate at 
reasonable speed. 


Elimination of high-speed competitive freight schedules in both 
directions aiso has been arranged. O. D. T. officials point that this 
lengthening will permit more efficient performance of locomotives and 
prevent delays to heavy freight trains carrying vital war materials. 


The B. & O. Capitol Limited, under tentative plans, will 
leave Washington at 5:30 p. m., instead of 5:45 p. m., when the 
schedules are changed. 

C. E. Johnston, regional director for the O. D. T. at Chi- 
cago, said, November 11, that the western railroads were con- 
tinuing to attempt to lengthen the running time of their fast 
passenger train schedules in line with recommendations made 
by the O. D. T. last month (see Traffic World, Oct. 10, p. 
867). He said the lines had not yet reached agreements among 
themselves, and would probably continue their conferences for 
another week at least. 

Meanwhile, the Rock Island Lines and Southern Pacific 
have announced an adjustment of certain passenger train sched- 
ules to bring the schedules into conformity with actual present 
running times of the trains. Trains operated jointly by the 
two railroads between Chicago and Los Angeles, they said, 
would be placed on slower schedules effective November 22, 
resulting in an increase of 3 hours or more of east- and west- 
bound movements. The adjusted schedule for the Golden State 
Limited provides for addition of 3 hours on the westward trip 
and 3 hours and 15 minutes eastbound. The Californian’s west- 
bound trip will be placed on schedule 3 hours and 20 minutes 
longer than at present, and its eastbound trip will be increased 
3 hours and 25 minutes. 

After a meeting of the Western Association of Railway 
Executives at Chicago, November 12, it was announced that 
it had been agreed that 15 minutes should be added to present 
running times of streamlined passenger trains operating between 
Chicago and the Twin Cities and Omaha. No agreement had 
as yet been reached as to lengthening schedules between 
Chicago and St. Louis or the west coast, it was announced. 
The members decided that decisions as to whether or not 
schedules of standard weight passenger trains in the west 
should be lengthened, as urged by O. D. T. officials, should 
be left to the individual railroads. 

Fastest streamliner service between Chicago and St. Paul, 
Minn., at present is six hours; between Chicago Minneapolis, 
six and a half hours; between Chicago and Omaha, eight hours; 
between Chicago and St. Louis, five hours, 10 minutes; between 
Chicago and the Pacific coast, 40 hours. 


CURTAILMENT OF TRAVEL 


The Office of Price Administration has notified its em- 
ployes that it has canceled all annual leave in the Christmas 
holidays for persons who would require public transportation 
to reach their homes, “as a contribution toward solving war 
transportation problems.” ‘The period in which leave will not 
poh a as stated will be between December 15 and Jan- 

y lo. 

. To help relieve the approaching holiday peak traffic on 
railroads and bus lines, Director Eastman has requested gov- 
efnment agencies to cancel annual leave of all civilian em- 
Ployes between December 18 and January 10 where such leaves 
Involve travel. He also asked all government agencies to 
mit, where the war effort would not be impaired, the calling 
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of meetings which would involve travel from November 24, 
through November 30, and from December 18 through January 
10. 


“The army, navy, marine corps, and coast guard are co- 
operating with the carriers by limiting furlough privileges in 
such a manner that this type of travel will be controlled dur- 
ing this period,” said he. 


Tee Trucks Faee Extinction 


Immediate steps must be taken to conserve trucking equip- 
ment in the ice industry unless the industry “is to find itself 
without delivery facilities,’ Jack Garrett Scott, general coun- 
sel of the Office of Defense Transportation, told the National 
Association of Ice Industries at Chicago November 11. 

Mr. Scott reviewed the difficulties that had been encoun- 
tered in an attempt to set up a general plan of jo‘nt action 
for the industry and sugeested that specific joint action plans 
be worked out in several representative communities as a basis 
for conservation throughout the industry. 

“These plans can be considered as ‘guinea pigs,’ and their 
ultimate approval, disapproval, or modification will provide 
yardsticks by which the rest of the industry can be guided,” 
Mr. Scott said. “This will overcome the objection to dealing 
with the problem in the abstract, and I hope and trust will 
serve to answer the existing questions. 

“A word or two of warning, however, seems desirable. I 
think it should be made clear that what we are after is con- 
servation in the use of tires and automotive equipment, and 
that there is not likely to be approval of any plan which, under 
the guise of elimination of wastes in transportation, seeks to 
set up a monopolistic control of the industry by some of its 
members, or otherwise to change radically the ecomics of the 
industry. 

“I suggest that whatever plans may be originated and sub- 
mitted be confined to methods of conserving transportation and 
transportation equipment, and should leave out all other mat- 
ters except those which are so inextricably tied up with trans- 
portation that they can not be separated therefrom. 

“The second word of warning is that the transportation 
situation is really a critical one, and that if you do not move 
quickly and efficiently into the conservation field, you will 
find yourselves in a few short months without any facilities for 
distribution and hence without any business. Each of us is 
inclined to think that his own business is the most important in 
the world. 

“But I venture to say that when the time comes at which 
there is not enough motor equipment life to carry all of the 
available traffic, there will be many commodities found to 
be of more importance to the public welfare and the essential 
civilian economy than ice. And I am afraid that such a time 
is not far off. 

“So it behooves you all to do everything possible, and to 


do it promptly, to save yourselves and your industry from 
extinction.” 


TRAINS FOR TELEGRAPH EMPLOYES 


The Office of Defense Transportation, through a general 
permit, has granted all railroads authority to operate a special 
or extra passenger train whenever necessary for the transporta- 
tion of commercial telegraph employes assigned to inspect, re- 
pair or install telegraph facilities located on railroad rights-of- 
way. 

The permit (general permit O. D. T. No. 24-3) was issued 
under the provisions of the general order which recently froze 
all railway passenger train schedules as of September 26, the 
O. D. T. said. It added that, under a further provision of the 
permit, cars chartered for such employes on their work assign- 
ments may be carried on either regular or extra passenger 
trains. 


BUS CONSERVATION ORDERS 


Nine special orders designed to curtail bus service in six 
large cities and a special order prevailing for coordination of 
bus service between New York City and Miami, Fla., all for 
the purpose of conserving tires and equipment, have been issued 
by the Office of Defense Transportation. 

The orders reducing city bus services affected Baltimore, 
Md., Chicago, Ill., Cincinnati, O., New York, N. Y., Philadel- 
phia, Pa., and Richmond, Va. The orders affecting Philadelphia 
and Baltimore specify definite routes that must be discontinued 
or curtailed, effective December 28. The orders affecting New 
York, Chicago, Richmond and Cincinnati impose a flat 15 per 
cent reduction of the bus mileage operated in the correspond- 
ing calendar month of 1940 or 1941, whichever was the greater. 
These orders become effective December 1. 

Director Eastman estimated that the nine orders covering 
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city bus services would save almost 100,000,000 bus tire miles 
a year, and added that this was equivalent to “what would be 
consumed by a fleet of 400 busses in a year’s time.” The sav- 
ing would be achieved by bus passengers walking a short dis- 
tance and using parallel rail routes, he said. 

Companies affected by the New York City-Miami bus co- 
ordination order, the O. D. T. said, were: Pan American Grey- 
hound Lines, Inc., of Charleston, W. Va.; Pennsylvania Grey- 
hound Lines, Inc., of Cleveland, O.; Atlantic Greyhound Corpo- 
ration, of Charleston, W. Va., and Florida Motor Lines Corpo- 
ration, of Jacksonville, Fla. The last three of the lines named, 
it said, operated a joint through service between New York 
City and Miami, a distance of 1,436 miles, and the Pan Amer- 
ican line operated a separate through service closely paralleling 
the route of the other lines. The coordination order, effective 
November 24, the O. D. T. stated, directed the operators to 
honor one another’s tickets between all points common to their 
lines, to divert traffic to one another to relieve overloads, to 
adjust schedules to avoid duplications in times of departure, 
and to pool traffic and operations “so that the ratio of pas- 
senger miles to seat miles of the Pan American Greyhound 
Lines will be at least equal to that of the other carriers.” 

A special order O. D. T. No. B-31, effective Nov. 25, co- 
ordinating bus service between Amarillo, Tex., and Albuquerque, 
N. M., a distance of 290 miles, has been issued by Director 
Eastman as a war-time rubber and equipment conservation 
measure. 

The New Mexico Transportation Company, Inc., of Ros- 
well, New Mexico, and the Southwestern Greyhound Lines, Inc., 
of Fort Worth, Texas, were directed to honor each other’s 
tickets between all points common to their lines, to divert 
traffic to each other to reduce the use of extra sections, and 


to stagger schedules. Through schedules on the route were 
“frozen.” 


Oo. D. T. TAXICAB REGULATION 

An order of the Office of Defense Transportation regu- 
lating taxicabs in New York City has been amended to permit 
the cabs to travel five miles into New Jersey. 

The general order (general order O. D. T. No. 22), which 
was effective last September 22, prohibited taxicabs from be- 
ing driven outside the state of New York, and from being 
driven more than five miles beyond the corporate limits of 
New York City. 

Amendment No. 1 to the order, issued November 11, and 
“immediately effective,” retains the limitation of five miles 
beyond the city limits, but eliminates the restriction on trips 
beyond the state limits, according to the O. D. T. 

Director Eastman explained that the amendment was is- 
sued to permit taxicab service to New Jersey waterfronts im- 
portant as war shipping points. 

- The Office of Defense Transportation has announced that 
it has denied certificates of war necessity to 48 taxi operators 
in Louisville, Ky., because of violations of general order O. 
D. T. No. 20. The O. D. T. said that the taxi operators in 
question had provided service from Louisville to Ft. Knox, a 
distance of 36 miles, although the general order No. 20 lim- 
ited taxi service to points within a 25-mile radius. It said that 
the taxis operated from parking lots bearing signs, “Taxi cabs to 
Ft. Knox.” The operations were checked over a 30-hour period, 
beginning October 24, by field representatives of O. D. T., the 
Commission, and Kentucky state police. O. D. T. observed 


that there was both bus and rail service between Louisville 
and Ft: Knox. 


oO. D. T. ON CAR-SHARING 


The Office of Defense Transportation has urged local trans- 
portation administrators throughout the country to “redouble 
their efforts” at once to stimulate car-sharing among the public. 

In a message wired to the 1,600 local administrators, Di- 
rector Eastman called attention to the increased importance of 
group riding in view of the impending nationwide gasoline 
rationing, and specifically asked the administrators, appointed 
by the mayors last April at Mr. Eastman’s request, to assist 
in setting up organized car-pooling plans at industrial plants. 


oO. D. T. JOINT INFORMATION OFFICES 


The Office of Defense Transportation has announced estab- 
lishment of a joint information office at 716 Twelfth Street, 
Greeley, Colo., to assist motor truck carriers in complying with 
conservation measures of the O. D. T. This brought to 18 the 
number of such offices established in various parts of the coun- 
try. The O. D. T. said a number of other plans submitted by 
carriers pursuant to general order O. D. T. No. 13 were being 
reviewed by it and the U. S. Department of Justice. Manager 
of the Greeley office is Miss Sara Anderson, and its board of 
governors consists of C. H. Capron, Herman Groves, L. V. 
Moore, Ray Reed, A. T. Burbridge and M. S. Weber. 





TRAFFIC WORLD 


The O. D. T. announced establishment of the nineteenth 
joint information office, at Canton, O. It said the office would 
be at 409 Commercial Building, 205 Market Avenue, South, 
Canton, and that its manager would be A. R. McConnell. The 
governing committee would consist of Harold Saunders, chair. 
man; Robert F. Todd, Harry Jones, A. S. Dominick, Wendell 
Jenkins and Selmo J. Rinehart, said the announcement. 


oO. D. T. MOTOR OFFICES 

The appointment of Julius E. Eaves, of Alburquerque, N. 
M., to the position of Alburquerque district manager in the 
Office of Defense Transportation’s division of motor transport 
was announced November 12. Appointment of Mr. Eaves com- 
pleted the establishment of the 142 field offices of the motor 
transport division. 

Mr. Eaves has had more than 15 years experience in the 
trucking field. For the last eight years he has been supervisor 
of truck operations for the Magnolia Petroleum Co. of Albur- 
querque. 

The address of the new district O. D. T. office is 324 
Rosenwald Building, Alburquerque. 

Appointment of C. H. Rauschenberg to replace Charles 
Howard Gardner as manager of the Washington, D. C., dis- 
trict office was also announced. Mr. Gardner resigned to enter 
the armed forces of the United States. Mr. Rauschenberg 
was appointed manager from a motor training position in the 
War Department. 


SPEED LIMIT EXEMPTION 

Motor vehicles used for testing tires, fuels or equipment 
have been exempted from the national speed limit of 35 miles 
an hour, by exemption order O. D. T. 23-1, issued by the Office 
of Defense Transportation. The order applies to vehicles oper- 
ated by the federal government, the District of Columbia and 
any state or political subdivision and also exempts vehicles 
“used exclusively for the experimental testing of synthetic or 
natural rubber tires by manufacturers or producers of such 
tires.” The order became effective November 6. 


AUTOMOTIVE MECHANICS IN WARTIME 

Director Eastman, of the Office of Defense Transportation, 
has stated, in a signed statement to the Automotive Council for 
War Production, that automotive service men, in maintaining 
and conserving both vehicles and tires, are performing “a most 
important function in the nation’s war effort.” He issued that 
statement as the Automotive Council for War Production an- 
nounced an “educational program” dealing with the essential 
nature of the service performed by automotive mechanics. 

The council said that critical shortages of mechanics were 
being reported by automotive repair stations from all sections 
of the country; that passenger car, truck and bus owners were 
receiving service on an appointment basis “days and weeks 
ahead” in an increasing number of cases, and that the educa- 
tional program in which motor vehicle manufacturers were 
cooperating was designed to establish the essential nature of 
the mechanic to the war effort, “without seeking deferment 
from military service, but for the purpose of building up the 
morale of mechanics so as to lessen their migration into other 
fields where their all-around experience is not required.” 


TRANSPORT WORKERS IN WAR TIME 

The importance of the transport worker in war time was 
discussed by Otto S. Beyer, O. D. T. director of transport per- 
sonnel, in a radio address November 11. ; 

“The men of whom I am speaking are civilians,” said he. 
“There is glamour about a good deal of the work they do but 
not military glamour. Certainly they have never thought of 
themselves as heroes of any sort. Yet these men are helping 
to carry the goods with which our armed forces will deliver 
the knockout blow to Hitler and Hirohito and all their stooges.” 

Mr. Beyer said these men, through their labor organiza- 
tions, had pledged no strikes for the duration ‘and with few 
and relatively minor exceptions, they have kept their word.’ 
He spoke of the growing manpower shortage faced by the 
railroads and other transportation agencies and said this meant, 
among other things “allocating men under the selective service 
act as between the transportation industry and the armed 
forces, so that all can give their best to the prosecution of 
the war.” 

Railroad employment was at the highest level in more 
than a decade and, if equipment permitted, might increase next 
year a hundred thousand more, said he. Cargo carrying by ar 
would more than double the number of airline employes in the 
next twelve months, he said. Maritime and shipbuilding employ- 
ment would increase, he said. 

“The Office of Defense Transportation salutes these men 
and women,” said he, in conclusion. 
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November 14, 1942 


Petroleum Transportation 


Coordinator Ickes announced at his press conference No- 
vember 12 that tank car movements of petroleum and petro- 
jeum products into the east coast averaged 768,145 barrels a 
day in the week ended November 7. 

He discussed the petroleum supply situation and pointed 
out factors he said were operating against the supplying of 
gasoline and fuel oil in the eastern area. One of the principal 
factors was the great demand for petroleum supplies for our 
armed forces in Africa. Because of this situation, he said, he 
had recommended a reduction of 139,000 barrels a day in the 
delivery of petroleum in the rationed area in the east. Of the 
total 80,000 barrels were gasoline. He said the recommenda- 
tion had been approved and would mean a cut in the value of 
gasoline and fuel oil ration coupons. 

President Pelley, of the Association of American Railroads, 
said he, had told him that 14 per cent of the tank cars used 
in the eastern movement were in the shops for repairs and 
that this condition was likely to become worse because of the 
fact that the cars were being run at a speed of 40 miles an hour 
while they were built to run 20 miles an hour. The average 
age of the available tank cars was 18 years, said he, and only 
qa few new cars were being built. However, he believed delivery 
of 800,000 barrels a day to the east could be maintained. 

Mr. Pelley held the same view as to the volume of daily 
deliveries, said he. Those who thought an average of a million 
parrels a day could be delivered, said he, did not know what 
they were talking about, in his opinion. It was pointed out that 
the average percentage of bad order freight cars as a whole 
was around 3 per cent as against the 14 per cent for tank cars. 

Mr. Ickes issued a formal statement calling on the public 
“for further voluntary curtailment of consumption of both fuel 
oil and gasoline.” 

Motorists, said he, had not cut out all the driving they 
could cut out—not by “a good deal.” 

‘Many still drive wastefully more than 35 miles an hour,” 
said he. 

His statement emphasized that the petroleum demands of 
our armed forces would be met first. 


Tank car movements of petroleum and petroleum products 
into the east coast averaged 753,594 barrels a day the week 
ended October 31, Petroleum Coordinator Ickes announced. 


This was a slight decrease—seven-tenths of one per cent 
—as compared with the preceding week, when 759,233 barrels 
a day were hauled into the Atlantic seaboard by rail. 

Commenting on the present trend in tank car movements, 
Deputy Coordinator Ralph K. Davies said: 


Every effort, of course, is being made—and will continue to be 
made—to supply the east with its requirements, but it must be under- 
stood that many factors, that will reduce rail shipments, can develop. 

Last week, for example, 18 refineries in the mid-west changed their 
operations to produce less fuel oil and more petroleum coke at the re- 
quest of the Office of Petroleum Coordinator. This diversion is neces- 
sary to supply products required for the manufacture of essential war 
products. 

As a result of the diversion, tank cars that formerly were loaded in 
the midwest had to be shunted to Louisiana and other Gulf Coast points 
to get their loads of oil. 

Some 450 tank cars serving on mid-western refinery alone had to be 
diverted southward. These cars previously had been moving 12,000 
barrels of heavy fuel oil a day, but because of the time required to 
reach more distant loading points the cars could not be reloaded last 
week, 

Cold weather in the northern mid-western states was another factor 
that reduced shipments of oil eastward, causing suppliers to ship greater 
quantities of fuel oil for use by consumers in those mid-western states. 

At the same time, oil was diverted for the use of a number of rail- 
roads whose reserve supplies have been rapidly exhausted by the far- 
above-normal demands made upon these transportation facilities because 
of war conditions. 

Thus, it can readily be seen that there is no way of assuring the 
public that any certain amount of fuel oil will be delivered into the 
east coast by rail, even though the petroleum industry and the rail- 
— do all in their power to ship the fuel oil to meet essential civilian 
heeds, 

In the face of the current lag in the tank car shipment of oil, it 
Must be emphasized again that the conversion of oil-fired equipment, 
both industrial and domestic, to the use of coal is the safest protection 
against the fuel oil shortage. 

In shipping 753,594 barrels of oil each day last week, 38 companies 
loaded 24,744 tank cars. An actual count of cars in service as of Oc- 


tober 1 showed that 70,056 cars were engaged in the movement to the 
east coast. 





On a basis of an average of 213 barrels per car, this means that the 
24,744 cars loaded last week carried the equivalent of 5,270,472 barrels 
of petroleum and petroleum products. 


Petroleum Industry War Council 


The committee on economics of the Petroleum Industry 
ar Council, which held its monthly meeting at the Palmer 
ouse, Chicago, November 9, in conjunction with the annual 

meeting there of the American Petroleum Institute, November 
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9 to 12, reported that there probably would be a shortage of 
100,000 barrels a day for the next five months in transportation 
of petroleum to the eastern states. 

Inability to meet demands in the east were caused chiefly 
by failure of gasoline rationing to cut consumption as much as 
had been expected, and by “inability of tank car movements 
to meet optimistic estimates,” the committee reported. Not 
until next summer would deliveries of oil by the Texas-East 
Coast War Emergency Pipeline, now under construction, relieve 


the situation appreciably, it said. The committee’s recommenda- 
tions were as follows: 


Speeding delivery of materials needed for completion of all trans- 
port projects relating to east coast deliveries; completion of feeder 
lines to the Texas-East Coast War Emergency Pipeline, to supply it 
with heating oil as soon as it is finished; pooling of all facilities that 
will expedite tank-car movement to the east; consideration by proper 
authorities of possibilities of increasing tanker movements; careful study 
of the lowest reasonable level to which stocks may fall in the east; 


united effort to achieve maximum consumer conversion of oil burners to 
the use of coal. 


Robert E. Wilson, president, Pan American Petroleum and 
Transport Company, New York, is chairman of the committee. 

William R. Boyd, Jr., chairman of the council, said the 
committee’s report indicated that the deficiency could be made 
up only by additional rationing or by increased tanker move- 
ment. 


Automotive Transportation 


The central committee on automotive transportation, A. P. 
I., held a group session in the evening. S. F. Niness, chief, 
petroleum carriers section, motor transport division, O. D. T.; 
R. S. Williams, vehicle maintenance section, motor transport 
division, O. D. T., and J. F. Winchester, Standard Oil Company 
of New Jersey, spoke on wartime problems of motor trans- 
portation of petroleum products. Leo Huff, Pure Oil Company, 
Chicago, presided. 

Mr. Niness said that, when the O. D. T. set up its petro- 
leum carriers section in February, it was known by O. D. T. 
officials that it would be necessary, in moving 1,300,000 barrels 
of petroleum products to the east daily, to substitute tank 
trucks for tank cars on short hauls in order to provide a suffi- 
cient number of tank cars for the long movement eastward. 
The section had two responsibilities, he said—first, to conserve 
all tank trucks for movement directly connected with the war 
effort, and, second, “to preserve the tank truck industry itself 
during the emergency.” The section’s first step, he said, was 
to study the percentage of efficiency of the industry’s opera- 
tions. The study showed that tank trucks were operating only 
approximately 50 per cent as efficiently as possible, said he, 
adding that it was found that the efficiency could be best per- 
fected by restricting trucks exclusively to short hauls. Pe- 
troleum transport advisory committees had been set up in each 
state to assist in that conversion, said he, and the committees 
had been of great service. The conversion had so far resulted, 
he continued, in the release of more than 8,000 tank cars a 
month for the long haul movements. Present plans, he said, 
called for establishment under each state committee of sub- 
committees on local delivery whose purpose would be to effect 
a substantial reduction in mileage traveled by tank trucks in 
local delivery. 


Speaking of over-the-road tank truck deliveries, he said: 


There are in existence today tank car permits for slightly over 
40,000 tank car loads per month for hauls under 100 miles. While not 
all of this can be converted to tank trucks, because of certain physical 
conditions, there remains a substantial portion of this movement which 
can go on tank trucks and thereby release additional tank cars. The 
expansion of O. D. T. No. 7 to require permits on tank cars for hauls 
up to 200 miles has resulted in more than doubling the number of ap- 
plications for permits. During October the number of applications on 
hauls for 0 to 100 miles was 2,226 and on hauls of 100 to 200 miles the 
number of applications received was 5,109—or a total of 7,335 applica- 
tions. 

It is obvious that tank trucks cannot take over all 200 mile hauls; 
as a matter of fact, they cannot absorb all of the 100 mile hauls. It, 
therefore, may become necessary that we take such steps that will per- 
mit us to review and examine all tank truck movements over 100 
miles in order that we may be assured that no unnecessary long-haul 
movements are being performed and that the type of transportation 
best adapted to the particular movement is being used. 


Mr. Williams spoke on “Wartime Automotive Mainte- 
nance.” He said the nation’s war effort would be “hamstrung” 
if truck transportation were greatly impaired. Pointing out 
that almost no new trucks would be available to any truck 
users, he said it was ‘‘only the commonest of common sense 
for every owner and driver of a truck to ‘keep it rolling,’ for 
selfish reasons if no other.” He said the drivers were the only 
men who could make ‘truck conservation” more than a catch 
phrase. The driver should be taught that he had a personal 
interest in conservation, he said, urging truck operators to call 
the following points to their drivers’ attention: The driver will 
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not have a job if his truck breaks down; the lives of his friends 
serving in war areas depend in part on efficient truck trans- 
portation at home; if the driver goes to war himself, he will be 
safer if trucks are keeping supply lines open. He also urged 
that operators encourage their drivers and filling station em- 
ployes to discuss preventive ma‘ntenance methods with other 
drivers whom they met in their operations. 

Mr. Winchester spoke in favor of government setting up 
a spec al rationing system to allot tires to petroleum truckers. 
Government officials failed to set up such a system for petroleum 
truck operators in order to “protect their rationing plan, which 
has not functioned effectively and which has failed to provide 
= and efficient equipment to an essential industry,” 
said he. 

Pipe Lines and War Demands 


J. R. Parten, director, transportation division, Office of 
Petroleum Coordinator, spoke on “Pipe Lines and War De- 
mands” at a meeting of the A. P. I.’s division of production, 
the morning of November 11. He said the current demand for 
movement of petroleum to the east coast represented a daily 
movement of approximately 300,000000 ton miles. His divi- 
sion, he said, had attempted to determine the relative value of 
substituting tank cars, tank trucks, barges, and pipe lines for 
the tank ships that formerly transported nearly all petro- 
leum and petroleum products to the east. 


Continuing, he said: 


We have applied the rules of the least time required and the least 
expenditure of critical materials. In an expansion of facilities, we 
have recognized that more tank cars would require more locomotives; 
more barges would require more power boats, more canals and canal 
improvements; more pipe lines would require more available power; 
more tank trucks would require more rubber and manpower. We 
have been required, moreover, to weigh all of these in terms of steel 
and horsepower against the increased building of tank ships and re- 
lated convoy equipment. 

In our evaluation, we have related all of these methods of move- 
ment to a standard base route, long since used, from the Texas coast 
to New York harbor. Steel and power efficiencies became the con- 
trolling factors in our selection of the most desirable expansible 
method. We found in our calculations that over this base route we 
could depend on barges to deliver about 50/100 of a barrel of oil per 
day per ton of steel. Tank cars would deliver 52/100 of a barrel of 
oil per day per ton of steel. A large pipe line, the 24-inch, basis 
300,000 barrels per day would deliver about 82/100 of a barrel of oil 
per day per ton of steel. At a stepped-up capacity of 450,000 barrels 
per day, this line would deliver 120/100 barrels per day per ton of 
steel. 


It was found that while the tank ship was about equal to the 
large pipe line, in steel efficiency, the convoy equipment required and 
other uncertainties governing tanker availability removed this method 
from consideration. It was found that tank trucks could make their 
best contribution as a substitute for tank cars on the short hauls, 
leaving the cars available for the long east coast movement. 


He said the O. P. I. last spring adopted a comprehensive 
pipe line program calling for the relocating of 1,700 miles of 
second-hand p'pe, laying 2,357 miles of new line, reversing 
and converting 2,800 miles of other lines, and installing of 
considerable pipe line equipment and storage facilities. The 
greatest measure of relief would result from construction of the 
Texas-East Coast War Emergency Pipe Line, he said, adding, 
however, that the O. P. I. and the pipe line committee of the 
War Production Board recognized the probable necessity for 
construction in 1943 of a second large pipe line from the south- 
west to the eastern seaboard. He estimated that in the 12- 
month period beginning July, 1943, pipe line deliveries, exclud- 
ing those of the Texas-East Coast emergency lire, would 
amount to one-eighth of all deliveries to the east. With full 
use of the emergency line, said he, the pipe lines would 
handle two-fifths of all deliveries. The Texas-East Coast line, 
he added, would be able to transport as much oil as could be 
carried in 85 tankers of 11,000 deadweight tons. 

William R. Boyd, Jr., president, A. P. I., presided at a 
general session in the afternoon. Speaking on petroleum trans- 
portation, he said “a very excellent record” had been made by 
“all concerned in the transportation by tank car of petroleum 
products.” He said approximately $40,000,000 had been spent 
in relocating some pipe lines and reversing the flow in others. 
He said the oil industry had been ‘‘mighty lucky that it fell 
into the hands of Harold L. Ickes in the war period,” and that 
Coordinator Icker had appointed Ralph Davies as deputy co- 
ordinator. 


Ickes Address 
W. T. Jones, president, Cities Service Oil Company, read 
a speech at the session that had been prepared for presenta- 


tion by Coordinator Ickes, who was unable to attend the 
meeting. It contained the following reference to transportation: 


You oil men and the transportation companies have done a breath- 
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taking job in building up the movement of oil, overland and by inland 
waterways, in substitution for the ocean tankers which in peace time 
hauled more than 95 per cent of the oil used in the eastern sates, 

I have paid tribute to you and to the transportation companies go 
frequently for your achievements in this field that I believe my appre. 
ciation is well known. 

In connection with the job of transportation, I am able to give yoy 
some timely information concerning a subject in which we are mutually 
very interested: the 24-inch pipe line from Texas to the east coast, 
The last of the 550 miles of pipe for the Longview-Norris City leg was 
shipped yesterday—exactly four months to the day from the time 
the work was started. That accomplishment meant that 137,000 tons 
of steel was transformed from ingots to tube—4,600 gondola carloads 
of it. That was an average of 5% miles per day. I think that there 
can be no dispute that the steel mill has earned our thanks and ap- 
plause for this record. I hope that as excellent a job can be done 
on the pipe for the extension of the line. 

I believe that you will understand that I feel more than a little 
satisfaction over our success in getting the approval of the War Pro- 
duction Board for the completion of this line. Most of you know that 
I have been pleading for two and a half years for big pipe lines from 
the southwest to the east. I have done so, not with any thought of 
maintaining motoring as usual. I have done so because I have known, 
as I said earlier, that there is nothing more indispensable to defense 
or to war than oil. I have done so because I know that it is a lot 
better to move that precious oil through 1,387 miles of nonsinkable 
pipe line than it is to try to get it safely through 2,200 miles of sub- 
marine-infested ocean. 


The institute elected 59 members of the board of directors 
at the meeting. The board reelected Mr. Boyd president. It 
also reelected all other officers and members of the executive 
and nominating committees. 


Eastman Speaks 


Director Eastman spoke at a general session in the eve- 
ning. Speaking first of transportation in general, he said it was 
agreed on all sides that the nation’s transportation agencies 
had handled their wartime tasks capably. Spirit and morale 
in the industry had been high, and there had been excellent 
cooperation between shippers, transport lines, and government 
agencies, he said. The railroads alone had in 1942 handled 
nearly 30 per cent more ton miles of traffic than they had han- 
dled in 1941, despite inability to increase their facilities, said 
he, adding that the time had come “to be more liberal with 
the carriers in the provision of new equipment.” 

Discussing problems of petroleum transport, he said: 


One of the extraordinary things in transportation performance thus 
far has been what the railroads have done in carrying petroleum and 
its products to the Eastern Seaboard. As you know, when the war 
broke. out, the railroads had for some years been a steadily diminish- 
ing factor in the movement of oil. Its transportation had been taken 
over to a very considerable extent by pipe lines, tank vessels, and 
tank trucks, because they were more economical or, in the case of 
the trucks, more convenient and efficient for short hauls. Hundreds 
of railroad tank cars were rusting on the sidings. The eastern sea- 
board was supplied to a very large degree by tankers from the Gulf 
ports. To that territory the railroads had been moving in normal 
times perhaps not more than 5,000 barrels per day. In the fall of 
1941, they estimated, subject to some skepticism, that they could do 
200,000 barrels a day. In the week before Pearl Harbor, the average 
was 70,000 barrels a day. Thereafter the movement steadily increased 
until it reached a peak of about 850,000 barrels. Since that time there 
has been a tendency to recede, but the movement has averaged well 
over 750,000 barrels. 

There is room in this record for credit to all. The railroads de- 
serve, I think, the major part, but certainly the petroleum industry 
and the Office of Petroleum Coordinator are entitled to good shares, 
and I am disposed to take some in behalf of the O. D. T. Let me 
mention some of the factors in which we have at least played a part. 
One is the constant surveillance over the tank-car supply and its use 
by our Tank Car Section under A. V. Bourque. Another is the permit 
system which we established with repect to tank-car movements, first 
of not more than 100 miles and now of not more than 200 miles, which 
enabled us, through a martialing of the tank-truck resources, to sub- 
stitute trucks and release about 9,000 cars for the long-haul movements 
to the seaboard. Still another is the promotion of scheduled move- 
ments in practically train-lots from the Southwestern origins to the sea- 
board over designated routes. 


The efficiency of this train-lot movement will be materially en- 
hanced with progressive development, under O. P. C. Order No. 59, 
of the plan for delivery of each such lot at a central storage point from 
which deliveries to the surrounding territory can be made with trucks 
or barges, thus permitting the immediate return of the empty cals 
in like train-lot movements and substantially reducing the round-trip 
time. Here we have illustrated a most interesting departure, by both 
the railroads and the petroleum industry, from ‘‘Business as usual 
and the adoption, with government sanction and for the purpose of 
accomplishing results necessary in war time, of practices which in 
normal times would meet with condemnation under the anti-trust 
statutes. 


I have been hopeful that the movement by rail to the eastern 
seaboard could be increased materially above the present record of 
about 850,000 barrels per day, and I have not lost that hope. Prognos- 
tications are difficult, because of factors which work in opposing direc 
tions. ‘Those which are favorable are the scheduled, train-lot move 
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ments, which are improving steadily—the present and prospective 
deliveries in train-lots at centralized destinations—and the approaching 
completion of the 24-incr pipeline to Illinois, which will shorten the 
rail haul to the east with results equivalent to the adding of about 
3,000 cars to the supply. The unfavorable factors are the coming 
winter, which will slow the traffic, particularly if the weather is 
severe—the strain on railroad motive power of increasing war traffic 
and troop movements—and the condition of the cars. 

As to the latter—the condition of the tank cars, the situation is 
somewhat like fighting a war with an army made up of many old 
men, some middle-aged men, and a few young men, all of them in 
active service on the front line, with no reserves or replacements, and 
inadequate facilities for taking care of the wounded. There have been 
far too many casualties. Leaving that figure of speech, we have re- 
cently set up, for the relief of this situation, a committee composed 
of representatives of the Association of American Railroads, shipper- 
owners, lessor-owners, the O. D. T. and the O. P. C. to make an 
immediate survey of the location and capacity of repair shops, such 
relocation of shops as may be necessary, the supply of repair mate- 
rials, and manpower. 

It should be noted, for it is not generally realized, that there have 
been thrown into this railroad battle against oil shortage in the At- 
lantic Seaboard territory, at times as many as 70,000 tank cars out of 
a total of about 140,000, of which about 120,000 are usable for petroleum 
movement. This has deprived other areas, and particularly the central 
states, of considerable needed service, so that these other areas are 
sharing the troubles of the seaboard. The general shortage of tank 
cars has resulted in a priority order of the War Production Board, 
addressed for administration to the O. D. T., which we are following 
in order to protect the movement of certain other essential commodities 
which move tank cars. 

Other transportation forces besides the railroads have been thrown 
into the oil shortage battle. The important part which tank trucks 
have played, under the guidance of Sam Niness of my staff, in reliev- 
ing tank cars, I have already mentioned. You know, I am sure, what 
is being done in reversing the movement over certain pipe lines and 
constructing connections, so that a greater supply can by that means 
be delivered to the east, in building a new line across the Florida 
peninsula, and in building the great 24-inch line. On the Mississippi 
and Ohio rivers, tank barges are delivering something like 50,000 bar- 
rels a day to Pittsburgh and like points for movement thence by rail 
or pipe line to the east, and some 130 dry cargo barges are now, or 
soon will be, in process of conversion so that they can add to this 
movement and be utilized also in the movements on the Gulf and 
Atlantic intracoastal waterways. On the Great Lakes, we have brought 
the tankers under control by a permit system, with a view to increas- 
ing the movement to the east through Lake Erie and the New York 
State Barge Canal. At last reports that movement had been increased 
to something like 70,000 barrels a day. This permit system is also 
being used generally and successfully to induce movements to the east 
by tank vessels of all types, and with most effective cooperation from 
the Office of Petroleum Coordinator. We have further taken steps to 
have the barges removed from the New York Canal before they are 
frozen in, so that they can be used in the winter on the Hudson River 
and Long Island Sound. A program, drawn up by a committee ap- 
pointed by the President, of which Secretary Ickes was chairman and 
I was a member, for the extensive construction of wooden barges 
and the necessary towboats, to be used on the intracoastal waterways 
and river systems in the movement of residual oils, has been held 
up by a motive-power bottleneck which we are struggling to overcome. 


He said tank trucks should not be used for long-haul move- 
ments of petroleum except in very few cases. The O. D. T. had 
learned that there were instances in which tank trucks were 
being unwisely used for long hauls, he said, adding that ‘you 
need not be surprised if the over-the-road long-haul use of 
tank trucks is placed on a permit system, similar in adminis- 
tration to the control of tank cars on the shorter hauls under 
our general order No. 8.” He said the greatest opportunity for 
saving mileage and tires in tank truck operations lay in reduc- 
ing mileage of local deliveries. Curtailment of local deliveries 
offered numerous problems, but the O. D. T. had begun plan- 
ning to that end, he said. The O. D. T. had appointed com- 
mittees to devise spec‘fic plans that could be approved “from a 
transportation standpoint by the O. D. T. and from a legal 
standpoint by the Department of Justice,” and was receiving 
effective cooperation in its effort from the O. P. C. 


Davies on Petroleum Transport 


_ Ralph K. Davies, deputy petroleum coordinator, spoke 
briefly at the final general session of the A. P. I. November 
12, on problems of transportation. He said the oil companies, 
With the aid of the railroads,” had done a masterly job in 
substituting overland transportation of petroleum to the east- 
«fn seaboard in place of tankers drawn out of service. Con- 
struction of the new “big inch” pipeline from Texas to the east 
Coast would go a long way toward solving the transportation 
shortage, though it would not suffice “to meet the ever increas- 
Ing demands of the military forces,” he said. 


RAILROAD USE OF FUEL OIL 
Oil companies reported sales of fuel oil of various grades 
‘o railroads totaling 85,510,000 barrels in 1941, a gain of about 
6 per cent over the 1940 demand of 68,098 barrels, and the 
tailroads were credited with over 15 per cent of all fuel oil 
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deliveries in 1941 compared with about 14 per cent in 1940, 
according to a mineral market report (No. MMS 1026) issued 
by the Bureau of Mines, of the Department of the Interior. 

“The huge freight tonnage handled by the railroads in 1941 
approached the volume reported in the boom year of 1929 and 
made necessary the adding of many oil-burning locomotives,” 
said the Bureau of Mines. “The number of such oil burners 
increased from 6,338 in 1940 to 6,480 in 1941, and incidentally 
this gain reversed a steady downward trend in the number of 
these units for the past eleven years.” 

The report showed that railroads in the south-central states 
used more fuel oil than those in other areas and that the oil 
consumption there increased by 21 per cent from 31,782,000 
barrels in 1940 to 38,407,000 barrels in 1941. Requirements in 
the Rocky Mountain states increased 43 per cent from 3,872,000 
barrels in 1940 to 5,541,000 barrels in 1941, the bureau noted. 
It observed that a rapidly growing use of Diesel fuel by rail- 
roads in recent years continued in 1941, when Diesel fuel re- 
quirements increased by 50 per cent to a total of 2,752,000 
barrels. More Diesel fuel was used by railroads in the north- 
central states than in any other area, sales there having in- 
creased 42 per cent to a total of 923,000 in 1941, it added. 

“Sales of fuel oil to vessels, which declined by 6 per cent 
in 1940 compared with 1939, dropped still further (about 10 
per cent) from 74,803,000 barrels in 1940 to 67,635,000 barrels 
in 1941,” the report said. 


Petroleum and Rubber Controls 


Duplication of effort, delay, and want of responsibility of 
the administration for the handling of problems involving rub- 
ber, oil, gasoline and hard fuel and the inability of the American 
people to fix the responsibility constituted “very large con- 
tributing causes” of the outcome of the general election No- 
vember 3, said Senator McNary, of Oregon, in discussing the 
election results in the Senate. 


“We have had a half dozen commissions fooling, toying, 
playing and boondoggling with rubber, oil, gasoline, fuel oil 
and hard fuel,” he said. “I was on a committee with my dis- 
tinguished friend from Iowa (Senator Gillette), who made a 
very complete success in his exploration of the subject of rub- 
ber, both natural and synthet‘c. We had to call in, seemingly, 
a fair portion of the population of Washington in order to find 
out who is in charge of rubber. I do not desire to exaggerate, 
but when we got through it seemed to me that we had not lo- 
cated the man. Not even our distinguished friend Mr. Baruch 
could answer the description. Since that time, however, Mr. 
Jeffers, a very able man, has been appointed rubber dictator 
or czar; and yet I think he also must confer with and receive 


the advice of a dozen more other officials before action can be 
taken.” 


Representative Manasco, of Alabama, after observing that 
there were now about 2,500,000 civilian employes working for 
the federal government, pred‘cted that the new tire inspection 
program would “take thousands more employes away from our 
war effort.” Said he: 


Recently the American people advised that in order to keep our 
cars rolling, our tires would have to be examined every 60 days. There 
are about 30,000,000 cars in the United States. With my experience in 
having cars checked, a person will lose almost a day in getting the in- 
spection. That will mean the loss of 15,000,000 man-days a month. Then 
the examiner will have to fill out four or five pages of reports showing 
the number of flakes out of each tire, the exact location of scars, and 
the thickness of the tires. This report will have to be mailed to a dis- 
trict office for tabulation and further study. Then it will have to be 
sent to Washington and considered by the powers-that-be there, who 
will have to prepare reports to be sent back to the car owner. This 
will take thousands more employes away from our war effort. Of 
course, this is all supposed to make us conscious of the fact that we 
are in a war... 

Sooner or later someone will discover that there is a leather short- 
age looming. We will then ask Congress for an appropriation to pur- 
chase 132,000,000 pedometers. Each person, before he is eligible to buy 
a new pair of shoes, must show the exact number of steps taken in the 
old shoes. We must have a number of economists to figure out the 
average length of steps taken to and from our places of business, and if, 
for any reason, a person steps off the beaten path and the report shows 
more steps than necessary, he will be denied a pair of shoes... 


The Office of Price Administration has issued its ration 
order 1A, prescribing regulations for the rationing of tires, 
tubes, recapping and camelback, and its ration order 5C, con- 
taining regulations for “mileage rationing” and gasoline ration- 
ing. November 22 is the effective date of each of these orders. 
The O. P. A., in a preamble to each order, said it was acting 
pursuant to directions by Rubber Director Jeffers that it carry 
out the recommendations contained in the report of the Baruch 
committee (see Traffic World, Sept. 12, p. 613). 

“Control over commercial vehicle mileage,” said the O. P. 
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A. in the preamble to its ration order 5C, “is shared jointly by 
the Office of Defense Transportation and the Office of Price 
Administration. The mileage to be driven by, and accordingly 
the amount of wear of tires used on, trucks, busses, taxes and 
other like vehicles used for transporting property or available 
for hire or rental will be determined by the Office of Defense 
Transportation, and evidenced by Certificates of War Necessity 
setting forth the maximum mileage and gasoline gallonage 
allowed for the vehicles operated. On the basis of such certifi- 
cates, local war price and rationing boards will issue transport 
rations, filling the requirements of such vehicles up to the 
maximum fixed by the certificate.” 


Whether or not commercial vehicles such as those specified 
in the foregoing paragraph should receive tires or recapping 
services remained the responsibility of the O. P. A., it was 
stated in a preamble to ration order 1A. It continued: 


Tires and camelback for these vehicles require crude rubber. The 
present suply of tires and camelback for commercial motor vehicles 
is now gravely limited. It may not be possible, therefore, to furnish 
tires or recapping services for every vehicle for which a Certificate of 
War Necessity is issued by the Office of Defense Transportation, and 
only the most essential commercial motor vehicles can be designated 
as eligible for tires or recapping services. 


Ration order 5C embraces sections numbered 1394.7501 to 
1394.8351, inclusive, among which sections 1394.7801 to 1394.7808 
deal with transport rations. Several other sections, however, 
also, relate to gasoline rations for commercial vehicles. 

Ration order 1A, covering rubber allotments, tire inspec- 
tions, etc., embraces sections numbered 1315.151 to 1315.1198, 
inclusive. Sections 1315.504 to 1315.507, inclusive, deal particu- 
larly with rubber allotments for commercial vehicles. 

Section 1315.505 sets out requirements for issuance of 
“List A” and “List B” certificates, the former authorizing “any 
grade or type of tire or tube, or recapping service” for certain 
types of vehicles, the “List B” certificate authorizing recapping 
service only, or the granting of a tube for certain other types 
of vehicles. Vehicles in list A include vehicles used in specified 
passenger transportation services, vehicles used by contract or 
private carriers for transportation of kinds of property desig- 
nated in the order, and vehicles used “for transportation of any 
property by a common carrier which holds itself out to serve 
the public at standard rates, fixed in advance, and which does 
not serve persons whom it chooses as its customers on terms 
separately arranged for each customer.” 


Motor Carrier Tire Reserves 


Conditions under which a war price and rationing board 
may issue emergency certificates or regular certificates au- 
thorizing establishment, increase or maintenance of an emer- 
gency reserve of tires and tubes equivalent to 10 per cent of 
the number of running wheels on vehicles satisfying require- 
ments as to mileage range of operators set forth in a subse- 
quent paragraph, are specified in section 1315.507. 


The motor carrier industry has objected to exclusion of 
carriers operating under compliance orders issued by the Com- 
mission, rather than under certificates or permits from the 
Commission, from the O. P. A. authorization of emergency tire 
reserves. The conditions prescribed in section 1315.507 make 
no mention of carriers operating under compliance orders. 
These conditions are: 


(1) That all commercial vehicles which an applicant owns, operates, 
or controls are operated exclusively for one or more of the purposes 
specified in list A. 

(2) That the vehicle for which application is made is eligible under 
regulations covering proof of need and eligibility and under list A. 

(3) That over 50 per cent of the vehicle’s mileage results from 
regular operations in runs of more than fifty (50) miles from the 
closest source controlled by the applicant at which tires and tubes are 
available for his immediate use and more than fifty (50) miles from 
the place where such vehicle is garaged or normally stationed. (These 
are the ‘‘mileage range of operations’’ requirements mentioned above.) 

(4) That the vehicle is owned by a state, or is owned or operated 
by an applicant who has been granted by the Interstate Commerce Com- 
mission either a certificate of public convenience and necessity as a 
common carrier or a permit as a contract carrier. (i) The holder of a 
certificate or permit issued by the Interstate Commerce Commission 
may apply only for those vehicles which he owns and operates. (ii) An 
owner of vehicles who is not the holder of a certificate or permit issued 
by the Interstate Commerce Commission may apply for an emergency 
reserve based only on those vehicles leased for exclusive use for a 
period of at least six months to the holder of a certificate or permit is- 
sued by the Interstate Commerce Commission; Provided, That the owner 
may permit the lessee to act as his agent in the physical distribution 
of the tires, tubes, or certificates among the lessee’s vehicles during the 
terms of the lease. (iii) Application under this section should be made 
by the state, and not by any subdivision or agency of the state. 

(5) That the total number of tires and tubes which the applicant 
owns and which are or can be mounted on his eligible vehicles (ex- 
cluding tires on running wheels and one spare of a given size for each 
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vehicle operated for such purposes), amounts to less than 10 per cent 
of the running wheels on vehicles which satisfy the requirements of 
paragraph (3), above. (i) For the purposes of this computation a 
dual wheel shall be treated as two wheels. (ii) An applicant who has 
increased the number of his vehicles operated for purposes specified 
in sections 1315.503 or 1315.505(a) may apply to the (war price and 
rationing) board for an emergency reserve based on such increase, He 
shall not be required to trade in or sell any tire or tube upon acquir- 
ing tires, tubes or certificates to increase his emergency reserve since 
such acquisition is not for replacement but is an addition to his stock 

(6) That applicant has satisfied all the applicable provisions of sec- 
tions 1315.501 (proof of need and eligibility), 1315.502 (additional proof 
of need for passenger automobile), and 1315.504 (additional proof of 
need for commercial vehicle). 


Representative Rabaut, of Michigan, in an extension of re- 
marks in the Congressional Record, said that those who knew 
Michigan asked that the established date for gasoline rationing 
be postponed and that a more thorough study be made “jin 
order that a million car owners and an additional million car 
riders may have uninterrupted transportation to their war jobs 
during the period of this inquiry.” 


Gasoline Rationing Postponed 


Postponement of nationwide mileage or gasoline rationing 
from November 22 to December 1 was announced November 10 
by the Office of Price Administration. In the case of rations 
for commercial vehicles, war price and rationing boards will 
reduce by twenty per cent the gallonage allowed by the Office 
of Defense Transportation for the forty days’ period from No- 
vember 22 to December 31, due to the shortening of the ration- 
ing time within that period. The O. P. A. said the transport 
rations to trucks might be granted by local boards to holders 
of O. D. T. certificates of war necessity as soon as the rationing 
materials were available. The postponement was necessary, it 
was stated, because of unavoidable delays in the distribution of 
the necessary forms and rationing books. 

In the O. P. A. announcement about the postponement of 
“mileage” rationing appeared the following: 


The delay was caused largely by the wartime congestion of Amer- 
ica’s transportation system which made it impossible to maintain de- 
livery schedules in all parts of the country on the more than a third 


of billion pieces of printed matter necessary to put the program into 
effect. 


O. D. T. officials, when queried about that statement, said 
there was no “wartime congestion” that caused the delay but 
that apparently adequate distribution arrangements had not 
been made in advance to insure prompt handling of such a 


_large volume of printed matter. 


Adoption of a “voluntary cooperation” program to save 
gasoline and rubber, in lieu of the proposed mandatory gaso- 
line rationing system, and postponement of the gasoline ration- 
ing program for 90 days to give the public an opportunity to 
attain the objectives sought through voluntary cooperation, are 
steps advocated by Representative Louis Ludlow, of Indiana, 
in a letter to Price Administrator Henderson. Mr. Ludlow re- 
produced the letter in the Congressional Record, as an exten- 
sion of his remarks. 

In his letter, he said that “free people resent regimentation 
but will gladly cooperate in a program of gasoline and rubber 
conservat:on. He said the people could and would handle the 
gasoline and rubber problem, without necessity of regimenta- 
tion by the federal government, by universal agreement on: 
(1) A 35-mile-an-hour speed limit; (2) a promise to forego all 
automobile trips except such as might be absolutely necessary, 
and (3) an understanding that wherever possible every auto- 
mobile driver would fill his vehicle to capacity load under a 
“share the ride” system “by accommodating as _ passengers 
neighbors who may be traveling in the same direction that 
he is.” 

Representative Gillie, of Indiana, inserted in the Record 
what he termed ‘“‘a public acknowledgment of the scores an‘ 
even hundreds of protests that I have received against the fra- 
tioning of gasoline throughout the nation in order to conserve 
rubber for the war effort.” He said that, on making representa- 
tions to “officials who have the problem in charge,’ he had re- 
ceived only the “assurance” that the Baruch committee had 
ins'sted on nationwide rationing as the only way to conserve 
rubber. Mr. Gillie said it appeared the country was in for the 
expenditure of a tremendous amount of money to carry oul 
“the so-called remedy for the rubber shortage.” 


Representative Michener, of Michigan, inserted in the 
Record a letter addressed to President Roosevelt by James 
Vernor, president of the Automobile Club of Michigan, asking 
for postponement of nationwide rationing of gasoline “‘so that 
governmental surveys, wide and exhaustive, may be made and 
their results correlated.” The letter said rationing would create 
d fficulties for many Michigan war workers. 

Representative Carlson, of Kansas, in an extension of his 
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remarks in the Record, said rationing of gasoline, fuel oil and 
kerosene Was unnecessary and impractical in oil-producing 
reas. 
’ Holders of gasoline ration books under mileage rationing 
will be required to write identifications on the back of their 
coupons “‘to insure against theft and misuse,” the O. P. A. has 
announced. It said for most passenger car, truck and motor- 
cycle operators this identification would be the vehicle’s license 
number and state of registration, and that fleet drivers, using 
interchangeable coupon books, would write down the name and 
address of the fleet owner. ; 

“Trucks, busses, taxis and government commercial ve- 
hicles,” it said, “will be issued transport (T) rations to provide 
mileage allowed on Certificates of War Necessity issued by the 
Office of Defense Transportation. Other government vehicles 
will be issued official rations.” 

The O. P. A. said that owners of commercial vehicles must 
present their Certificates of War Necessity to the local war 
price and rationing board before a ration for any of the vehicles 
could be issued. It added: 


Vehicles owned and operated by the armed forces will also receive 
transport rations but are exempted from the Certificate of War Neces- 
sity requirement. 

“Loeal boards may not issue a transport ration for more mileage 
than that which the O. D. T. has approved on the certificate. 

Transport rations will be issued in the form of T-1 and T-2 books, 
containing 96 and 384 coupons, respectively, when full. Books, how- 
ever, will be tailored to fit the mileage allowed. Each T coupon will 
have a value of 5 gallons at the start. 

No transport rations shall be issued after March 1, 1943, for a 
vehicle for which a Certificate of War Necessity is required unless the 
applicant presents to the board a record of inspections or a certificate 
as to inspections, as required by O. D. T. 


GASOLINE RATIONING OPPOSED 


The board of directors of the Burlington, Ia., Shippers’ 
Association has adopted a resolution opposing the extension at 
present of gasoline rationing to states outside the east coast 
area. O. D. T. speed restriction and “voluntary rationing by 
patriotic American people” are sufficient to conserve tires on 
motor vehicles, which is the purpose of the national gasoline 
rationing plan, says the resolution. It says motorists in the mid- 
dle west have voluntarily reduced their consumption of gaso- 
line almost to the level of gasoline consumption in the eastern 
rationed area. It asks that the government postpone adoption 
of gasoline rationing in the middle west for 90 days, in which 
period government agencies should study the full effect of 
present voluntary reduction of gasoline consumption and mile- 
age reduction by motor vehicle operators in the area. 


AUTOMOBILE RATIONING 


In announcing that taxicab companies renting or leasing 
cabs to drivers had been made eligible to acquire new passenger 
automobiles, the Office of Price Administration said it had di- 
rected that new passenger automobiles be rationed for use as 
taxis only to buyers conforming with Office of Defense Trans- 
portation regulations. 

“This applies to owner-operators as well as to rental com- 
panies,” said the O. P. A. “As a result, new cars for taxi serv- 
ice will be available only to replace cabs operated under O. D. 
T. Certificates of War Necessity, or as additional equipment 
when O. D. T. authorizes the addition.” 

The W. P. B. director general for operations announced 
issuance of supplementary directive N. 1-Q, delegating to the 
0. P. A. authority to ration tires, casings, tubes, retreads, tire 
materials, gasoline and passenger automobiles, and added that 
used passenger automobiles were included in the directive but 
that there was no present intention of rationing used cars. He 
said the directive was issued with the approval of Rubber 
Director Jeffers. 


COLLECTION OF TIRES 


According to the Office of Price Administration, the Rail- 
way Express Agency, designated by the federal government as 
the agency to collect and ship all idle tires turned in by auto- 
mobile owners to the government, is now operating its collec- 
tion trucks overtime “to keep up with the pickup calls.” 

__ “Since possession of more than five tires per passenger car 
will make a motorist ineligible for gasoline under nationwide 
mileage rationing,” said the O. P. A., “the big rush of turn-ins 
1s expected just before motorists go to register later this month 
or their basic gasoline ration and to receive their ‘A’ books. 
Motorists in the eastern ration area, who already have gasoline 
ration books, must turn in all tires over five by November 22.” 

First reports showed, the O. P. A. said, that 637,750 tires 
had actually arrived at the central warehouses by the end of 
October, 17 days after the collections began. It said the 23,000 
Offices of the Railway Express Agency had reported that tire 
collections started “moderately” and had steadily increased. 
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Transport Conservation 


The board of directors of the Chamber of Commerce of 
the United States has approved a report of the Chamber’s trans- 
portation and communication department committee “urging 
upon the War Production Board special consideration of the 
need for a proper balance beween production and transporta- 
tion, in allocating materials for transportation equipment and 
maintenance, even though this may require materials that 
otherwise would go into war equipment. 

“A fundamental consideration is that transportation is an 
absolutely necessary element of our war effort,” said the com- 
mittee, having pointed out that though the country’s essential 
domestic transportation needs had on the whole been met in a 
gratifying manner, the prospective increase in traffic in the next 
year threatened to overtax the capacity of existing facilities. 

On the other hand, said the committee, as the Chamber had 
consistently urged, every practicable economy in the use of 
transportation must be adopted in order that the demands on 
available supplies of steel, rubber and other critical materials, 
fuel and manpower—for operation and maintenance as well as 
for new equipment—might be kept to the minimum. 

In the first world war the demoralization of transportation 
was in considerable part due to the system of giving priority to 
cars containing urgent freight over others already loaded, said 
the committee. 

‘We have urged that, instead of adopting such a priority 
system, any possible need for restricting the volume of trans- 
portation should be met through control over the production 
of goods, already far developed by W. P. B.,” said the report. 
“However, any application of such control over production to 
meet transportation needs would involve new complicated prob- 
lems and we point out that there should be special need for 
bringing to bear on them the knowledge and judgment of the 
branches of industry and trade concerned.” 

Suggestions had been made for a system of priorities in in- 
tercity passenger transportation, said the committee. However, 
it said, any such system would be extremely difficult to admin- 
ister and “it is understood the Office of Defense Transportation 
would consider it only as a last resort if voluntary efforts should 
fail to keep demands upon public carriers within manageable 
limits. Analyses indicate that. 40 per cent of present intercity 
travel is nonessential, and necessary civilian travel accommo- 
dations are becoming more difficult to obtain. Business organ- 
izations can assist by publicizing these facts and enlisting co- 
operation of all concerned in reducing unnecessary travel, es- 
pecially during peak periods.” 

The committee said the freight car efficiency campaien of 
the last eighteen months had rightly been called one of the 
finest examples of voluntary cooperation on record. It urged 
cooperation by business organizations and their members in 


the various moves to make the transportation plant do the job 
required of it. 


The Chamber has submitted the report and the following 
suggestions of its committee to Director Eastman, of the O. D. 


T.; Chairman Nelson, of the W. P. B., and Rubber Director 
Jeffers: 


1. Transportation of war materials and the essentials of life are 
as necessary as their production. The maximum in the war effort calls 
for balancing of production and transportation. 

2. The transport conservation program in all of its phases should 
be pushed to the utmost consistent with the practical necessities of 
the country. To secure maximum results in minimum time the infor- 
mation required and procedure to be followed should be simplified and 
administration decentralized as much as practicable. 

3. Any possible need for restricting the volume of transportation 
should be met by limiting production of goods and not by giving pri- 
ority to movement of certain freight after it has been loaded. The 
latter system of priorities was in part responsible for the demoraliza- 
tion of transportation in World War I. 


4. The respective branches of industry and trade are primarily 
concerned in any such limitation of production or restriction of terri- 
tory to be served from different centers of production. Their knowl- 
edge and judgment should be brought to bear upon the problems in- 
volved. 

5. To assist in meeting the passenger transportation problem there 
should be an intensified effort to secure cooperation of all concerned 
to eliminate unnecessary travel and choose the times for essential 
travel that will make the most economical use of available facilities. 

6. The capacity of available motor transportation should be pre- 
served and to this end the speed limit for over-the-road trucks and 
buses unable to operate efficiently at 35 miles an hour should be re- 
considered. In the final analysis this is consistent with rubber con- 
servation. 

7. Consideration of allotments for new transportation equipment 
and maintenance materials should take into account the country’s in- 
creasing production, the growing demands upon public passenger car- 
riers due to restrictions upon automobiles, the sharp limitations on 
such allotments which have been in effect during the current year 
and the time factor in building new equipment. Transportation must 
be made adequate to meet essential demands. 

8. Transportation agencies are finding increasing difficulties be- 
cause of shortage of manpower, sharing in this respect the difficulties 
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of other branches of business and with the added factor of effects upon 
public safety. The essential manpower requirements of transportation 
call for most careful consideration. 


The members of the Chamber committee are as follows: 


Arthur M. Hill, chairman, president, Atlantic Greyhound Corp., 
Charleston, W. Va.; George D. Brooke, president, Chesapeake and 
Ohio Ry. Co., Cleveland, O.; Carl D. Brorein, president and general 
manager, Peninsula Telephone Co., Tampa, Fla.; T. C. Burwell, vice 
president, A. E. Staley Manufacturing Co., Decatur, Ill.; L. W. Child- 
ress, president, Mississipi Valley Barge Line Co., St. Louis, Mo.; 
Charles Donley, shippers’ traffic manager, Pittsburgh, Pa.; Ernest E. 
Duque, president, California Portland Cement Co., Los Angeles, Calif.; 
Powell C. Groner, president, Kansas City Public Service Co., Kansas 
City, Mo.; Richard Hackett, general manager, Central Manufacturing 
District, Chicago, Ill.; Fitzgerald Hall, president, Nashville, Chatta- 
nooga & St. Louis Ry., Nashville, Tenn.; W. Homer Hartz, president, 
Morden Frog & Crossing Works, Chicago, Ill.; L. O. Head, president, 
Railway Express Agency, Inc., New York, N. Y.; K. S. McHugh, vice 
president, American Telephone & Telegraph Co., New York, N. Y.; 
Walter Mullady, president, Decatur Cartage Co., Chicago, Ill.; N. R. 
Patterson, president, Patterson Steel Co., Tulsa, Okla.; E. V. Ricken- 
backer, president, Eastern Air Lines, New York, N. Y.; Alvin W. 
Vogtle, manager, traffic and sales, DeBardeleben Coal Corp., Birming- 
ham, Ala.; and J. L. Wilkinson, president, Carolina Transfer & Stor- 
age Co., Charlotte, N. C. 


_ Mr. Rickenbacker has been reported as missing on a special 
mission for the government. 


Revenue Freight Loading 


Loading of revenue freight the week ended November 7 
totaled 829,490 cars, according to the Association of American 
Railroads. Th's was a decrease below the corresponding week 
of 1941, of 44092 cars or 5.1 per cent, but an increase above 
the same week in 1940, of 51,172 cars or 6.6 per cent. 

Load'ng the week ended November 7 decreased 60,979 cars 
or 6.8 per cent below the preceding week. 

All districts reported decreases compared with the corre- 
sponding week in 1941, except the Southwestern, but all dis- 
tricts reported increases compared with corresponding week of 
1940, except the Eastern. 


1942 1941 1940 

S WeGkS Of JANUATY «oc. cccciccccsscs 3,858,273 3,454,409 3,215,565 
4 weeks of February ...............- 3,122,773 2,866,565 2,465,685 
GEE GE CIE ii .kig. 5 6.o-S:siereiceecincee 3,171,439 3,066,011 2,489,280 
ME TE NE on oi ako voisses oneness 3,351,038 2,793,630 2,495,212 
eI NRE oa 5 carota aceriécorertreineisravaie 4,170,713 4,160,060 3,351,840 
ee 3,385,769 3,510,057 2,896,953 
i UE eas oink dc cwcesicatoens 3,321,568 3,413,435 2,822,450 
ree 4,350,948 4,463,372 3,717,933 
4 weeks of September ............. 3,503,658 3,540,210 3,135,122 
 WEGME GE CCUOOET o.oo a iscciesices caieiee 4,512,046 4,553,007 4,064,273 
WeGkE GF NOVEMDer T .n..ccccccsccccs 829,490 873,582 778,318 

TIN oho oieis ikastavejaban sechoanaale eros 37,577,715 36,694, 338 31,432,631 


Revenue freight loading by districts the week ended No- 
vember 7 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 7,479 and 6,555; live 
stock, 1,363 and 1,249; coal, 30,514 and 33,001; coke, 4,141 and 3,491; 
forest products, 2,212 and 2,079; ore, 5,321 and 5,598; merchandise, 
L. C. L., 26,659 and 43,385; miscellaneous, 72,094 and 84,922; total, 
1942, 149,793; 1941, 180,280; 1940, 162,159. 

Allegheny district: Grain and grain products, 4,535 and 3,997; live 
stock. 1,175 and 1,055; coal, 40,819 and 41,883; coke, 6,280 and 6,356; 
forest products, 1,247 and 1,580; ore, 14,770 and 9,071; merchandise, 
L. C. L., 22,225 and 31,533; miscellaneous, 82,306 and 87,277; total, 
1942, 173,357; 1941, 182,552; 1940, 163,468. 


Pocahontas district: Grain and grain products, 304 and 277; live 








TRAFFIC WORLD 


stock, 296 and 234; coal, 40,106 and 42,492; coke, 829 and 681; forest 
products, 937 and 944; ore, 454 and 229; merchandise, L. C. L., 2,969 
and 5,156; miscellaneous, 7,244 and 7,360; total, 1942, 53,139; 1941, 
57,373; 1940, 46,403. 

Southern district: Grain and grain products, 2,668 and 2.056; live 
stock, 1,206 and 987; coal, 24,347 and 21,536; coke, 598 and 523; forest 
products, 15,731 and 14,458; ore, 1,545 and 1,412; merchandise, L. C. L, 
14,481 and 26,204; miscellaneous, 60,405 and 55,370; total, 1942, 120, 
981; 1941, 122,546; 1940, 108,961. 

Northwestern district: Gra:n and grain products, 11,850 and 10,370; 
live stock, 5,342 and 5,110; coal, 9,704 and 9,127; coke, 2,056 and 1,984. 
forest products, 9,166 and 10,919; ore, 39,582 and 35,211; merchandise, 


L. C. L., 8,215 and 18,457; miscellaneous, 39,189 and 44,392; total, 
1942, 125,104; 1941, 135,570; 1940, 119,481. 
Central Western district: Grain and grain products, 10,822 anq 


8,650; live stock, 9,395 and 8,407; coal, 12,630 and 11,319; coke, 235 
and 246; forest products, 8,565 and 8,013; ore, 5,249 and 5,091; mer- 
chandise, L. C. L., 11,895 and 24,262; miscellaneous, 75,591 and 69,850; 
total, 1942, 134,382; 1941, 135,838; 1940, 122,410. 

Southwestern district: Grain and grain products, 4,348 and 3,627; 
live stock, 1,988 and 1,724; coal, 5,073 and 5,219; coke, 131 and 144, 
forest products, 4,540 and 4,662; ore, 287 and 333; merchandise, L. C. L., 
5,080 and 9,969; miscellaneous, 51,297 and 33,745; total, 1942, 72,744: 
1941, 59,423; 1940, 55,436. 


FREIGHT CAR DESIGNS 


A further effort to simplify the production of various de- 
signs of freight cars for general service has been made by the 
transportation equipment branch of the War Production Board, 
the board has announced. 

In a recent letter to all car builders, Andrew Stevenson, 
branch chief, asked car bu'lders to restrict their production of 
freight cars for general service, under limitation order L-97-a, 
to gondola, hopper and flat cars of the following designs: 


Gondola Cars 


Drawing No. 5-1918—50 ton composite gondola—41’-6” inside length. 
Drawing No. 5-1919—50 ton composite gondola—41’-0” inside length, 
16 steel drop doors—steel fixed ends. 


SK-F-5163-C—70 ton composite gondola—52’-6” inside length, low 
side and steel drop ends. 
Hopper Cars 


SK-7-13-42-B-B—50 ton composite hopper—33’-0” inside length. 
SK-7-13-42-C-B—70 ton composite hopper—40’-8” inside length. 


Flat Cars 


Drawing No. 510-F-54-A—50 ton flat cars—53’-6” length. 
Drawing No. 17592—70 ton flat cars—53’-6” length. 


The designs mentioned were discussed at a meeting of War 
Production Board officials and car builders. Designs for com- 
posite type box cars were under consideration and would be 
announced “within the near future,” the board said. 


KEISER ON CAR EFFICIENCY 


Fred S. Keiser, deputy associate director, division of rail- 
way transport, O. D. T., speaking at a meeting of the Chicago 
chapter of the Association of Interstate Commerce Commis- 
sion Practitioners, November 6, warned that there continued 
to be “much too much” railroad self-seeking and that the 
railroads should reduce their solicitation for business. Unless 
the shippers and railroads increased their cooperative efforts 
to utilize rail facilities more efficiently, government regulation 
would have to be increased, he said. He said there would be 
a dire shortage of locomotive power in 1943 unless the War 
Production Board authorized more locomotive production than 
it at present seemed likely to do. Discussing movement of ore 
on the Great Lakes, he said the O. D. T. had taken 35 boats 
out of the ore trade and had put them to hauling grain. He 
said Great Lakes boats and present rail cars could handle 
approximately 10 000,000 more tons of ore next year than they 
would handle in 1942. 


Revenue Freight Car Loading—Week Ended Saturday, Nov. 7 


Grain and Live 
Grain Prod. Stock Coal 
1942 42,006 20,765 163,193 
Total all ronds NOV; To. ic.s.000% 1941 35,532 18,766 164,577 
| 1940 33,815 16,576 135,083 
Preceding week October 31........ 1942 47,320 24,843 169,690 
Per cent increase over............. 1941 18.2 10.7 
Per cent decrease under........... 1941 8 
Per cent increase over............. 1940 24.2 25.3 20.8 
Per cent decrease under........... 1940 
1942 1,878,100 624,479 7,262,863 
Cumulative 45 weeks to Nov. 7.. 4 1941 1,745,284 554,170 6,553,586 
[1940 1,619,145 585,836 5,825,174 
Per cent increase over............. 1941 7.6 12.7 10.8 
Per cent decrease under........... 1941 
Per cent increase Over.........ee0. 1940 16.0 6.6 24.7 


Per cent decrease under........... 1940 


Per cent to 15 year average, 107.6. 


Forest Mdse. 

Coke Products Ore L.C. L. Miscellaneous Total 
14,270 42,398 67,208 91,524 388,126 $29,490 
13,425 42.455 56,945 158,966 382,916 873,582 
11,817 38,799 55,667 156,337 330,224 778,318 
14,436 47,513 63,267 92,222 431,178 890,469 

6.3 18.0 1.4 

| 42.4 51 

20.8 9.3 20.7 17.5 6.6 

41.5 i 

631,638 2,180,417 2,782,778 4,980,236 17,237,204 37,577,715 

585.164 1,905,589 2,444,497 7,009,096 15,895,952 36,694,338 

461,709 1,545,136 2,002,522 6,660,745 12,732,364 31,432,601 

7.9 14.4 13.8 8.4 24 
28.9 

36.8 41.1 39.0 35.4 19.6 
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(rain Permit Agents 


The Traffic World Washington Bureau 


Agents appointed by the Commission to issue permits for 
the movement of soybeans have also been authorized to issue 
prmits for the movement of corn and other grains under 
amendment 5 to service order 80, effective November 18 (see 
Traffic World, October 10, p. 862, and October 31, p. 1040). 
The Commission, by amendment 5, has eliminated Circleville, 
0., from the jurisdiction of the permit agent at Cincinnati, O., 
and appointed J. C. Mullins as permit agent for the movement 
of grain to Circleville. 


(Control of Refrigerator Cars 


The Commission, by division 3, has issued service order 
No. 95, effective November 9, to control the movement of re- 
frigerator cars. 

The Commission said that certain representations had been 
made to it by the Office of Defense Transportation with respect 
to the necessity of further conservation in the use of refrig- 
erator cars and locomotives. Due to the existing state of war 
an emergency existed which, the Commission said, in its opin- 
ion, required immediate action to promote such conservation 
and more efficient utilization of such equipment. It, therefore, 
designated Robert B. Hoffman, manager, refrigerator car sec- 
tion, car service division, Association of American Railroads, 
59 East Van Buren Street, Chicago, Ill., as agent of the Com- 
mission to control the movement of refrigerator cars and to 
carry out the Commission’s directions as to refrigerator car 


_. The order outlined the duties of Mr. Hoffman as 
follows: 


As agent he is authorized and directed to set up, subject to the 
approval of the Commission, and utilize the services of an Advisory 
Committee consisting of at least one representative of the Office of 
Defense Transportation, of the Association of American Railroads, of 
the railroad industry, of railroad controlled refrigerator car companies, 
of non-railroad controlled refrigerator car companies and a represen- 
tative of shipper-owned refrigerator car companies. As agent of the 
Commission, he is authorized and directed to supervise, coordinate, and 
direct the distribution of all refrigerator cars according to the needs 
of the various loading areas and with due regard to economy in their 
use and mileage. When necessary he shall direct the distribution of all 
refrigerator cars, without regard to ownership or assignment, so as to 
accomplish the following purposes: 

(1) To accord preference or priority over other traffic normally 
transported in refrigerator cars, for the transportation of materials 
and supplies of war, and commodities requiring special protection from 
heat or cold; 

(2) The elimination of unnecessary hauls and reduction in cross- 
hauling of refrigerator cars; 

(3) Such reduction as may be necessary or advisable in the use 
of refrigerator cars for the transportation of canned goods, bottled 
goods, barreled goods, and other similar commodities in areas where 
seasonal or weather conditions permit the movement of such commodi- 
ties without special protection from heat or cold. 

As agent, he is directed to make every effort to obtain the short 
routing of empty refrigerator cars so that the burden of empty mil- 
eage will be minimized and, so far as possible, equalized as between 
railroads. As agent, he is authorized and directed to determine and 
advise the Commission of all measures which will reduce the time for 
loading and unloading of refrigerator cars or increase the efficiency in 
the utilization, operation, and transportation of refrigerator cars. 


Refrigerator cars owned or operated by or leased to, any 
of the military or naval authorities of the United States are 
exempted from the operation of the order. The order is to 
remain in force until the Commission’s further order. 


W. P. B. INDUSTRY COMMITTEES 


_ _ T. Spencer Shore, the War Production Board’s director of 
industry operations, has announced appointment of a transpor- 
tation industry advisory committee for the container industry 
generally, with Frank H. Hynes, assistant chief of the W. 


B. containers branch, as the government presiding officer. 
The committee members are: 


P. A. Champney, American Can Co., New York City; C. L. Denk, 
Jr, Fulton Bag & Cotton Mills, Atlanta, Ga.; I. L. Dunnington, An- 
chor Hocking Glass Corporation, Lancaster, O.; S. V. Evans, Jr., Rob- 
ert Gair Co., Inc., New York City; C. L. Fenstermaker, Sutherland 
Paper Co., Kalamazoo, Mich.; W. B. Larrimore, Crown Can Co., 
Philadelphia, Pa.; H. A. Lincoln, Fibreboard Products, Inc., San Fran- 
cisco, Calif.; U. E. McFarland, Owens-Illinois Glass Co., Toledo, O.; I. 
Ww. Preetorius, General Box Co., Chicago; Mansfield F. Ritchie, W. C. 
Ritchie & Co., Chicago; B. J. Roggenbuck, Wilson & Bennett Manu- 
facturing Co., Chicago; Leonard R. Steidel, J. H. Hamlen & Son, Little 
Rock, Ark.; Walter Williams, Chicago Mill & Lumber Co., Chicago, 
and Charles J, Williamson, Heekin Can Co., Cincinnati, O. 


Mr. Shore also has announced appointment of an advisory 
committee for the iron and steel transportation industry, with 
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H. G. Batcheller, chief of the W. P. B. iron and steel branch, as 
the government presiding officer. Committee members are: 

H. C. Crawford, traffic manager, Bethlehem Steel Co., Bethlehem, 
Pa.; E. H. Dorenbusch, traffic manager, American Rolling Mill Co., 
Middletown, O.; R. R. Flynn, traffic manager, inland Steel Co., Chi- 
cago; W. E. Fowler, traffic manager, Youngstown Sheet & Tube Co., 
Youngstown, O.; Clem W. Gottschalk, traffic manager, Jones & Laugh- 
lin Steel Corporation, Pittsburgh, Pa.; Edwin C. Jepson, traffic manager, 
Wheeling Steel Corporation, Wheeling, W. Va.; R. K. Keas, traffic 
manager, Laclede Steel Co., St. Louis, Mo.; W. F. Morris, Jr., traffic 
manager, Weirton Steel Co., Pittsburgh, Pa.; E. G. Plowman, traffic 
manager, Colorado Fuel & Iron Corporation, Denver, Colo.; C. W. 
Trust, traffic manager, U. S. Steel Corporation, New York City, and 
H. D. Rhodehouse, traffic manager, Republic Steel Corporation, Cleve- 
land, O. 


A. 8. F. Highway Traffic Proposals 


A coordinated program for motor vehicle conservation 
and maintenance, generally in accord with the objectives 
stressed by federal government agencies dealing with the 
preservation of transportation facilities, has been announced 
by the Automotive Safety Foundation. It said the program 
gave every motorist an opportunity to contribute to the war 
effort by assuring the maintenance and operation of his own 
vehicle for necessary travel, and that it had the endorsement of 
25 national organizations, including the American Federation 
of Labor, the Congress of Industrial Organizations, the 
National Grange, the National Farmers Union, and various 
civic, official, educational and professional groups. 

Objectives of the program, said the A. S. F., were: (1) 
Conservation of the current critical stock of vehicles, tires and 
roadways; (2) conservation of manpower through accident pre- 
vention, and (3) maximum efficiency in the use of motor 
vehicles and roads for essential transportation. The A. S. F. 
cited endorsements written by Director Eastman, of the Office 
of Defense Transportation; Commissioner MacDonald, of the 
Public Roads Administration; Chairman Nelson, of the War 
Production Board; Rubber Director Jeffers; Price Administrator 
Henderson, and Major General Gross, chief of the army trans- 
portation corps. 

Recommendations for legislative action set out in the 
35-point program included creation, financing and definition of 
authority of a state traffic coordinating body in each state, 
elimination of arbitrary barriers to war traffic at state lines, 
and appropriation of adequate funds for police, highway, motor 
vehicle and “other essentiai war traffic agencies.” Among other 
proposals in the program were the following: 


Stepping up suspension and revocation of licenses of bad-record 
drivers; maintenance of bus and truck inventories for military and 
other emergency uses; prevention of vehicle overloading to conserve 
vehicles, tires and highways; development of cooperation of police and 
courts with military authorities on traffic violations by military per- 
sonnel; designation of preferred and alternate routes to facilitate es- 
sential traffic construction of essential access roads; maintenance of es- 
sential thoroughfares; increase of mass transportation efficiency through 
re-routing, re-scheduling, reduction in number of stops, and elimina- 
tion of duplicate services; elimination of non-essential vehicle use; 
sharing cars, revision of shopping habits and adjustment of commercial 
vehicle operations to conserve tires, vehicles and fuel; training of army, 


school bus, truck and bus, and eniergency vehicle drivers to meet war 
traffic conditions. 


TRUCK PRODUCTION FOR ALLIES 


An American-British-Canadian joint committee to investi- 
gate and make recommendations on distributing their produc- 
tion of military and civilian trucks for the United Nations has 
been appointed by the Combined Production and Resources 
Board, membership of which includes W. P. B. Chairman 
Nelson as representative of the United States, according to the 
Office of War Information. 

The O. W. I. said that the survey would be made with a 
view to obtaining the most efficient possible utilization of 
facilities for the production of trucks and the most economical 
use of shipping space. Arthur S. Newhall, former rubber 
coordinator for the War Production Board, a member of the 
new joint committee, would serve as chairman of the group 
at a meeting of the committee in Washington, it was stated. 

The joint committee in its survey would take into con- 
sideration, the O. W. I. said, the following factors: (a) Standard- 
ization of models; (b) the stated requirements, both military 
and civilian, of the various authorities; (c) appraisal of produc- 
tion facilities in the various represented nations; (d) the type 
of pack in which vehicles were being prepared for shipment to 
the various destinations; (e) the planning of production so as 
to impose the minimum strain on shipping; (f) the allocation 
of rubber for the manufacture of tires, and (g) a review of 
work being done by other agencies relative to this subject. 

“The committee also will review the relation between 








1186 


overall tire and vehicle programs and make recommendations 
as to best sources of supply for maintenance tires,” said the 
O. W. I. “The committee will examine the entire spare parts 
situation and make recommendations as to the planning of 
future production of spares on the scale necessary to service 
satisfactorily new vehicles and to keep existing vehicles in 
operation so far as possible, and also will make recommenda- 
tions concerning the distribution of production of spare parts.” 

The announcement said the United States and Canada now 
produced several times the number of wheeled vehicles manu- 
factured in the United Kingdom, India, Australia and the other 
areas of the British Commonwealth. It said the committee 
would investigate whether production could be increased in 
areas near the fighting fronts so as to conserve shipping space. 


RAIL REVENUE REPORT FORMS 


Effective January 1, 1943, the Commission, by division 1, 
has ordered all Class I steam railways, except switching and 
terminal companies, subject to the provisions of section 20, 
part I, of the interstate commerce act, to file monthly reports 
of revenues and expenses in accordance with a new form of re- 
port approved by it. The monthly reports are to be filed in 
duplicate in the Commission’s Bureau of Transport Economics 
and Statistics on or before the twenty-sixth day of the month 
next succeeding the month for which made. 


RAIL CONSTRUCTION STEEL PLATE 


Raising of restrictions established by the War Production 
Board with respect to steel plate for railroad maintenance and 
repair, for car construction and for locomotive construction, 
to the extent that use of such plate of not more than 72 inches 
in width is now permitted, has been announced by Andrew 
Stevenson, chief of the transportation equipment branch of the 
W. P. B. division of operations. He said that the restrictions 
heretofore in effect limited steel plate for railroad maintenance 
and repair and for car or locomotive construction to not more 
than 48 inches in width. That restriction, as well as the new 
one, did not apply to firebox and boiler steel, steel for high 
pressure tank cars, or steel for bridges and turntables, he said. 

“We are advised that at the present time plates are most 
readily available in widths ranging from 36 inches to 72 inches, 
inclusive, when they can be ordered in quantities of not less 
than ten tons of an item and in carbon steel of structural 
grade,” he said in a statement to the railroad industry, ‘and 
it is suggested that every effort be made to consolidate orders 
to bring them in this classification wherever possible to do so 
without resulting increase of inventory. Attention is also 
called to the fact that in many cases the mills can avoid delay 
in shipment of steel plate if the mill is authorized to substitute 
Bessemer for open hearth steel.” 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train serv- 
ice of Class I steam railways, including switching and terminal 
companies, was $34,152,783 for August as compared with $27,- 
603,474 for August last year, according to a compilation by 
the Commission’s Bureau of Transport Economics and Sta- 
tistics, statement M-230. For the eight months ended with 
August cost was $263,278,066 as against $207,684,466 for the 
corresponding period last year. 


W. P. B. AND TRANSPORT NEEDS 

In announcing, on November 11, that its requirements 
committee had authorized “the top priority rating of AA-1” 
for application to essential repair and maintenance, the War 
Production Board said it was “pointing up the importance of 
keeping the nation’s civilian economy in a healthy condition” 
and that its action would, among other things, assure trans- 
portation systems of materials to keep them performing their 
essential functions. 

By including maintenance and repair requirements in the 
over-all materials program, the new “controlled materials 
plan” (see Traffic World, November 7, p. 1105) of the War 
Production Board provided a long-range assurance that the 
nation’s essential industries would be kept in operation, said the 
W. P. B. 

Chairman Nelson, of the W. P. B., announced a consoli- 
dation of W. P. B. groups responsible for determining pro- 
grams covering distribution of materials and the grouping of 
certain industry divisions under five operating bureaus. One 
of these operating bureaus now established is the construc- 
tion and utilities bureau, and John Hall, of Pittsburgh, Pa., 
on leave from his position as vice president in charge of gen- 
eral sales of the American Radiator & Standard Sanitary Cor- 
poration, has been named its director. Materials for trans- 
portation equipment are placed within the jurisdiction of that 
bureau. 

Mr. Nelson said the rubber division would report to Rub- 
ber Director Jeffers. 
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“Each of the 36 industry divisions,” he said, ‘will have 
attached to his staff a labor advisory committee, an industry 
advisory committee and a sub-requirements committee con. 
sisting of representatives of the seven governmental claimant 
agencies established under the CMP.” 


EXPORT FREIGHT 


Cars of export freight other than grain or coal unloaded 
at Atlantic, Gulf and Pacific ports in October this year totaled 
78,079 cars compared with 63,413 in October, 1941, according 
to reports compiled by the manager of port traffic and made 
public by the Association of American Railroads. 

Cars of grain for export unloaded in October this year 
at these ports totaled 2,540 cars compared with 3,232 in the 
same month last year. 

“This traffic is being handled with no serious congestion, 
due to the continued cooperation of all concerned, particularly 
the steamship lines, exporters and shippers,” said the A. A. R 


CONTROL OF EXPORTS AND IMPORTS 


The Office of Exports, Board of Economic Warfare, has 
amended its export control regulations by issuance of new 
provisions pertaining to the following matters: 


General licenses and individual licenses for exportation of articles 
or materials bearing a trademark, trade name, brand or label indicating 
that such articles or materials were manufactured or processed in any 
country with which the United States is at war; prohibition of expor-. 
tation of designated commodities in general license group No. 47 and 
in general license group K; shipping priority ratings assigned specified 
commodities; general licenses for exportation of metal drums and con- 
tainers; individual licenses and certificates of necessity in connection 
with certain iron and steel items; general licenses for exportation of 
gift parcels, by mail, to prisoners of war and interned civilians; and 
consignee control under general license. 


The Office of Exports also has issued current controls bul- 
letins Nos. 56 and 57. 


LIFTING OF COMMERCE OBSTACLES 


The bill, S. 2833, introduced by Senator George, of Georgia, 
to give effect to President Roosevelt’s recommendation for 
lifting of obstacles to commerce (see Traffic World, November 
7), reads as follows: 


Be it enacted, etc., That whenever the President determines that 
the effective prosecution of the war reuires the free movement of per- 
sons, tangible or intangible property, or informaiton, or any class or 
classes thereof, into or out of the United States, its territories or pos- 
sessions, he may suspend, in whole or in part, upon such terms and 
conditions as he may by regulation prescribe and to the extent that 
he deems necessary to permit that free movement, those laws or regu- 
lations, or any of them, which in his opinion prohibit, curtail, delay, 
impede, or otherwise interfere with that free movement by imposing 
a duty, tax, impost, or excise or a prohibition, limitation, restriction, or 
reuirement of any kind upon the entry, importation, bringing in, de- 
parture, exportation, taking out, or transportation in connection there- 
with, of such persons, property, or information, or by imposing a pro- 
hibition, limitation, restriction, or requirement of any kind, including 
a tax, upon the procurement, processing, acquisition, disposition, trans- 
portation, transmission, or use of property, not the growth, produce, or 
manufacture of the United States, its territories or possession. Regu- 
lations issued hereunder, and orders pursuant thereto, shall be pub- 
lished in the Federal Register unless the President shall deem that 
such publication, in particular instances, would aid the enemy. The 
President may exercise the authority hereby conferred through such 
department, agency, or officer of the government as he may from time 
to time designate. 

Sec. 2. This act shall become effective on the day following its en- 
actment. It shall remain in force until the day following the date of a 
proclamation by the President that the war has ended, or until such 
earlier date as Congress by concurrent resolution, or the President by 
proclamation, may designate, and no suspension under the act shall 
remain in force thereafter. 


Representative Doughton, chairman of the House ways and 
means committee, introduced a companion bill to S. 2833 in 
the House—H. R. 7762. 


COFFEE AND SHIPPING 


Consideration would be given to the raising of the coffee 
ration or its elimination if shipping facilities improved and 
arrivals of coffee and supplies in the United States were ample, 
said Chairman Nelson of the War Production Board in a letter 
to Paul C. Daniels, chairman, Inter-American Coffee Board. 
The intent of the rationing program, said the letter, was not 
to affect adversely the exportation of coffee from producing 
countries and importation into the United States, and added 
that shipments of coffee to the United States would continue to 
be authorized in as great volume as available shipping space 
would permit. The letter carried the assurance that ‘every 
effort will continue to be made, consistent with the war effort, 
to provide shipping space for the movement of coffee to the 
United States.” 
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Traffie Law and Procedure 


Fourth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Status and 
Duties of Regulated Interstate Carriers 


The status and duties of common and contract carriers, 

brokers, and forwarders subject to regulation under the 
interstate commerce act are determined and fixed by the terms 
of the parts of the act to which they are subject and by the 
common law, insofar as the common law is not modified or 
supplemented by the interstate commerce act. 


Statutory Duties in General 


The sections of the interstate commerce act that define the 
duties of carriers subject to it in connection with the trans- 
portation of passengers or property provide the statutory basis 
of their duties in interstate commerce. Generally the parts of 
the act require that the carriers subject to them shall: (1) Pro- 
vide and furnish transportation services which they hold them- 
selves out to perform, on reasonable request; (2) establish and 
maintain just and reasonable fares, rates, and charges appli- 
cable to such services; (3) provide reasonable facilities for 
operating through routes; (4) establish, under certain condi- 
tions, through routes and joint rates; (5) establish reasonable 
rules and regulations governing the operation of through rates; 
(6) provide for reasonable compensation to connecting carriers 
or others entitled to payment for the use of the through routes; 
(7) establish just, reasonable, and equitable divisions among the 
carriers subject to the act that participate in the rates, fares, 
and charges applicable over joint routes. These divisions may 
not unjustly prefer or prejudice any of the participating car- 
riers in the through routes. The duties imposed by each section 
of the act on carriers and others subject to it will be discussed 
in greater detail.* 


Common Carrier Duties—Part | 


The carriers subject to part I of the act, including prin- 
cipally railroads, railway express carriers, and petroleum pipe- 
lines and accessorial carriers, are under statutory obligation to 
provide and actually furnish transportation of the types offered 
on reasonable requests for such services by prospective users. 
The Interstate Commerce Commission has held, in J. J. Wexel- 
baum and Co. vs. A. C. R. Co. et al., that carriers may not law- 
fully refuse transportation, but must, on reasonable request, 
afford service on established rates filed and kept posted as re- 
quired by law.’ In St. Louis and East St. Louis by Dray and 
Truck, the Commission held that section I makes it the car- 
riers’ duty to furnish transportation on request and at reason- 
able charges, and to establish reasonable regulations and prac- 
tices concerning the facilities for transportation, but contains 
no suggestions that the carriers’ common law rights to choose 
the method or agency used for the performance of the service 
has been abridged by the interstate commerce act.* The Com- 


mission and the Supreme Court of the U. S. have held that the 
remedy available to the public for failure of the carriers to 
discharge their duty to provide and furnish transportation re- 
quired of them by the Commission is in the courts and not in 
the Commission.‘ 

Carriers subject to part I, of the interstate commerce act, 
must serve all whom they hold themselves out to serve and 
who offer to pay the carriers’ reasonable charges. The carriers 
are not permitted to discriminate among shippers because of 
previous transactions, because of ownership of freight, or other 
considerations. The federal courts have held that carriers are 
bound to serve the public when an individual demands a serv- 
ice that is common and due him as a member of the public. If 
an individual demands the use of a carrier’s property or facili- 
ties for his own separate profit or advantage, the carrier may 
refuse, or, within certain limits, obligate itself to give the 
special service.© In an early case the Commission decided that 
it was not necessary, however, for a shipper to make a special 





1 Interstate Commerce Act, Part I, Section 1, (4); Part II, Section 


0 yo and (c); Part III, Section 305, (a) and (b); and Part IV, Sec- 
On 404, 


? (12 I. C. C. 178), 1907; see also St. L. S. and P. R. Co. et al. vs. 
P. and P. U. R. Co., (26 I. C. C. 226), 1913, ete. 

‘(5 ©. C. C. 329), 1929. 

*U. S. and I. C. C. vs. Penna. R. Co., (242 U. S. 208), 1916; and 


J. A. Goddard R. Co. et al. vs. N. Y. C. and St. L. R. Co., (229 I. C. C. 
497), 1938. 


‘A. T. and S. F. R. Co. vs. Tiedt, (196 Fed. 348), 1912; Certiorari 
denied, (225 U. S. 702), 1912. 


contract with a carrier in order to entitle him to transportation 
of his freight.° 

A regulated carrier subject to part I, of the act, is not 
obligated to equalize the accessorial expenses of its various 
shippers.’ The rights of shippers, however, must be protected 
against undue prejudice and discrimnation in furnishing trans- 
portation.* 

The Supreme Court, in the pipeline cases, held that the 
term, “common carrier by pipeline,” includes all those that own 
and operate pipelines actually engaged in the interstate trans- 
portation of oil. The fact that the oil must be sold to the pipe- 
line company does not destroy the fact of common carriage. 
Transportation of oil by pipeline across state lines was held 
interstate commerce generally except in cases where a com- 
pany is engaged in transporting oil from its own wells across 
a state line to its own refinery in another state for its own use. 
Such companies were held not to be engaged in interstate 
commerce by pipeline within the meaning of the interstate 
commerce act.’ 


Reasonable Request for Service Must Be Made 


The carriers subject to part I, of the act, owe the duty to 
provide reasonable and adequate transportation services and 
facilities on reasonable request made of them by prospective 
patrons. The duty to furnish transportation has been held by 
the Commission, in Ayrshire Coal Co. vs. Southern R. Co., not 
to arise until reasonable request for service is made.” A ship- 
per’s request for transportation, when properly made, is his 
need and is the measure of the carrier’s responsibility to the 
shipper." Whether or not a particular request is reasonable 
is a matter for the Commission to decide in each particular 
case.” 

It is contemplated that the carrier be compensated for its 
services supplied on reasonable request.” In a number of cases, 
the Commission has held that shippers, though they are entitled 
to reasonable service, may not reasonably request or demand 
service by excessively circuitous routes.“ Neither shippers nor 
carriers may insist on wasteful or expensive services, for which 
the consumer must ultimately pay, nor may carriers be com- 
pelled to keep facilities for the benefit of shippers and the 
latter allowed to furnish these facilities themselves.” Compe- 
tition and unreasonable demands of the public may not be 
made the excuses for waste and extravagance.” 

The federal courts have held that carriers are bound to 
know, when they accept property for transportation, that they 
have or can obtain facilities for its transportation within a 
reasonable time.” Many of these matters that pertain to car 
supply will be treated more fully later. 


Duty of Carriers in Accepting Shipments 


Since common carriers subject to part I of the act must 
accept for transportation and actually transport all articles 
or commodities tendered to them that they hold themselves 
out to transport, provided reasonable payment is tendered for 
the services by those for whom the transportation services are 
performed, it follows that a common carrier subject to the 
act cannot pick and choose the types of traffic it carries, but 
must serve all who choose to employ its services, treating all 


6 Riddle Dean and Co. vs. N. Y. L. E. and W. R. Co. et al. (11. C. C. 
594), 1888. 

7 American Sugar Ref. Co. vs. D. L. and W. R. Co. et al., (207 Fed. 
733), 1913. 

8 Interstate Commerce Act, Part I, Section 1, (3). 

® Pipe Line Cases, (234 U. S. 548), 1914. 

2 (96 I. C. C. 161), 1925. 

11 Victor-American Fuel Coal et al. vs. D. and St. L. R. Co. et al., 
(115 I. C. C. 169), 1926. 

122 Penna. Para. Wks. vs. Penna. R. R., (34 I. C. C. 179), 1915; and 
Crew-Levick Co. vs. Penna. R. R., (same). 

18 Geo. Albree vs. B. and M. R. Co. et al., (22 I. C. C. 303), 1912. 

144 Woodward Auto Co. vs. C. M. and St. P. R. R. Co. et al., (129 
I. C. C. 613), 1927; Liberty Cooperage Co. vs. Wabash R. Co. et al., 
(136 I. C. C. 711), 1928; Grisel Bros., Inc. vs. C. G. W. R. Co. et al., 
(140 I. C. C. 525), 1928, etc. 

15New York State Shippers’ Protective Assn. vs. N. Y. C. and H. 
R. BR. Co. et al., GOL C. C. 48%). 1914; and A. T. and S. F. R. Co. vs. 
U. S. (232 U. S. 199), 1914. 

16 Western Passenger Fares, (37 I. C. C. 1), 1915. 

17 Thomas et al. vs. Wabash, St. L. and P. Co. et al., (63 Fed. 200), 
1894; and Thomas et al. vs. Lancaster Mills, (71 Fed. 481), 1896. 
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impartially and affording each the same facilities for ship- 
ment. This has been held to be such a carrier’s obligation by 
the Interstate Commerce Commission and by the courts. Se- 
lection of either traffic or customers by the carriers is for- 
bidden.* A carrier may, however, determine the limits within 
which it will function as a common carrier, in good faith and 
within the law.” 

In Tanner and Co. et al. vs. C. B. and Q. R. Co., the Com- 
mission held that it was the carriers’ duty to accept and trans- 
port, so far as they were capable, all proper traffic offered for 
shipment without regard to the identity of the shipper or with- 
out consideration of previous or subsequent traffic.” 

Generally, it is the duty of railroads and other carriers 
subject to part I to afford shippers a reasonable opportunity 
to deliver freight for shipment; to transport the freight with 
reasonable dispatch and safety; and to place it in a reasonably 
accessible place at destination for consignees to receive it. 
This obligation includes reasonable care of the freight during 
movement and after actual movement for a time sufficient for 
the consignees to have a reasonable opportunity to receive the 
shipments.” Custom or trade practices determine, in large 
measure, what constitutes reasonable service. 

A carrier, however, is not bound to accept articles offered 
for transportation if they are of extraordinary character, nor 
to provide facilities of special kinds different from the facili- 
ties usually furnished for transportation. The federal courts 
have held that the general duty of carriers is to receive and 
transport by suitable means, articles they assume to transport 
or that are usually carried.” 

The Commission has held in several cases that the obligation 
of carriers to furnish through transportation is made mandatory 
by the interstate commerce act.” Less desirable freight must 
be accepted on reasonable terms, as well as that which is more 
desirable.“ Neither the character, quantity, quality, or price 
of articles can qualify the obligation of a common carrier to ac- 
cept them for transportation.” 


Carriers’ Duty to Provide Equipment 


It is the general duty of a carrier subject to the act to 
provide equipment suitable to transport the kinds and varieties 
of freight that it holds itself out to transport as a common car- 
rier. The common law does not require carriers to provide 
any facilities or equipment used or necessary in connection 
with transportation services that the carriers do not hold them- 
selves out to provide. Under the interstate commerce act, 
carriers have been permitted to declare by tariff notation that 
they will not furnish special types of railroad freight cars nec- 
essary in the transportation of certain kinds of freight that 
the carriers hold themselves out to transport.” 

The Commission has held that the interstate commerce 
act does not contemplate that movements of interstate traffic 
may depend merely on the willingness of carriers to accom- 
modate shippers, and that the refusal of a carrier to furnish 
cars for the outbound movement constituted a failure to fur- 
nish transportation and a violation of the act.” 


Amount of Transportation Required to Be Furnished 


The obligation imposed on carriers to furnish suitable and 
adequate transportation facilities does not obligate them to 
anticipate ali possible changes in the amount of facilities re- 
quired. The Commission has held that a carrier cannot be 
required to be at all times prepared to furnish more than the 
reasonable facilities necessary for the usual amount of business 
done at a particular point on its line.* 


Speed of Service 


The duty of carriers under the common law is to trans- 
port freight with reasonable promptness or dispatch from the 
point of origin to final destination. The Commission, in 





18 Riddle, Dean and Co. vs. N. Y. L. E. and W. R. Co. et al., (1 
I. C. C. 594), 1888. 

1%” Harp vs. Choctaw, O. and G. R. Co., (168 Fed. 169), 1902; and 
(125 Fed. 445), 1903. 

* (33 I. C. C. 40%), 1929. 

21Lighterage and Storage Regulations at New York, (35 I. C. C. 
47), 1915. 

22C,. R. I. and P. B. Co. vs. Lawton Ref. Co., (253 Fed. 705), 1918. 

2M. and I. R. Co. vs. I. C. R. Co. (22 1. C. C. 39), 1911; and C. and 
N. W. Reconsignment Rules, (29 I. C. C. 620), 1914. 

2 Riddle Dean and Co. vs. N. Y. L. E. and W. R. Co. et al. (1 
I. C. C. 594), 1888; and Knapp Supply Co. vs. D. E. R. Co., (38 I. C. C. 
627), 1916. 

2; Rates on plaster and gypsum block, (27 I. C. C. 67), 1913. 

2 Penna. Para. Wks. vs. Penna. R. Co. (34 I. C. C. 179), 1915; and 
U. S. and I. C. C. vs. Penna. R. Co. (242 U. S. 208), 1916. 

27 Brook Rauch M. and E. Co. vs. St. L. I. M. and §S. R. Co. et al. 
mL Cc Cc. ga), 2013. 

°8 Corp. of Cathedral vs. L. I. R. Co. (25 I. C. C. 399), 1912. 
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Omaha Grain Exchange vs. G. N. R. Co. et al., has held that 
though it is doubtful if the obligation to transport with rea. 
sonable dispatch applies beyond the carrier’s own rails. there 
can be no doubt that the obligation imposed by the act binds 
all carriers parties to through routes and joint rates to trans. 
port traffic over the through routes with promptness.” 


Carriers on Which Duties Are Imposed 


The general duties to provide suitable and adequate trans. 
portation facilities and services are imposed by the act on all 
carriers subject to it, including railroads, water transportation 
companies under common control or management or arrange. 
ment for continuous carriage or shipment with rail. carriers, 
terminal carriers, pipe lines, domestic water carriers, motor 
transportation companies, and freight forwarders. 

The Commission has held that certain water lines subject 
to the act are required to transport dairy products and fur. 
nish reasonable refrigeration facilities for such traffic.’ The 
Supreme Court of the U. S. in Lucking vs. D. and C. Nav. Co, 
held that the duty of a carrier by water to furnish transports. 
tion, on reasonable request, did not obligate the water carrier 
to operate its vessels on a particular route.” 


Obligations Under Part II 


Under part II, of the interstate commerce act, common car- 
riers of passengers by motor vehicle are under obligation to: 
1. provide safe and adequate service, equipment and facili- 
ties; 2. establish reasonable through routes with other carriers 
of the same type; 3. establish, observe, and enforce just and 
reasonable joint and individual passenger fares and charges; 
4. maintain just and reasonable regulations and _ practices; 
5. make reasonable regulations pertaining to the issuance, form, 
and substance of tickets; 6. observe reasonable regulations per- 
taining to the transportation of baggage; 7. establish and main- 
tain just and reasonable divisions of joint through rates and 
charges among carriers participating in them. 


In like manner, common carriers of property by motor 
vehicle in interstate commerce are required by law to estab- 
lish and maintain: 1. adequate and safe service; 2. proper 
equipment; 3. adequate facilities; 4. just and reasonable rates 
and charges; 5. fair classifications of goods; 6, just and reason- 
able rules and regulations; 7. fair practices governing the pre- 
senting, marking, packing, and delivery of shipments.” 

These statutory obligations are general and mandatory, 
and couched in terms comparable with the phraseology used in 
part I, of the act. 


The act also provides, with respect to motor vehicle prop- 
erty carriers engaged in interstate commerce, that they may 
establish reasonable through routes and joint rates, charges, 
and classifications with other motor carriers, with rail carriers, 
with express carriers, or carriers by water. Passenger motor 
carriers may establish joint fares and through routes with 
rail or water common carriers. In both cases, equitable divi- 
sions must be maintained if through rates are established. 


In Mid-Western Motor Freight Bureau, Inc., vs. Eichholz, 
the Commission recognized the limitation of motor carriers 
in not having available at all times equipment of all types at 
all points to transport all types of commodities that they hold 
themselves out transport, and required that the carrier’s tariff 
rule be revised to provide that shippers should ascertain if 
there are available vehicles of types required to transport 
perishable traffic, before tendering shipments. If the vehicles 
are available, the carrier is under obligation to transport.” 


Domestic Water Carrier Obligations 


Domestic common carriers by water in interstate commerce 
have imposed on them by part III, of the act, obligations with 
respect to facilities, services, and rates, in so far as they hold 
themselves out to perform such services, identical to those im- 
posed on rail carriers by part I. Water carriers subject to 
part III have general duties to transport, to provide facilities, 
to maintain reasonable charges, to establish reasonable classi- 
fications of freight, and to observe reasonable practices. Wate! 
common carriers may establish joint rates and through routes 
with motor common carriers and they are directed by the act 
to do so with railroad carriers. It should be noted that. the 
law is permissive with respect to the establishment of joint 
rates and routes by water and motor carriers, but mandatory 





2» (47 I. C. C. 532), 1917. 

80 Lake-and-rail butter and egg rates (29 I. C. C. 45), 1914. 

31 (265 U. S. 346), 1924. 

%2 Interstate Commerce Act, Part II, Section 216, (a) and (b). 
33 Ibid, Section 216, (c). 

“<M. C. C, TS), 29. 
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as to the establishment of joint routes and rates by water with 
railroads.” 


Duties of Freight Forwarders 


Freight forwarders, as defined by part IV, are not defined 
by the terms of the law as common carriers. They are required 
to furnish service covered by their respective permits. They 
have the general duties of providing adequate service at just 
and reasonable rates, classifications, and practices. They are 
required to observe reasonable regulations with respect to 
the issuance, form, and substance of bills of lading, and ship- 
ping practices under them. ; 

Freight forwarders are not required by law to establish 
joint rates and through routes with carriers subject to other 
parts of the act. Part IV provides, however, that nothing in 
it shall be construed to prohibit any freight forwarder from 
entering agreements with other forwarders for the joint load- 
ing of Traffic between points in transportation subject to this 
part of the act. The Commission, however, may cancel, sus- 
pend, or require the modification of any agreement of this 
sort that it finds to be inconsistent with the national transpor- 
tation policy declared by the interstate commerce act. Hear- 
ing must be held by the Commission before finding with re- 
spect to such matters.” 

The status of freight forwarders with respect to other per- 
sons, including carriers subject to regulation under parts I, II, 
or III, of the act have been discussed in a previous article and 
need not be repeated here. These relationships are regulated 
by part IV, of the act.” 





3% Interstate Commerce Act, Part III, Section 305, (a) and (b). 
3%. Interstate Commerce Act, Part IV, Section 404, (a) and (b). 
31 Ibid, Section 411, (a), (b), (c), (d), and (g). 


Gulf Intracoastal Waterway 


Availability of dredging equipment, rather than “the 
question of money,” was now the principal problem holding up 
the construction of an extension of the Gulf intracoastal water- 
way from its present western terminus at Corpus Christi, Tex., 
to Brownsville, Tex., at the Mexican border, according to a 
statement by Roy Miller, vice-president of the Intracoastal 
Canal Association, in an address before that association, re- 
produced in the Congressional Record as an extension of 
remarks by Senator Connally, of Texas. 


Mr. Miller noted that the extension of the waterway to 
the Mexican border was one of the projects authorized by 
Congress by enactment of H. R. 6999 (see Traffic World, July 
25, p. 219). He said that this improvement, coupled with 
deepening and widening of the entire waterway from Corpus 
Christi to Apalachicola, Fla., would involve an estimated cost of 
$26,000,000, of which about $5,000,000 would be expended on the 
waterway extension at the Texas end of the Rio Grande valley. 
He said that under the procedure followed by Congress in the 
construction of waterways, authorization must precede appro- 
priations, and that “our job now is to obtain the funds to do 
the work.” He expressed the belief that completion of the 
waterway to the Rio Grande valley would make a real con- 
tribution to the winning of the war, but added that “where 
available dredging equipment will render the greatest service 
in the winning of the war is the vital problem and one which 
we have to leave to the decision of those in authority who 
are responsible for the war effort.” 

Chairman Mansfield, of the House rivers and harbors 
committee, author of H. R. 6999, inserted in the Record, as an 
extension of his remarks, an address delivered by Colonel 
L. H. Hewitt, United States district engineer, of Galveston, Tex., 
before the Intracoastal Canal Association. 


“The lower section of the waterway which is yet to be 
constructed offers from a traffic standpoint . . . items which 
will be extremely beneficial to the (Rio Grande) valley,” said 
Colonel Hewitt. ‘There is little lumber in this immediate 
vicinity and it may be expected that large amounts will come 
down the intracoastal waterway from east Texas. The citrus- 
fruit industry in the valley, which occupies some 100,000 acres, 
will provide an estimated tonnage of 30,000 tons of canned 
g00ds which will be shipped by water from the tin-plate fac- 
tories in the north to the valley, where the manufacturing 
Plants will be established for producing tin containers. The 
dil industry will profit by the existence of the canal, since many 
fields in this vicinity will have an outlet by the means of this 
waterway which is usable at all times and which will supple- 
ment the coastal traffic provided by tankers. At the present 
time the majority of oil products in the valley would be 
handled by this method if the extension from Corpus Christi 
were available. Refinery products would move in the same 
manner as oil products if the canal were available at the present 
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time. Cement can easily be made available to the valley from 
the mills in Houston at much lesser cost than at present. 

“The construction of the canal will result in the establish- 
ment of new industries in the valley. Cattle can easily be 
transported over the waterway to packing plants built along 
its route. The products of these plants may then be shipped 
to the ultimate consumers in all parts of the world.” 

Colonel Hewitt said he hoped that the ultimate completion 
of the intracoastal waterway in Louisiana and Texas would 
not be long delayed. 

It is unlikely that either the barge canal across Florida or 
the extension of the Gulf intracoastal waterway from Corpus 
Christi to Brownsville, Tex., can be undertaken “during the 
war,”. because an expedited schedule to assure completion of 
these sections of the waterway in time to be of use for war 
would cause diversion of considerable equipment, critical ma- 
terials, and manpower now necessary elsewhere in the war 
effort, according to Major General Thomas M. Robbins, assist- 
ant chief of engineers of the U. S. army. 

General Robbins made the statement in an address at the 
intracoastal Canal Association’s convention in Harlingen, Tex. 
His address appeared in the Congressional Record as an ex- 
tension of remarks of Chairman Mansfield, of the House rivers 
and harbors committee. Mr. Mansfield said the convention 
celebrated the authorization contained in H. R. 6999 for com- 
pletion of the intracoastal waterways to the Rio Grande valley. 

“Dredging operations have been scheduled to provide new 
project dimensions from Carrabelle, Fla., westward to New 
Orleans and to considerably widen and deepen the waterway 
from the Calcasieu River to Morgan City and from Beaumont 
to Galveston,” said General Robbins. ‘This can be accomlished 
at an estimated cost of about six and a half million dollars, 
within one year from the time funds are made available. An- 
other year would be required to complete enlargement of the 
waterway to Corpus Christi. 

“To insure free and uninterrupted movement of traffic in 
sections .of the waterway in the vicinity of the Brazos River 
and the Colorado River, floodgates are under construction. The 
installation of gates on the Brazos River is scheduled for com- 
pletion in 1943. Funds have recently been made available for 
the Colorado River gates and construction will be commenced 
at an early date. Both projects have been assigned priority 
ratings commensurate with their importance and every effort 
is being made to expedite these works, to prevent floods from 
interfering with the flow of through traffic on the intracoastal 
waterway... 

“Since detailed statistical information on water-borne com- 
merce and traffic is of interest to the enemy, of course, it is 
not public information at this time. Neverless, it may be 
stated that there has been a substantial increase in the use of 
the Gulf intracoastal waterway channels. In addition to petro- 
leum products, there is a considerable barge movement of lum- 
an and pulpwood, stone and sand, steel products and chem- 
com...” 

General Robbins said additional floating equipment was 
needed if the waterways were to be used to near capacity, that 
the army engineers had cooperated with other federal agencies 
on a program for construction of barges and towboats, but that 
the War Production Board had approved only a part of the 
plan for hauling oil by inland waterways. He said conversion 
of a number of existing dry cargo steel barges to oil tankers 
had been authorized and was being carried out by the Inland 
Waterways Corporation, while construction of wooden oil 
neo Pog wooden hull towboats had been held in abeyance. 
He added: 


In order that a barge and towboat construction program can be 
started promptly, if and when approved, the United States engineer de- 
partment has proceeded with the preparation of plans and specifications 
for entering into contracts, and has given careful consideration to the 
question of motive power for towboats. Since the additional use to be 
made of our new Gulf waterway will be determined by the number of 
new barges and towboats placed in service, it is important that the 
proposed construction program does not lie dormant. 


Representative Kleberg, of Texas, inserted in the Record, 
as an extension of his remarks, an address by Representative 
Mansfield, delivered at the canal association’s convention, in 
which Mr. Mansfield suggested that the association submit to 
“those in authority” all available data and arguments with re- 
spect to the service that the extension of the intracoastal water- 
way to the Rio Grande valley might render in winning the war. 


W. S. A. TIME CHARTER ORDER 


Regulations for determining compensation payable to own- 
ers and chartered owners of vessels time chartered to the War 
Shipping Administration, for time lost in partially or entirely 
arming, degaussing, or demagnetizing, prior or subsequent to 
delivery of such vessel to the federal government, have been 
prescribed by the W. S. A. in supplement No. 8 to its general 
order No. 8, revised. 
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Questions and Answers 
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practical nature that confront persons dealing with trafic. A 
Cee SRN, Hine 18 GY 45 Se ape 
cial service department, will give his opinion in answer to any sim- 
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freight. The same man, with and wide 


long P 
will answer questions relating to practical trafic problems. We do 


not desire to take the place of the trafic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for @ reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Departmen 
Traffic Service Corporation, Harle Building, Wosheagion, D. O. 


Tariff Interpretation—Application of Rates Where Points Not 
Shown as Located on Carrier 


Oklahoma.—Question: Should you have in your files any 
records of a decision or reference that would clarify the follow- 
ing issue, please inform us of such. 

Rocky Mountain Motor Tariff Bureau, Inc., Transconti- 
nental Motor Freight Territorial Directory No. 1, MF-I. C. C. 
No. 12, names Group “A” rates without restriction as being 
applicable to station “X’ from and/or to South State Group; 
this in connection with Rocky Mountain Motor Tariff No. 5, 
MF-I. C. C. No. 6, and Rocky Mountain Motor Tariff No. 6, 
MF-I. C. C. No. 11, class and commodity tariffs, respectively. 

Carrier “Y’’ is party to all three tariffs, and serves said 
station “X” on their regular route, but carrier “Y”’ has failed 
to furnish the tariff bureau with information of the fact that 
they do serve this point; hence, their name does not appear in 
the directory along with the other carriers listed opposite sta- 
tion ‘“X’’ as serving same. Carrier “Y’ does not have any re- 
strictions as to territorial application, but still they refuse to 
protect the through rate since they contend that because their 
name does not appear opposite station ‘“‘X” for their account, 
they are not obligated to do so. 

Does this contention excuse them from participating in (or 
protecting), the through rate; what can we produce to prove 
that they should protect said through rate? 


Answer: It is our opinion that under the principle of the 
decision of the Commission in Independent Paper Stock Co. vs. 
Chicago & A. R. Co., 168 I. C. C. 404, the rates from and to 
station “X” will not apply in connection with carrier “Y” as 
an initial or delivering carrier. In the above referred to deci- 
sion the Commission said: 


Complainant contends that the Missouri Pacific was a party to 
the 5-cent rate and that the switching charges collected were inap- 
plicable. The Missouri Pacific and the Terminal were shown as 
concurring carriers in the tariff publishing the 5-cent rate, and the 
index of tariffs of the Missouri Pacific showed it as an initial line 
with respect to the rates published in the tariff first mentioned. In 
the alphabetical and geographical list of stations from and to which 
rates applied, contained in the tariff publishing the 5-cent rate, the 
Chicago & Alton was shown as the initial carrier in the rate from 
St. Louis, but the Missouri Pacific and the Terminal were not so 
shown. The Missouri Pacific was shown as a concurring carrier in 
the tariff merely in order to provide by special application rates from 
and to Carondelet Station, St. Louis, via Ivory Transfer. Obviously 
the 5-cent rate was not applicable on complainant’s shipments from 
St. Louis over the Missouri Pacific as an initial carrier. 


Tariff Parts 


illinois—Question: We have made extensive shipments to 
the government of a product that we term a machine. The 
article is a motor operated unit for use with anti-aircraft guns. 
The initial shipments were released to us by the ordnance 
department as machinery N. O. I. B. N. Extensive shipments 
were made by us on commercial prepaid bills of ladings at 
the rating of 40 per cent of first class, minimum 24,000 pounds. 

The Western Weighing and Inspection Bureau recently 
had their representative call on us about the matter of average 
agreement on our cars and his report to his office stated that 
this unit was a part of an installation of an anti-aircraft gun 
and termed it a gun carriage or gun mount part. It is true 
that the article may be termed a gun mount part, but our 
supposition is that it is a vital machine operated to effect the 
position of fire of the gun. Therefore, it should not be termed 
merely a gun mount part, but a machine in itself. Since the 


Interpretation—Integral 
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article is not described in the Classification by name, it should, 
we believe, come under the category of machinery, N. O.LB 
N., and not merely as a gun carriage or gun mount part, as 
per the decision of the Western Classification’ Committee, fo]. 
lowing the Western Weighing and Inspection Bureau’s report, 

We would like to learn what constitutes machinery, N, 0. 
I. B. N. versus gun carriage and gun mount parts, N. O. I. B.N, 
as the latter are described in Item 34535 of Consolidated Classi. 
fication No. 15. 

Answer: With respect to this question, see the decisions jn 
Gehl Bros. Mfg. Co. vs. Chicago & N. W. Ry. Co., 2101. C¢ 
672; International Steel Tie Co. vs. New York Central R. Co, 
165 I. C. C. 791, and Kohler Co. vs. Chicago & N. W. Ry. Co. 
16« 4. C. €, S25. 

The decisions of the Commission in the above referred to 
cases were based primarily upon a determination of whether 
the article shipped was or was not an integral part of another 
article, the rate on which was sought to be applied by the 
shipper. 

In the first two cases, it was held that the article shipped 
was not an integral part, while in the other case it was held 
that it was an integral part and therefore subject to the rate 
on the article of which it was an integral part. 

In the present instance, it is a question of fact as to 
whether the machine, as you term it, is an integral part of a 
gun carriage or gun mount. If so, the rating on those articles 
will apply, but if not, the rating on machines or machinery 
appears to be applicable, in the absence of a specific rating 
thereon or a rating on some article to which is it analagous, so 
as to render applicable the provisions of Rule 17 of the Con- 
solidated Classificaton, the analagous rating rule. 

Without further information, we cannot advise as to the 
application of the analagous rating rule. 

In its decision in Kohler Co. vs. Chicago & N. W. Ry. Co., 
167 I. C. C. 525, the Commission on page 529 said: 


In view of the fact that the tank, of which the fill pipe and cap 
were, in fact, component parts, was specially designed for use as a 
fuel tank, in connection with this particular type of generating plant 
and was advertised and sold as a part of the regular equipment 
therefor, we are of the opinion that the tank and fill pipe and cap 
were integral parts of the combined generator, engine, and _ switch- 
board, and were, therefore, embraced in the commodity description 
under consideration. 


In its decision in Internatonal Steel Co. vs. New York 
C. R. Co., 165 I. C. C. 791, the Commission on page 794 said: 


While the ties and fastenings of the type here considered may be 
especially designed to fit the particular type of rail to be used, it 
cannot be said that they are an integral part of either the ties or 
rails. They are not mentioned in the classification or commodity 
description of ties and it cannot be said that such a term as ‘“‘cross- 
ties’’ comprehends any of the articles comprising the fastenings within 
the meaning of rule 20. Fastenings are of a particular class of track 
material, recognized commercially as such, and are distinct from ties. 
The rates charged were therefore applicable. 


See, also, in this connection, the decision in Wausau South- 
ern Lumber Co. vs. Gulf & S. I. R. Co., 47 I. C. C. 507. 


The rating in the Consolidated Classification on Machinery 
and machines, N. O. I. B. N., applies in the absence of a specific 
rating on machinery or machines of a given kind, that is, it 
covers all machinery or machines which are not specifically 
named in the Classification, either under the heading of Ma- 
chinery or Machines or elsewhere. Lawrence Construction Co. 
vs. Louisville & Nashville R. R. Co., 115 I. C. C. 439. 


Routing and Misrouting— Duty of Carrier to Forward via 
Cheapest Route Where Carrier but Not Junctions Specified 
in Bill of Lading 


Pennsylvania.—Question: The through domestic or export 
class rate on carload shipments of glass bottles, one gallon or 
less in capacity, from Millville, New Jersey, to New Orleans, 
Louisiana, is $1.01, and is found in Trunk Line Tariff 44-H, 
I. C. C. 712, W. S. Curlett, Agent. By using the class rates 
in Trunk Line Tariff No. 60, I. C. C. 330 to Cincinnati, Ohio, 
plus the commodity export rates published in Item 8325 of 
Southern Port Foreign Freight Committee Tariff No. 1016-], 
I. C. C. 52, Jos. Hattendorf, Agent, sum is 79 cents per hun 
dredweight. 

We have had several carload shipments, routed P. R. S. L- 
P. R. R.-L. & N. on which no rates were shown on the bill of 
lading. The carrier forwarded them over the Louisville gate- 
way, on which we paid a combination rate of 85 cents instead of 
over the Cincinnati gateway, rate of 79 cents. 

In filing claim for overcharge they state that since we 
named no specific junction point and since the shipment moved 
via an authorized route, that we have no basis for claim. | 

We feel that even though there was no specific junction 
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int named, it is the carrier’s responsibility to protect the 
rates over the cheapest route, and we feel we are entitled to 
the 79 cent rate. 

May we please have your opinion? 

Answer: By the use of the class rates in Agent Curlett’s 
Tariff I. C. C. A-330, and the commodity rates in Item 8325, in 
Agent Hattendorf’s Tariff I. C. C. No. 52, the rate from origin 
to destination is 79 cents via Cincinnati and 85 cents via 
Louisville. 

The difference in these rates is in the class rate factor 
between origin and junction point named above. These class 
rates are 42 cents to Cincinnati and 48 cents to Louisville. 

Agent Curlett’s Tariff I. C. C. No. A-712, the tariff pub- 
lishing the joint through rate, carriers in Item 100, the provision 
that if the charges based on the aggregate of intermediates 
named in tariffs on file with the Interstate Commerce Com- 
mission over any route via which the through rate named in 
this tariff applies is lower than the charge accruing under the 
through rate published in this tariff, from origin to destination, 
such lower charge will be the legal charge to apply via the 
route over which said aggregate of intermediates is applicable. 

In Aeolian American Corp. vs. N. Y. N. H. & H., 225 I. C. C. 
453, the Commission found that when shipments were routed 
“The New Haven and New York Central,” without the desig- 
nation of any particular line of the New Haven or junction 
with the New York Central, and another route of those car- 
riers Was available over which a lower rate applied under an 
intermediate rule, the New Haven misrouted shipments when 
it ny oa forward them over the cheaper route giving it a 
line haul. 

In American Salt Corp. vs. A. T. & S. F., 216 1. C. C. 
284, the Commission held that when two routes were available 
under the shippers’ instructions, it was the duty of the initial 
carrier to route the shipments over the cheaper route. 

In another case, Brown-Bridge Mills, Inc. vs. B. & O., 214 
I. C. C. 659, the Commission held that shipments of cotton 
piece goods and cotton knit fabrics from Winston-Salem and 
Newton, N. C., to Troy and Washington Court House, Ohio, 
routed by shipper without specification of junction points, were 
misrouted when the carrier forwarded them over a route giv- 
ing more expeditious service instead of over the cheapest avail- 
able route. 

As the joint through rate applies via both Cincinnati and 
Louisville and there is no exception in the tariff to the appli- 
cation of this rate via the carriers specified by the shipper in 
the bill of lading, it is our opinion that the lower aggregate 
of intermediates via Cincinnati may be applied on the shipment. 


Tax on Freight Transportation 


Massachusetts.—Question: Referring to sub-chapter E, 
Transportation of property, section 3475 of the Federal Tax 
— Act of 1942, which becomes effective December 

Paragraph A—Tax, specifies 3 per cent, excepting coal, to 
apply on all transportation charges paid to carriers engaged in 
the business of transporting property for hire. 

Will you kindly give an opinion as to whether a manufac- 
turer selling his products on a delivered basis, the invoice not 
carrying a separate item for the transportation but goods 
delivered by the manufacturer’s own equipment, would be con- 
sidered a carrier for hire and have to pay taxes on the trans- 
— cost item which is included in the invoice cost of the 
goods ? 

Similarly, on goods purchased on a F. O. B. basis, could 
the purchaser transport the goods in his own equipment without 
the cost of such transportation being taxable? 

As the effective date of this amendment is December Ist, 

an early reply will be appreciated. 
_ Answer: The Bureau of Internal Revenue has not yet 
issued rules and regulations in connection with the 3 per cent 
tax on freight transportation charges, which becomes effective 
December ist. 

We are of the opinion that where a manufacturer sells his 
Products on a delivered basis, makes deliveries in his own 
equipment and does not carry reference on his invoices with 
respect to transportation charges, such a party would not be a 
carrier for hire and no transportation tax would be assessed. 

Similarly, where goods are purchased on an F. O. B. basis 
and the purchaser transports the goods in his own equipment, 
itis our opinion that such transportation would be exempt from 
the transportation tax. 

There is no official information available on these questions 
at this time. 

Heating of Road Oil Service Charge 


South Dakota.—Question: It seems to be a question as to 
Whether or not an additional charge should be assessed on a 
Movement between tracks located within the yard limits within 
the municipality, insofar as it affects the following transaction. 
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Under an agreement, railroad “A” agreed to heat road oil 
for a contractor, temporarily located, for a charge of five dol- 
lars per car, per heating. The contractor’s designated point 
where delivery was accepted was approximately two miles 
from the track where the carrier placed this oil for their con- 
venience to heat. It is contended that the placing of the car on 
the track where the heating was completed, resulted in actual 
delivery and any movement from that track, used by the carrier 
for this service, to the point of actual delivery constituted addi- 
tional switching. In this instance this would result in applying 
a five mile rate, as no intra-terminal charges are in effect. 

It is my contention that delivery was not accomplished 
until the car was placed at the point where unloadng was 
completed by the consignee; that any service performed by the 
railroad was for their convenience in fulfilling their agreement 
and that no charge is legally due from the consignee since 
additional terminal movement of the car was required. 

I further contend that the carrier could have, had it 
chosen to do so, placed an engine adjacent to or on the track 
where unloading took place and therefore eliminated the extra 
switching that resulted under the plan that the carrier elected 
to use. 

I would greatly appreciate your opinion. 

Answer: In our opinion, there was no final delivery of the 
shipment until after the heating service had been performed 
and the car had been switched to the point of unloading. 

The service performed by the carrier is one which should 
have been covered by a tariff provision, as it is a transportation 
service. 


The reasonableness of a charge for the service, including 
the switching of the car, if switching was necessary under the 
circumstances, is a matter for determination by the Commis- 
sion. Memphis Freight Bureau vs. Kansas City Southern Ry. 
Ca, i7 t. c. cok 


Liability of Motor Carrier for Injury to Shipment Where Con- 
signee’s Employe Assists Unloading 


Alabama.—Question: We are confronted with an extremely 
peculiar situation in connection with the rejection of a claim of 
one of our bottlers and would like for you to advise us con- 
cerning the legality of the carrier’s contention. 


A shipment of our products in barrels, was made via motor 
carrier. The barrels weighed approximately 600 pounds each. 
On arrival at destination, the delivering carrier’s driver appar- 
ently discovered that he was not equipped to safely unload the 
merchandise without assistance and requested such assistance 
of the consignee. The consignee acquiesced at no charge to the 
carrier. During the course of the unloading, one barrel fell 
and was damaged, the entire contents being a complete loss. 


The carrier is contending that, since one of the consignee’s 
employees was assisting in the unloading and that this em- 
ployee had placed the skids himself, they should not be held 
responsible for the entire amount of the claim, but only a pro- 
portionate share. 


We feel that if findings in bill of lading contract cases 
involving rail carriers are applicable against highway carriers 
then this carrier is entirely responsible since, in the exceptions 
to Section 1 of Bill of Lading contract, we can find no mention 
of exemption from liability resulting from incidents such as in 
the claim in question. 


Answer: As the trucking company undertook the trans- 
portation of the shipment, which transportation apparently 
including delivery, if the servant of the consignee was acting 
as the servant of the trucking company, under the principle of 
a loaned servant the trucking company is the party liable for 
injury to the goods, unless the injury resulted from a cause for 
the consequences of which the trucking company is not liable 
aS a common carrier. 


See the decision in Rau vs. Wilkesbarre & E. R. R. Co., 
167 Atl. 230, in which case the court said: 


In the familiar case of a loaned servant, Tarr vs. Hecla Coal & Coke 
Company, 265 Pa. at page 522, 109 A. 224, 225, we quoted the following 
rule which is applicable to this record: ‘‘Where one person lends his 
servant to another for a particular employment, the servant, for any- 
thing done in that particular employment, must be dealt with as a 
servant of the man to whom he is lent, although he remains the gen- 
eral servant of the person who lent him. The test is whether, in the 
particular service which he is engaged to perform, he continues to 
the direction and control of his master, or becomes subject to that 
of the party to whom he is lent or hired.’’ Puhlman v. Excelsior E. & 
S. Co., 259 Pa. 393, 103 A. 218, L. R. A. 1918E, 118; 26 Cyc. 1285; 
Bailey on Personal Injuries (2d Ed.) c, 3, Sec. 25. And see Crouse 
et al. v. Lubin, 260 Pa. 329, 103 A. 725. 

This appeal is ruled by Bojarsky v. M. F. Howlett, Inc., 291 Pa. 
485, 140 A, 544. * * * To other cases to the same effect may be added 
Linstead v. Chesapeake & Ohio Railroad Co., 276 U. S. 28, 48 S. Ct. 
241, 72 L. Ed. 453; Persing vs. Citizens Traction Co., 294 Pa. 230, 144 
A. 97; Milwaukee L. Mfg. Co. vs. Point Marion Coal Co., 294 Pa. 238, 
144 A, 100; Koch vs. Matter, 307 Pa. 337, 161 A. 309. 
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Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs Trarric Wor. 





The Traffic Club of Brooklyn, N. Y., has elected the fol- 
lowing officers and members of the board of governors: Presi- 
dent, William Graf, acting manager, traffic department, Brook- 
lyn Chamber of Commerce; vice-president, Otto Grimm, New 
York Central; treasurer, Jack Weiss, Erie Railroad; assistant 
treasurer, George R. Marr, Lackawanna Railroad; secretary, 
Otto F. Rutz, Pennsylvania Railroad; members, board of gov- 
ernors, W. Doty, Universal Carloading and Distributing Com- 
pany, and Henry Fiest, Central Railroad of New Jersey. 





W. C. Helm, president, Millers’ National Federation, spoke 
on “Milling—Yesterday and Today” at a millers’ day luncheon 
meeting of the Traffic Club of Minneapolis November 12. K. R. 
Almy was chairman. The annual griddle-cake dinner will be 
held December 5. There will be a program of entertainment. 


R. H. Dutiel is general chairman of the committees on arrange- 
ment. 





Barney Cushman, president, Cushman Motor Delivery Com- 
pany, will speak on “Motor Transportation and War Traffic” 
at a forum meeting of the Junior Traffic Club of Chicago No- 
vember 19. 





Allen Dean, manager, transportation bureau, Detroit Board 
of Commerce, spoke on “O. D. T. Orders Nos. 18 and 21—Their 
Intent and Significance” at a forum meeting of the Motor City 
Traffic Club of Detroit November 7. W. R. Purdie is chairman 
of the forum committee. 





W. C. Solly, district manager, O. D. T., Harrisburg, Pa., 
spoke on “General Order No. 21” at a meeting of the York, Pa., 
Traffic Club November 12. There was a program of music. 
The annual oyster bake will be held December 10. 





New officers of the Metropolitan Traffic Club of New York 
include: President, Charles Baker, American Smelting and Re- 
fining Company, now on leave of absence to serve as a major 
in the U. S. Army; first vice-president, Charles Costello, gen- 
eral freight agent, Seaboard Air Line Railroad; second vice- 
president, Otto Birnbrauer, general agent, Minneapolis and St. 
Louis Railroad; secretary, Albert Clodfelter, U. S. Industrial 
Alcohol Company; financial secretary, Vincent Golden, Union 
Bag and Paper Company; treasurer, Paul Pandolfi, Acme 
Fast Freight. New chairmen of the standing committees are: 
Auditing, J. L. Saxon, Western Pacific; bowling, A. V. Diana, 
Universal Carloading and Distributing Company; contact, 
Ernest J. Vohs, American Newspaper Publishers Association; 
dinner, James A. Green, American Potash and Chemical Com- 
pany; employment, R. D. Bogner, Novick Transfer Company; 
entertainment, W. A. Allen, Seaboard Freight Lines; house, 
J. A. MacMullen, Roadway Express; membership, John Poye, 
National Transportation Company; publicity, J. A. MacNeill, 
General Foods Corporation; reception, J. J. Lenahan, Canadian 
Pacific; speakers, P. J. Winters, Frisco Lines; sports, A. L. 
Allen, Lackawanna Railroad; traffic, G. J. Donovan, Defense 
Supplies Corporation; visiting, A. P. Brown, Illinois Central. 
At a meeting November 12, James E. Sweeney conducted a 
forum discussion on O. D. T. Order No. 18, and Spencer E. 
Hughes, McLellan Stores Company, spoke on “Retailing and 
Transportation Under War Conditions.” A Christmas party 
will be held December 10. 





Harold Weber, manager, Oakland, Calif., Chamber of Com- 
merce, will speak on “The Effect of the War on Industry in the 
Oakland Area” at an industrial night dinner meeting of the 
Oakland Traffic Club November 17. Herb Alvin, Montgomery 
beige Company, was chairman. The annual election will 
ke held. 





The Traffic Club of Jacksonville, Fla., will hold its annual 
Christmas party December 5. B. J. King is chairman of the 
entertainment committee, which has charge of arrangements. 





An inaugural dinner dance was held by the Los Angeles 
Transportation Club at the Town House November 11. At a 
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luncheon meeting, November 9, Dr. Ronald Meredith spoke 
on “It’s Great to Be an American—But!” 
nois Central, was chairman for the day. 





At a dinner meeting of the Women’s Traffic and Transpor. 
tation Club of Baltimore, November 11, Mrs. Katherine Leonard 
Gorsuch, proprietress of the Lovely Lane Cafeteria, spoke op 
cafeteria management. 





Members of the Cleveland Transportation Club attended a 
football game played by the Ohio State and Illinois University 
teams at the Cleveland Stadium November 14. Walter C. Kel- 
ley made arrangements for members to attend. 





E. Logan Giffin, attorney, will speak on “A Certain Definite 
Trend” at a monthly dinner meeting of the Transportation Club 
of Springfield, Ill., November 18. The annual election will be 
held December 9. 





The Pacific Traffic Association of San Francisco held a 
railroad night meeting November 17. There was a program 
of entertainment. 





Lt. H. A. Pierce, public relations officer, U. S. Army, 
Fort Snelling, Minn., spoke on “Induction of Civilian Personnel 
in the Armed Forces” at a luncheon meeting of the Transpor- 
tation Club of St. Paul, Minn., November 10. The program 
was arranged by William J. Holmes. 





The Transportation Club of Salt Lake City, Utah, held a 
buffet dinner meeting November 13. Card and other games 
were played. New chairmen of the standing committees are: 
Entertainment, Clisbee Kimball; membership, Harold C. Davis; 
publicity, H. W. Ansell; Welfare, M. D. Baer; auditing, W. W. 
Sells. The annual Christmas party will be held December 12. 





The Columbus, O., Transportation Club will hold a stag 
party November 18. There will be a floor show and games 
will be played. W. E. Morgan, Illinois Central, is chairman of 
the entertainment committee. 





The Rev. Dr. Frank C. Brown, First Presbyterian Church 
of Dallas, Tex., spoke on “The Need in an Emergency” at a 
luncheon meeting of the Transportation Club of Dallas, No- 
vember 9. A stag party will be held November 20. 





The Transportation Club of Atlanta, Ga., will hold a lunch- 
eon meeting, November 16, at which Dr. Herman Turner, Cove- 
nant Presbyterian Church, will speak on the Atlanta community 
fund drive. A Bell Aircraft Company film on bomber produc- 
tion will be shown. An election dinner will be held December 
18. Members have been invited to attend the annual election 
dinner dance of the Atlanta Passenger Club December 12. 





The Clearing-Cicero Traffic Conference held its annual 
fall dinner dance at the Clearing Industrial Club rooms, Chi- 
cago, November 14. 





The Fort Wayne, Ind., Transportation Club will hold a 
quiz contest at a meeting November 19. There will be a 
program of entertainment. 





Alfred C. Gilbert, president, A. C. Gilbert Company, will 
show motion pictures he took recently in British Columbia, 
Canada, at a dinner meeting of the New Haven, Conn., Traffic 
Club November 16. There will be a program of songs by 
Mrs. Alice Zabawar, who will be accompanied by Mrs. Suzanne 
Deutzmann. The program has been arranged by Joseph Fias- 
conaro. 





The Transportation Club of Des Moines, Ia., will hold a 
dinner meeting, November 16, at which George Yates, pho- 
tography department, Des Moines Register-Tribune, will speak 
on “The Camera in the Present War.” A forum meeting on 
O. D. T. order No. 18 was held November 11 under sponsorship 
of the educational committee. 





New chairmen of the standing committee of the Women’s 
Traffic and Transportation Club of New Orleans are: By-laws 
and legislation, Mary Snow; membership, Miriam Brown; pub- 
licity, Murial Offan; reception, Bessie Luthy. Chairmen of 
temporary and other committees include: Cheer-up, Florence 
Hecker; defense stamps, Loretta Anseman; gifts, Alma Willett; 
speakers, Ellen Wiley; sports, Dorothy Jamieson. 





The Bridgeport, Conn., Traffic Association will hold a rail- 
way express night meeting, November 16, at which R. T. Pal- 
mer, agent, Railway Express Agency, will speak. ‘The New 
Haven Railroad film, “A Great Railroad at Work,” will be 
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shown by arrangement with A. F. DeFarrari, district traffic 
agent for the railroad. 


Walter Simon, president, St. Clair Roofing Company, will 
speak at a monthly dinner meeting of the Women’s Traffic 
Club of St. Louis November 19. 


Lt. Walter C. Carroll, Jr., transportation officer, U. S. 
Army, Allentown, Pa., will speak at a monthly dinner meeting 
of the Traffic Club of the Lehigh Valley November 16. The 
Union Pacific sound color film “Sun Valley” will be shown. 
The annual Christmas party will be held at Bethlehem, Pa., 
December 21. Frank Regan is in charge of arrangements. 


WHEELER RAILROAD INVESTIGATION 


The Senate interstate commerce committee has issued 
part 29 of its hearings in its investigation of railroads, holding 
companies and affiliated companies under S. Res. 71, commonly 
referred to as the Wheeler investigation. Part 29 is a volume 
containing letters and memoranda relating to activties of the 
Pennsylvania Railroad in connection with the transportation 
act of 1920. 


INTERSTATE COMMITTEE CHANGES 


A number of changes will be made in the membership of 
the House committee on interstate and foreign commerce 
in the next Congress as the result of resignations, primary and 
final elections. Members defeated in the primaries or in the 
election were Representative Kelly, of- Illinois; Represenative 
Patrick, of Alabama; Representative Tenerowicz, of Michigan; 
Representative Sanders, of Louisiana; Representative Sullivan, 
of Missouri; Representative Youngdahl, of Minnesota; and Rep- 
resentative Paddock, of Illinois. Representative South, of 
Texas, withdrew as a candidate for reelection after the first 
primary in his state. Representative Pearson, of Tennessee, 
resigned. 

Other recent changes resulted from acceptance by Repre- 
sentative Cole, of Maryland, of appointment as a judge, and 
by Representative McGranery, of Pennsylvania, of membership 
of the House ways and means committee. 

Senator Schwartz, of Wyoming, was the only member of 
- Senate interstate commerce committee defeated in the 
election. 


W. P. B. PUBLIC SERVICES BRANCH 


Appointment of W. W. Judson, of St. Paul, Minn., general 
manager of the Northern Pacific Railway, as chief of the new 
public services branch of the program division of the War Pro- 
duction Board has been announced by Ferdinand Eberstadt, 
vice chairman on program determination, in a statement con- 
tinuing as follows: 


Organization of the branch will be completed shortly, but its broad 
functions will be to advise the vice chairman on programs involving 
transportation, communication and other public services. 

Mr. Judson was born in Rochelle, Ill., on March 24, 1891, and en- 
tered the railroad service twenty-one years later in the engineering de- 
partment of the Spokane, Portland and Seattle Railroad, Portland, Ore. 
Two years later he became a rodman with the Nofthern Pacific. 

During the World War he served in France as a First Lieutenant, 
Transportation Corps of the Army. 

For ten years after the Armistice he was assistant engineer of the 
Northern Pacific and in 1928 was made special assistant to the Vice 
President. He became trainmaster in 1929, assistant to the general 
Manager in 1933 and from 1936 to 1940 was superintendent successively 
of the Yellowstone and Rocky Mountain Divisions. He becanie general 
Manager of the Northern Pacific on February 1, 1940. 


He is on leave from his company and is serving W. P. B. on a 
$l-a-year basis. 


COAL TRANSPORTATION 


Changes in the titles of five officials of the Office of Solid 
Fuels Coordinator for War, have been announced by Solid Fuels 
Coordinator Ickes. The changes bring the titles into line with 
the new title of the executive head of the office, Deputy Solid 
Fuels Coordinator Howard A. Gray. 

The officials affected and their new titles are: Thomas J. 
Thomas and Ralph P. Russell, associate deputy solid fuels co- 
ordinators; General Brice P. Disque, Harlen M. Chapman and 
Dr. Joseph B. Umpleby, assistant deputy solid fuels coordina- 
tors. Mr. Thomas and Mr. Russell formerly held titles of asso- 
Clate directors of the solid fuel office, and Mr. Chapman, Dr. 
Umpleby and General Disque were designated as assistant 
directors. 

Specific problems of solid fuels are handled by each officer. 

r. Thomas specializes in bituminous coal; Mr. Russell, trans- 
Portation; General Disque, anthracite; Mr. Chapman, coke; and 
Dr. Umpleby, who has charge of the field office at Seattle, 
Wash., problems of the Pacific northwest. 
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Docket of the Commission 





NOTB—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric Wortp. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


November 16—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 157 
and Examiner Yardley: 
MC 73464 Sub. 4—Jack Cole Co., Inc., Birmingham, Ala., certificate 
to extend operations. 


November 16—Cleveland, Ohio—Hotel Cleveland—Examiner Schubert: 
MC 48807 Sub. 1—Stonehill Express Co., Cleveland, O. 


November 16—Columbus, O.—Hotel Deshler—Division 2: 
28300—Class rate investigation, 1939. 
28310—Consolidated freight classification. 


November 16—Concord, N. H.—State Comm.—Ex. Hanrahan and Jt. 
Bd. 186: 
MC 103637—W. W. Van Ness, West Townsend, Vt., certificate. 
MC 17543 Sub. 1—Nashua, Boston, Manchester Express, Nashua, 
N. H., certificate to extend operations. 


November 16—Knoxville, Tenn.—U. S. Court—Jt. Bd. 107: 
MC 3524 Sub. 3—Houser Freight Lines, Inc., Maryville, Tenn., certifi- 
cate to extend operations. 


November 16—Knoxville, Tenn.—U. S. Court—Jt. Bd. 279: 
MC 102538 Sub. 1—Yellow Cab & Coach Co., Bristol, Va., certificate 
to extend operations. 


November 16—Milwaukee, Wis.—Hotel Schroeder—Examiner Luce: 
MC 76993 Sub. 5—Express Freight Lines, Inc., Milwaukee, Wis., cer- 
tificate to extend operations. 


November 16—Oklahoma City, Okla.—Skirvin Hotel—Exam. Borroughs: 
1. & S. M-2097—Canned goods, Colo. to Okla. 
MC C-349—Foods, canned, Colo. to Okla. 


November 16—Sioux Falls, S. D.—U. S. Ct.—Jt. Bds. 145, 147 and 148: 
MC 104018—N. K. Isaak—Jarkston, S. D., certificate. 
MC 103821—L. P. Mauch, Adrian, Minn., certificate. 
MC 89501 Sub. 1—O. R. Walter, Scotland, S. D., certificate to extend 
operations. 
November 16—Washington, D. C.—Examiner Bennett: 
MC 47874—A. W. Hawkins, Inc., Culpeper, Va. 
November 17—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 103995—Bridges Bros., Newburyport, Mass., certificate. 
MC 27583 Sub. 3—Leonard E. Belcher, Inc., Springfield, Mass., cer- 
tificate to extend operations. 
November 17—Brooklyn, N. Y¥Y.—Hotel St. George—Examiner Kirby: 
Finance 13170—Florida East Coast reorganization. 
November 17—Cleveland, Ohio—Hotel Cleveland—Examiner Schubert: 
MC 53194 Sub. 1—A & A Truck Lines, Inc., Canton, Ohio, certificate. 
November 17—Knoxville, Tenn.—U. S. Court—Jt. Bd. 107: 
MC 59583 Subs 5 and 25—Mason and Dixon Lines, Inc., Kingsport, 
Tenn, 
November 17—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 30165 Sub. 42—English Freight Co., Dallas, Tex., certificate to 
extend operations. 
November 17—Washington, D. C.—Examiner Molster: 
Finance 13990—Application of Chesapeake Western Ry. for authority 
to acquire and operate the property of Valley R. R. Co. 
November 18—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 103539—C. F. Jameson, Ltd., Haverhill, Mass., permit. 


November 18—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 117: 
MC 30156 Sub. 4—Lake Shore Cartage, Inc., Cleveland, Ohio, certifi- 
cate to extend operations. 
November 18—Dallas, Tex.—Baker Hotel—Jt. Bd. 77 and Ex. Borroughs: 
MC 30091 Sub. 9—Miller & Miller Motor Freight Lines, Wichita Falls, 
Tex., certificate to extend operations. 


November 18—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
MC 76985 Sub. 1—Bartzen Transportation Co., Milwaukee, Wis. 
MC 76986—Bartzen Cartage Co., Milwaukee, Wis. 


November 18—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bds. 183 and 
233: 
MC 2180 Sub. 30—Burlington Transportation Co., Chicago, IIl., cer- 
tificate to extend operations. 
MC 102385 Sub. 1—Pathfinder Transit Lines, Casper, Wyo., certifi- 
cate to extend operations. 
MC 100885—B & B Transportation Co., Rapid City, S. D. 


November 18—Lexington, Ky.—Bd. of Com. Bldg.—Exam. Harrison: 
MC 8354 Sub. 2—Gillis Van Service, Lexington, Ky., certificate or per- 
mit to extend operations. 


November 19—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 56363 Sub. 1—Wm. McDonald & Co., Boston, Mass., certificate 
to extend operations. 
MC 87541 Sub: 1—H. Goldman, Inc., Roxbury, Mass., certificate to 
extend operations. 
November 19—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 61738 Sub. 4—M. & A. Trucking Co., Boston, Mass., certificate to 
extend operations. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to yet copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all a received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
—— and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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November 19—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby; 
Finance 13335—Wabash receivership. 

November 19—Chicago, I!1.—Sherman Hotel—Examiner Luce: 
MC 88447—Jacob’s Van Line, Chicago, Ill. 

November 19—Cleveland, Ohio—Hotel Cleveland—Examiner Schubert. 
MC 70556 Sub. 2—J. C. Newton Trucking Co., Canton, Ohio, perm) 

to extend operations. 
November 19—Lexington, Ky.—Bd. of Commerce Bldg.—Jt. Ba. 105: 


MC 67734 Sub. 1—Wells Bus Line, Cannel City, Ky., certificate to 
extend operations. 


MC 102578 Sub. 1—L. Sanders, Liberty, Ky., certificate to exteng 
operations. 
November 19—Pittsburgh, Pa.—William Penn Hotel—Comm. Patterson: 
* 28000 Sub. 91—Applications of P. R. R. for approval of proposeg 
modification of systems or devices under section 25 (b) of Inter. 
state Commerce Act. 
November 19—Washington, D. C.—Examiner Romero: 
* Finance 13986—Application of Northern Pacific for authority to ac. 
quire properties of Big Fork & Northern. 
November 20—Aberdeen, S. D.—Alonzo-Ward Hotel—Examiner Myers: 
1. & S. M-2111—Minimum rates and charges of Nick’s Produce (Co, 
November 20—Aberdeen, S. D.—Alonzo-Ward Hotel—Jt. Bd. 230: 
MC 5427 Sub. 5—M. & St. L. R. R. Co., Minneapolis, Minn., certificate 
to extend operations. 
November 20—Boston, Mass.—Hotel Manger—Jt. Bd. 69: 
MC 52636—Taylor’s Express Co., Haverhill, Mass. 
November 20—Charleston, S. C.—U. S. Ct.-Jt. Bd. 2: 
a! re Sub. 5—Greensboro-Fayetteville Bus Lines, Inc., Charlotte, 
November 20—Chicago, IIl.—Hotel Sherman—Jt. Bds. 21 and 72: 


MC 8787 Sub. 4—Saginaw Transfer Co., Saginaw, Mich., certificate 
to extend operations. 


MC 68909 Sub. 9—Decatur Cartage Co., Chicago, IIl., certificate to 
extend operations. 


November 20—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 117: 
MC 7573 Sub. 1—Lehman Cartage Co., Elyria, Ohio, certificate to ex- 
tend operations. 
November 20—Louisville, Ky.—Brown Hotel—Examiner Harrison: 
MC 8790 Sub. 1—Safety Transfer & Storage Co., Inc., Louisville, 
Ky., certificate. 
November 20—Washington, D. C.—Argument: 
W-16—S. C. Loveland Co., Inc., application. 
* Finance 13772 and Finance 13776—A. T. & S. F. abandonments, 


November 21—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 12270—K. L. Watson, Roxbury (Boston), Mass., license. 
MC 12271—T. F. Galvin, Jr., Roxbury (Boston), Mass., license. 
November 21—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 27: 
MC 103853—F. Voorhees, Warren, Ohio, permit. 
November 21—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 29778 Sub. 42—Yellow Transit Co., Oklahoma City, Okla., cer- 
tificate to extend operations. 
November 23—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 19070—F. P. Fay Live Stock Transportation, Weymouth, Mass. 
* 1, & S. M-2117—Acids and ammonia, Boston to N. H. and Vt. 
November 23—Buffalo, N. Y.—Hotel Buffalo—Examiner Schubert: 
MC 3566 Sub. 10—Keeshin Motor Express Co., Inc., Chicago, IIl., 
certificate to extend operations. 
November 23—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 


MC 30165 Sub. 34—English Freight Co.—Dallas, Tex., certificate to 
extend operations. 


MC 2322, Sub. 10—Johnson Transport Co., Inc 


-. Waco, Tex., cét- 
tificate to extend operations. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate or- 
der No. 130, prescribing voyage charter rates and surcharges 
for tanker transportation of bulk petroleum and _ petroleum 
products from U. S. Pacific coast ports to ports in Alaska, ef- 
fective with loadings completed on and after November 9. 

By its rate advice No. 21, the W. S. A. has authorized 
specific rates and surcharges for tanker transportation of bulk 
petroleum and petroleum products on shipments from the 
Panama Canal Zone to Chile, in tankers of over 3,000 gross 
tons, operated for the account of the W. S. A., effective on 
loadings completed on and after November 9. ; 

In its rate advice No. 22, the W. S. A. authorizes specified 
rates and surcharges for transportation of bulk petroleum and 
petroleum products in tankers of over 3,000 gross tons, operated 
for the account of the W. S. A., from Netherlands West Indies 
to ports in Cuba and the Dominican Republic, in combination. 
The effective date is November 9. 

In supplement No. 9 to its general order No. 12, the Wa! 
Shipping Administration has prescribed maximum brokeragé 
rates allowable for payment as to cargo carried aboard dry 
cargo vessels sailing after midnight June 10, 1942. The regula- 
tions in the supplement authorize payment of brokerage at 
“customary” rates on vessels sailing prior to June 10, but not 
in excess of prescribed maximum rates after 12:01 a. m. 
that date. 
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TRANS-CANADIAN ROUTES 


INTER-STATE recor SYSTEM 


HIGHWAY 
SHORT 
CUT 





U.S. Canadian 
Routes Routes Saving 
New York City to Detroit 48 
Boston to Detroit 
Boston to Grand Rapids 
Buffalo to Detroit 
Buffalo to Port Huron 
Syracuse to Detroit 
Scranton to Detroit 
Niagara Falls to Midland 
New York City to Minneapolis 
Chicago to Boston 





A great time-saving factor to many shippers in the states 
of Michigan, Massachusetts, New York and Illinois 


SECURITY - SAFETY -: SERVICE 


W. F. DROHAN, V. P.-Gen'l Mgr. BRAWN SPROUL, Gen'l Traffic Mgr. 
134 Grandville Ave., S. W. 505 Transportation Bldg. 
Grand Rapids, Michigan Detroit, Michigan 
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Personal Notes 





_W..W. Judson, general manager, Northern Pacific, St. Paul, 
Minn., has been appointed chief of the new public services 
branch, program division, War Production Board,.Function_of 
the branch will be to advise Ferdinand Eberstadt, vice-chairman 
on program determination, W. P. B., on transportation, com- 
munication, and other public services. 

James J. Heron, assistant general freight agent at St. Paul, 
Minn., for the Northern Pacific, died November 6. He had 
served with the company 37 years. 

Joseph Taylor Saunders, vice-president in charge of sys- 
tem freight traffic, Southern Pacific, died at San Francisco No- 
vember 7. He had served with the company since 1903. 

O. M. Stevens, president and general manager, American 
Refrigerator Transit Company, St. Louis, has received a three 
months’ leave of absence for special government service as di- 
rector of the American railroad mission in Mexico. In his 
absence, J. P. Finkenaur, vice-president, will fill his duties. 

W. H. Bonneville, director of the Commission’s bureau of 
inquiry, died from a heart attack at his home in Washington, 
D. C., November 7, at the age of 51. He came to the Commis- 
sion in July, 1920. 

George H. Batchelor, general agent, Kansas City Southern- 
Louisiana and Arkansas, Kansas City, Mo., died November 3. 
He served with the Kansas City Southern 22 years. Nels R. 
Howe has been appointed commercial agent at Seattle, Wash., 
for the two companies, succeeding Bruce Rogers, Jr., who has 
joined the U. S. Naval Air Corps. Other appointments include 
J. A. Fiedler, commercial agent at Los Angeles, succeeding 
R. J. Snyder, who has entered military service; W. C. Money, 
city freight agent, Dallas, Texas, succeeding H. L. Sullivan, also 
gone into military service, and R. J. Tyner, city freight agent, 
Dallas. 

D. E. Galloway, assistant vice-president in charge of tele- 
graphs for the Canadian National Railways at Toronto, On- 
tario, has retired. He served with the railroads and steamship 
lines for 41 years. W. M. Armstrong has been appointed gen- 
eral manager, telegraphs, at Toronto. 

Horace H. Powers, St. Albans, Vt., general attorney for the 
Central Vermont Railway since 1925, and general attorney for 
the Canadian National Railways, has been elected a member 
of the board for the Central of Vermont. 

The Southern Railway has announced the following ap- 
pointments: Charles C. Greenlee and Lowell C. Adcock, assist- 
ants to freight traffic manager, Washington, D. C.; Charles W. 
Gowl, assistant general freight agent, Birmingham, Ala.; Earl 
Brown, division freight agent, Birmingham; Harvey W. Peters. 
district freight agent, Birmingham; Dewey E. Manderson, com- 
mercial agent, Birmingham. 


ANDERSON 
MOTOR 
SERVICE 

co. 


N_BRASKA 


ILEINOIS 


ie 


KANSAS 
and & 


KANS. 
city 


COWOR AID 


Eest St. Lowis 
OKLATIOMA 


ARKANSAS Y LOUISIANA 
and TEXAS 


VMISsOt RT OKLAHOMA = and TRNAS 


\ 


TRAFFIC WORLD 


John P. Heavers has been appointed assistant genera] 
freight agent at Chicago for the Milwaukee Road. J. J. Grogan 
has been appointed general agent at Chicago. 

Paul F. Egeler has been appointed coal freight representa. 
tive for the Baltimore and Ohio at New York, succeeding to 
duties of C. B. Freeman, coal freight agent, who has been 
granted leave of absence to enter military service. 

The Ann Arbor Railroad has announced the following ap. 
pointments: George J. Bradner, assistant general freight agent 
Toledo, O.; E. J. Fillion, general agent, Detroit; E. L. Costello, 
commercial agent, Owosso, Mich. : 

O. Olsen, traffic manager, Philip Morris and Company, wil] 
speak on “Warehousing and Distribution” at a monthly meeting 
of the alumni association of the Traffic Managers Institute of 
New York, November 18. The sound color film ‘Railroadin’” 
will be shown by arrangement with the Pennsylvania Railroad, 

John C. Turner has been appointed eastern passenger agent 
for the Illinois Central at New York, succeeding J. J. McLane, 
who has been assigned to other duties. 

W. W. Rouse has been appointed traffic commissioner for 
the Green Bay, Wis., Association of Commerce. 

The alumni association of the College of Advanced Traffic, 
Chicago, will hold its annual election meeting at the Skyline 
Club November 17. Dinner will be served. Nominees for 
election include: For president, Fred Senkpiel and Vince Zac- 
cardi; vice-president, Fred Woick and Carl Walberg; treasurer, 
Carl Forsander and Joe Kemper; financial secretary, Hugo 
Zierfuss; recording secretary, Charles Anderson and Bob 
Seeley; parliamentarian, Howard Schauble and H. Johnson; 
members, board of governors, Al Marshall, Mr. Kemper, Mr. 
Forsander, Mr. Walberg, and John Haggerty. The annual 
Christmas party and installation of officers will be held De- 
cember 15. 

Associates of John Peter Zuurmond, freight traffic man- 
ager, Holland-America Line, New York, will hold a dinner in 
his honor at the Netherlands Club, November 16, in recog- 
nition of his completing 50 years of service with the company. 

Garrold Hansen, formerly terminal manager at Chicago for 
the Associated Truck Lines, has been appointed freight traffic 
manager for the Pennsylvania Truck Lines, Columbus, O. 

Carlton F. Heard has been appointed general freight agent 
for the Boston and Maine Railroad at Boston. 

J. W. Chaney has been appointed traveling passenger agent 
at Miami, Fla., for the Louisville and Nashville Railroad and 
the Nashville, Chattanooga and St. Louis Railway. He suc- 
ceeds Lester L. Sargent, who has entered military service. R. 
A. Laun has been appointed city passenger agent for the com- 
panies at Miami. 


Joseph A. Dowling has been appointed commercial agent 
for the Central of Georgia at New York. 
The Wabash Railroad has announced the following appoint- 
ments: Roy H. Jones, general agent, Seattle, Wash., succeed- 
ing J. E. Holton, who has retired after serving with the rail- 
roads 45 years; R. B. East, general agent, Salt Lake City, 


— 
YF 
i eg. 

wai 


MICHIGAN 


SERV 


MICHIGAN 


Ke 
Hi“ 


, @/ PENNSYLVANIA 
ew jeRseY 


A 
CLEVELAND 
-@ 


\NE® YORK 


\ 


OHIO 


EST VIRGINIA 
CINCINNATI 


WEST VIRGINIA 
and 24} LS Bh ghs pe 


VIRGINIA = 
aa, '2) 


<x Terms Twn. 
O Teens Served 
wey Rts ol Andere 
Maioe Swe Co. 
SE Ore. 100 04 


Transler Servne 


State Phighwars 


KENTUCKY and TENNESSEF 


SERVING THE INDUSTRIAL MIDDLE WEST 
28 Years in Business 
MAIN OFFICE - 1516 N. 14th St., ST. LOUIS 


ia VIRGINIA 














November 14, 1942 




















sop gaan geannyy 


CVaneasqapnaneuraat 


= 
= 
> 
- 
= 
a 
= 
- 
= 
= 
Ls 
= 
- 
~ 
= 
= 
call 
= 
= 
= 
=~ 
= 
= 
- 
= 
= 
Ll 
= 
= 
= 
= 
- 
= 
~ 
i 
« 
os 
= 
= 
—% 
~ 
= 
all 
= 
i 
i= 
E 
= 
La 


CEPAPPRTABEPAEESRUTTBRP PRR EYUAL (Reap pynnerceppisgegqasegtgeeee 


LVANIA 
JERSEY 





eveerpnpncqege OHUEGHEEEE 


' 
sronqasqanpyansracseTege as ' 
1 





PENNSYLV! 


tt 


ml 


Crit iine 


4 


EGanE. 








RAIN EVERY PRECIOUS HOUR LET EACH ONE GIVE 
GO MINUTES of UNSTINTED EFFORT co Zncxctz 








1198 


iin 


aa ey 
Bt —~ “ = \ 


Today, when the Time ele- 
ment is so vital that it is 
measured in minutes rather 
than in hours, the 3-mile-a- 
minute speed of AIREXPRESS 
is proving a ‘‘life-saver”’ in 
the Battles of Production 


and Delivery. 


You do not need a priority to 
ship by AIR EXPRESS, but if you 
have war production shipments 
requiring priorities, they will be 
granted. Phone Railway Express 
Agency, AIR EXPRESS DIVISION, 


or any air line. 


NOwW IN ITS 16‘ YEAR 


AUR 2 EXPRESS 


Division of RAILWAY EXPRESS 
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Utah; W. M. Cheatham, traveling freight and passenger a 
Seattle, succeeding B. K. Groseclose, who has orem, snilftare 
service; R. D. Farrell, general agent, Portland, Ore. 

J. M. Nicholson, assistant to vice-president, Santa Fe Sys- 
tem, will speak on “Utilization of Locomotives” at a dinner 
meeting of the Western Railway Club at the Sherman Hote] 
Chicago, November 16. Discussion of the subject will be 
held, following the talk, by the speaker and H. H. Urbach, me. 
chanical assistant to the executive vice-president, Burlington 
Route; H. P. Allstrand, chief mechanical officer, Chicago and 
North Western; J. E. Bjorkholm, superintendent of motive 
power, Milwaukee Road; O. A. Garber, chief mechanical officer 
Missouri Pacific. 

W. D. Davis has been appointed traffic manager for the 
Merchants Carloading Company at Chicago. 

V. V. Boatner, director, division of railway transport, 0, 
D. T., has appointed seven traffic men of the Twin Cities area 
members of an advisory committee to inform O. D. T. officials 
on the effect of government wartime regulations of rail, high- 
way and water transportation in the area. Those appointed 
are: Frank B. Townsend, director of traffic, Minneapolis Traffic 
Association, chairman; S. M. Low, western traffic manager, 
Koppers Company, St. Paul, Minn., secretary; A. B. Ayers, 
traffic manager, Cream of Wheat Company, Minneapolis; P. F. 
Scheunemann, assistant manager, Peavey Elevators; Willard 
Stowell, assistant traffic manager, Minnesota and Ontario Paper 
Company; Charles A. Liggett, assistant traffic director, St. Paul 
Association of Commerce; George H. Shafer, general traffic 
manager, Weyerhaeuser Sales Company. 


PREPARING SHIPMENTS TO MEXICO 


Documentation and consular and customs requirements for 
shipments to Mexico are discussed in detail in an article written 
by Ralph M. Sams, of the Department of Commerce, and pub- 
lished in the November 7 issue of the department’s Foreign 
Commerce Weekly. The article contains instructions pertaining 
to air-express shipments, labeling, packing and marking of 
goods, shipping by mail, entry and warehousing, and other mat- 
ters relating to exports to Mexico. 


W. S. A. CLAUSE IN BILLS OF LADING 


The War Shipping Administration has issued Supplement 6 
to its general order No. 16, superseding Supplement 5 to the 
same order. The new supplement prescribed that the fol- 
lowing clause be stamped on bills of lading, as set out in the 
supplement: 

If the goods herein covered are carried on a vessel owned by or 
under bareboat charter to the United States and which is a public 
vessel of the United States, War Shipping Administration, on behalf 
of the United States, hereby assumes all liabilities it would have with 
respect to the carriage of such goods if the vessel were a merchant 
vessel except with respect to cargo owned by the United States or any 
agency or department thereof and lend-lease cargo. This clause is to be 
construed only as an agreement that such cargo when carried on such 
a public vessel shall be treated as though the carrying vessel were a 


merchant vessel with respect to liabilities for loss or damage to such 
cargo. 


FRENCH SHIPS IN U. S. CUSTODY 


Secretary Hull, of the State Department, has announced 
that, following severance of diplomatic relations between the 
United States and the Vichy government of France, several 
French merchant ships in U. S. ports have been placed in pro- 
tective custody of the coast guard. Among those ships were 
three freighters in the port of New Orleans, he said. He added 
that he did not know the exact number of ships involved, but 
sail there were not many. He did not discuss the eventual 
disposition of the vessels, but indicated that they would be held 
until the policy of the Vichy government with respect to the 
invasion of French colonies in north Africa by U. S. forces 
became more clearly defined. 


W. S. A. AND PORT OF BALTIMORE 

Representative Meyer, of Maryland, speaking in the House 
November 10, said he was distressed by charges said to have 
been made by Stevenson Masson, president of the Baltimore 
Custom House Brokers’ and Forwarders’ Association, that the 
War Shipping Administration had never shown the slightest 
cooperation in its dealings with brokers and forwarders of 
the port of Baltimore and that ambitious politicians had taken 
business from that port. Mr. Meyer said the port of Baltimore 
ranked third in the nation. 

He said he had taken an active part in deliberations of 
the House merchant marine committee on the bill now known 
as the Bland act, “intended to bring the forwarding of United 
States lend-lease shipments back to the hands of American for- 
warders.” He added: 


According to Mr. Masson, the War Shipping Administration is not 
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STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 


units may be leased 
e High safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th— West 27th Streets—lIlth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 


A $x State 


COMMON CARRIER FREIGHT SERVICE 





A Specific Commodity Service 
Between Points in 


COLORADO « OKLAHOMA e KANSAS 
ARKANSAS ¢ TEXAS ¢ LOUISIANA 


SINCE 1917 
Formerly 
Operated as 
Red Ball 


RED BALL INC: 


ee Tieigh Scwice__ am 
WIRE oR SOO 


WRITE 
MODERN MOTOR EQUIPMENT 





1199 














A 


ee 


Service from 
New Orleans 
and other Gulf 
Ports to Brazil, 
Uruguay and 
Argentina. 








For information about our regular 
sailings as well as rates, write or 
call one of our offices in New York, 
New Orleans or Chicago. 


MISSISSIPPI 


SHIPPING COMPANY, INC. 


OWNER AND OPERATOR 
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For box-car doors that stick and bind — 
here's the tool you need! Saves time. Prevents acci- 
dents. Enables one man to easily open and close any 


box-car door. 


Full information on request. Dep't T — 


The MINING SAFETY DEVICE CO., Bowerstown, Ohio 


@ “An army moves on its 
stomach” is as true today as it 
ever was. But today much of 
its food has to travel farther 


than it ever did. To travel 
safely and securely over thou- 
sands of miles of land and sea, 
it must be shipped in contain- 
ers that will provide ample 
protection against rough han- 
dling and extreme weather 
conditions. 

General Box engineers have 








helped scores of packers and 
manufacturers determine the 
shipping container best suited 
for their products, have helped 
others decide which of the al- 
lowable alternate specifications 
should be used, and have as- 
sisted still others in finding 
out about the availability of 
required materials. ... If you 
have a war-products shipping 
container problem, write us. 
Whether or not you use Gen- 
eral Box containers—we may 
be able to help you. 


GENERAL BOX COMPANY 


General Offices: 50 W. Illinois Street, Chicago, Ill. 


District Offices and 


Plants: Brooklyn, Cincinnati, Detroit, East St. Louis, Kansas City, Louis- 


ville, Milwaukee, New Orleans, Sheboygan, Winchendon. 
Houston, 


Company, 


Inc. : 


Continental Box 
Dallas. 


CALL A BUSY MOVER 


Busy people do things bet- 
ter! Allied is playing an in- 
creasingly important part in 
serving the wartime moving 
needs of industry and gov- 
ernment. Busy people must 
be efficient. For safe, sure, 
swift long distance moving, 
call ALLIED. Agent-mem- 
bers are listed in the Classi- 
fied Telephone Directory. 





TRAFFIC WORLD 


carrying out its duties and is not properly administering the regula 
tions under the Bland act. If this be the case, I think that a Serious 
situation exists which should be of interest to all congressmen alon 
the Atlantic coast and I think we might well look into the matter It 
politics plays a part in the disuse of the port of Baltimore and its 
facilities, this is serious enough to warrant the prompt investigatio, 
of the facts and swift remedial action of a dignity justified by the qi: 
closures. 


Representative Meyer said that in most instances, after 
he had made demands on federal agencies for increases in the 
volume of lend-lease shipping through the port of Baltimore 
it had been asserted that Baltimore was without any ships to 
load; yet, he said, Philadelphia and Boston were extremely 
congested and short of needed manpower and facilities because 
of an oversupply of cargo vessels. 

“It was conceded by all parties that Baltimore is a direc 
route and has ample facilities to meet all exigencies,” he saiq 
“It is also a fact that Baltimore is one of our largest ship 
building centers. It does seem strange that the finished Ships 
must leave here empty.” 


WAR RISK INSURANCE 


The War Shipping Administration has promulgated stand. 
ard optional endorsement No. XIII for use in connection with 
the administration’s open cargo insurance policies known as 
WARSHIPOPENCARGO policies. 

By using this endorsement, an assured under a WARSHIP. 
OPENCARGO policy may now ship soap and toilet prepara. 
tions, and metal articles from the United States to its territories 
and possessions and insure the same that non-compensatory 
rates under a WARSHIPOPENCARGO policy. On October 22, 
1942, announcement was made that these commodities would be 
excluded from any coverage. Endorsement No. 13 modifies the 
complete exclusion. 

This action was taken after consultation with the Office of 
Price Administration. 

The War Shipping Administration, in its bulletin No. C-12 
has prescribed war risk insurance rates covering export cargo 
on 20 direct voyages designated in the bulletin, excluding ship- 
ments to U. S. territories and insular possessions. The bulle- 
tin cancels and replaces all previous cargo rates applicable to 
export shipments except C-11. 


CHANGES IN DOCKET 


Hearing MC 4018, Sub 1, November 12, Philadelphia, postponed to} 
date to be fixed. 
Hearing |. & S. M-2091, November 7, Chicago, canceled. 








CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





TRANSFER AND STORAGE BUSINESS—Excellent profit record for 
17 years. Located in progressive, pleasant city within 90 miles of 
Chicago. Will sell all or part interest, on an attractive arrangement, to 
man capable of running the business. Address Box 75, Traffic World. 





POSITION WANTED—Experienced rate clerk desires part time 
work (evenings) in Chicago, minimum $1 hr. Or full time position, 
minimum salary $2,800 yr. Address Box 79, Traffic World. 















